TRAFFIC 
/WORLD> 














By actual measurement - clearances 


are higher and wider Ou He 2% 


‘ | 
Bs, 


Lrie Railroad ERIE} 


ing the heart of Industrial Amer 


F 


FOR 


37,000 Specialized Tank Cars—207 Types—For 

Swift, Sure, Economical Transportation 

of Liquids in Bulk 

GATX tank cars—207 types from 4,000 to 12,500 gallon 
capacities—haul an almost infinite variety of liquids: from 
propane to port wine to pine tar. 
Strategically located offices, plants and repair shops through- 
out the nation give General American the unique ability to 
provide shippers precisely the kind of tank cars they want, 
when they want them, where they want them. 
These tank cars are for rent. So, if the cargo is bulk liquid 
and the problem safe, fast, economical transportation— 
count on General American. 


Take your tank car problems to our nearest office 


GENERAL 
AMERICAN 
TRANSPORTATION 


CORPORATION 


ecnrcaco 


GENERAL AMERICAN TRANSPORTATION 
CORPORATION 


General Offices: 135 S. Lo Salle Street, Chicago 3, Il. 


DISTRICT OFFICES 
New York Los Angeles New Orleans 
St. Lovis Dollas Tulsa 
Buffalo Houston Cleveland 
Seattle Pittsburgh 


Vike 


; = 


TRAFFIC WORLD 





RLY 


vO 


: ae 








APRIL 6, 1946 


Arnall and the Bullwinkle Bill 


With the appearance, this week, of Governor 

Arnall, of Georgia, before the Senate interstate 
commerce committee, at hearings on H. R. 2536, the 
so-called Bulwinkle bill, which would exempt rate- 
making activities of transportation agencies from the 
anti-trust laws and place those activities under the 
guardianship of the Interstate Commerce Committee, 
some opposition to that legislation at length came 
forward. 

Senator Wheeler pointed out that 64 witnesses had 
appeared in its favor, and that those witnesses repre- 
sented all classes of interests connected with trans- 
portation—shippers, shippers’ organizations, railroads, 
truck lines, bus lines, forwarders and others. With a 
figurative wave of his hand, the governor dismissed 
all of them as either self-seeking or craven. 

It was quite a spectacle. Despite what everyone else 
had said, the governor persisted in his accusations, 
made in his suit before the United States Supreme 
Court, that the Association of American Railroads was 
an all-powerful rate-making body, and added that the 
part the Commission played in making rates was rela- 
tively unimportant. 

Shippers who have for years been dependent on 
the Commission for the maintenance of just, reasonable 
and nondiscriminatory rates will find that statement 
interesting. They will also find other things said by 
the governor equally interesting. 

Were the situation not so grim, we in this office 
could afford to smile a little at his statement that no 
shipper dared oppose the wishes of the railroads. We 
wonder what it is that we have been trying accurately 
to report all these years—what, indeed, most of the 
material that has appeared in these columns for two 
score years was if it wasn’t a record of the all-out, 
wholehearted opposition of shippers to the railroads 
on many and wide fields. 

We wouldn’t take from the governor his histrionic 
fear of a widespread railroad ‘conspiracy.’ While we 
don’t admit its existence, we are ready to admit that 
the governor, perhaps, really believes it does. But we 
can’t allow sincerity to him in his statements that 
shippers do not dare oppose the railroads, because if 

e did so, we would be denying him even a modicum of 
intelligence—and the last insult would be worse than 
he first. 

But the governor even went further. He all but 
accused Mr. Norman of a breach of legal ethics be- 
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cause he had been in the employ of the state of Georgia 
in the class rate cases and now dared to testify that 
he thought abolition of rate conferences would not be 
for the good of transportation; and his implication was 
that Mr. Hart, of the Atlanta Freight Bureau had been 
bought off by the railroads after he had helped raise 
money for the prosecution of the governor’s suit before 
the Supreme Court. Descent to personalities of that 
kind is the surest indication of the thinness of the gov- 
ernor’s case before the committee. 

Perhaps we are devoting too much space to what 
he said. It is obvious to anyone who had even a passing 
knowledge of transportation and transportation rate 
making that he knows nothing of the heart of the 
question involved. And we doubt very much whether, 
in its present mood, his assertion that President Roose- 
velt ‘“‘was familiar with’ the case’”’ and encouraged the 
governor to file his suit in the Supreme Court, will 
move the Senate to throw out the Bulwinkle bill or 
keep the committee from reporting favorably on it. 

We could, we suppose, say, philosophically, that 
the fact that the governor was permitted to say what 
he did say and that he was, moreover, alloted five days 
in which to say it (although, as it turned out, he needed 
only three of them), is a proof of our democratic proc- 
esses. And, yet . . . we wonder. Would the committee 
have alloted a similar length of time to another party 
who was not a governor of a state? Or was it merely 
trying, mathematically, to balance the time alloted to 
a single opponent of the bill with that used by the 64 
who favor its adoption? 


Warehousing and the War 


We feel a deep satisfaction in having been chosen 
by those in charge of the project as the vehicle in which 
is to be printed, over a period of nine months, the study 
of public merchandise warehousing in World War II, 
now being written at the Washington offices of the 
Merchandise Division of the American Warehouse- 
men’s Association by Mr. Samuel G. Spear. 

The close relationship of public warehousing with 
transportation in modern distribution makes the series 
of particular interest to traffic men generally and we 
know that that fact had a lot to do with our selection. 

The articles will compose a unified whole—a sort 
of history in which the accomplishments of the ware- 
houses and of warehouse management will be related 
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ompnany Ia Kuown by the 
Customers It KEEPS / 


OVER STEEP mountain grades ... across sweltering 
deserts . . . through busy city streets, the Fruehaufs 
in this Western fleet lick height, heat and hurry— 
helped the company build up a business from $85,000 
to almost $500,000 monthly in just four years. 






Pacific Intermountain Express began their opera- 
tion in 1940. Their business zoomed to the second 





C. Eugene Johnson, Vice-Presi- 


largest truck line operating as a common carrier dent and General Manager of 
“ ‘ Pacific Intermountain Express, 
west of Chicago. Today, they transport approxi- points to some of the routes 


served by their Fruehaufs. 


mately 1,000,000 pounds of freight daily. 


The home office is in Salt Lake City. Their fleet 
provides direct service to Chicago, St. Louis, Kansas 
City. Wichita, Denver, and the Pacific Coast. Other 
principal terminals are located in San Francisco, 149 Fruehauf Trailers are pulled by 95 heavy- 
duty diesel tractors. The equipment has been the 
main factor in building this line over gruelling routes. 
So satisfactory has it proved that P. I. E. has now on 
order an additional 75 Fruehauf Trailers. 


Los Angeles, Oakland, Sacramento, Reno, Ogden. 
and Pocatello. 


This is another striking example of how companies 
like P. I. E., the professional haulers of America, who 
depend upon their rolling equipment for their entire 
earnings, buy Fruehaufs again and again. 


*« * * 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., DETROIT 32 





Big Fruehauf Freight Vans and ae: 
diesel-power tractors that meet Service in Principal Cities 
P.LE. exacting freight schedules 


in all kinds of weather. 
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in a chronological, factual sequence. The story will 
serve to bring before all of those interested in trans- 
portation, directly and indirectly, the wide variety of 
services these agencies were able to perform in war- 
time, and thus are able to offer in peace-time—and will 
| highlight the flexibility of the collective plant and the 
progressiveness and ingenuity of its management. 

| The following is an outline of the nine articles, 
one of each will be printed in the first issue of the 
Traffic World from the issue now in hand to and in- 
cluding that of December 7, 1946: 


I. Introduction: Description of the industry—transit and 
distributing warehouses; one-crop warehouses—tobacco, cot- 
ton, wool, grain—co-operatives; brokers; field; manufacturers’ 
own; rail-water terminals; open or yard storage. Readiness of 
industry—well organized; ably staffed; responsible. Defense 
days—War in Europe; assistance to allies, lend-lease; rumbles 
of war; preparations by army; plans for use of public ware- 
houses; panel discussions. 

II. Warehousing and Transportation: Advisory Commis- 
sion to Council of National Defense; Office of Defense Trans- 
portation—division of storage; port storage control. 

Ill. War Planning: Construction—army, navy; 
warehouse use. 

IV. Training Programs: Experienced warehouse personnel 
required; training for army needs; staffing the depots in U. S. 

| A. and in fields of operation; cutting the costs. 

V. Federal Emergency Warehouse Associations: Expan- 
sion by F. E. W. A. leases and contracts; expansion by indi- 
vidual effort; savings in construction materials and manpower; 
savings in paper work; “Cleveland Plan” contracts. 

VI. Manpower Hurdles: Losses through enlistments and 
the draft; expedients for replacement; overtime, part-time 

| workers; school boys, prisoners of war, imported labor; me- 

| chanical equipment. 

VII. Warehouses as Reservoirs: War storage—what, why, 
where, when; agriculture, mining, manufacturers; export, im- 
ports; R. F. C., strategic materials; War Shipping Administra- 
tion, supplies for seamen; treasury procurement, lend-lease; 
British and other cash purchases. 

VIII. Surplus Property Storage: Space control committee; 
O. D. T. initiates and assists; warehouse consultants; ware- 
house managements; management contracts. 

IX. Organized Industry: A. W. A. merchandise division; 
how it met the challenge; consultants, committees; Washing- 
| ton office. Epilogue—Reconversion; greater place in national 
| economy; stiffen the back—prevent deterioration of service by 
selling below cost; co-operative work; vigorous policies; need 
for peace, but ready for any eventuality. 
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Two Arbitration Boards Award 
aIvy- 

he |Imcrease of 16 Cents Hourly 
ates. 1,220,000 railway employes represented by 18 unions 

receive wage boost of $1.28 daily. Railroads say 
oles award will add over $600,000,000 annually to 
transportation costs. Unions attack award as “in- 

. adequate.” Carrier representatives on six-man non- 
one operating arbitration board refuse to sign. Railroads 
who to seek rate increase 
mnitire An increase of 16 cents an hour was awarded by the two 

rail-labor arbitration boards to*1,200,000 railway employes rep- 

resented by 18 unions. The award was announced at noon, 

April 3, at the federal courthouse, Chicago. ‘ 

| The award will boost the wages of 1,100,000 non-operating 

employes and 120,000 operating employes, $1.28 a day. The 

increase is retroactive to January 1, 1946, and an estimated 
$146,000,000 will be paid railway workers for the first three 

32 |months of 1946. 


Rail workers gained this wage boost under the railway 
labor act without the loss of a single day’s work or pay. 
<A Railroad representatives estimated that the wage increase 
awarded would add $584,000,000 annually to transportation 
costs, plus another $35,000,000 for payroll taxes. 
The award raises the minimum wage on the railroads to 75 
cents an hour, or $148 a month. 
Unlike the recommendations of the fact-finding board in 
the case involving the trainmen and engineers which are ex- 
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pected to be filed on April 18, the decision of the two arbitra- 
tion boards is binding on the 18 unions and the carriers. The 
increase is the third given to railway workers since the begin- 
ning of the war, and represents a total increase of about 51 per 
cent over pre-war wages, carrier spokesmen said. 

Both boards stated in their findings that they certified “that 
the award herein rendered and the wage change thereby made 
is consistent with the standards now in effect, established by or 
pursuant to law, for the purpose of controlling inflationary 
tendencies, and is approvable in its entirety for purposes of 
price increases.” 


Unions Criticize Award 


Union representatives on both arbitration boards issued 
dissenting statements. 

Carl J. Goff, assistant president, Brotherhood of Locomo- 
tive Firemen and Enginemen, Cleveland, O., refused to join 
with a majority of the three-man board arbitrating the demand 
of three operating unions—the conductors, firemen and switch- 
men. Other members of that board were Richard F. Mitchell, 
Fort Dodge, Ia., chief justice of the Iowa Supreme court 
(neutral member), and R. W. Brown, president, Reading Rail- 
road Co., Philadelphia, Pa. (carrier representative). 

Mr. Goff issued a statement in which he contended that 
the wage increase was “wholely inadequate,” adding: 


The amount awarded is based entirely upon the difference between 
the percentage of increase in wage rates since January 1, 1941, and the 
33 per cent increase in living costs since that date. 

The award does not provide additional compensation to railroad 
workers to meet the increased standard of living, nor does it give them 
a share in the increased output per employe. It does not eliminate 
gross inequities resulting from greater increases in wage rates in non- 
railroad industries as compared to transportation employes on the rail- 
roads prior to World War II. 

The increase awarded is lower than the ‘‘pattern’’ established in 
non-railroad industries during the post-war period. That pattern is 
equivalent to 18% cents an hour, or $1.48 per day. 





































_ A similar statement was issued regarding the award of the 
six-man board arbitrating demands of 15 non-operating unions 
for wage increases of 30 cents an hour. The two labor members 
of that board, Felix H. Knight, president, Brotherhood of Rail- 
way Carmen, Kansas City, Mo., and E. E. Milliman, president, 
Brotherhood of Maintenance of Way Employees, Detroit, Mich., 
said that it was with “great reluctance that we have joined 
with the members of the board appointed by the National 
Mediation Board in making an award which . . . is made wholly 
arbitrarily, is not based on the evidence before the board, and 
is made without consideration of the equities of the employees’ 
claim. . .. We have joined in such an award solely because the 
only alternatives left to us by the attitude of other members 
of the board were to have the proceedings end in failure to 
make an award, or to have the amount awarded subjected to a 
further arbitrary reduction below the amount considered proper 
by the arbitrators appointed by the National Mediation Board 
in order to induce the carrier representatives to join in it.” 

Both Mr. Milliman and Mr. Knight signed the award, how- 
ever, as did the two neutral members, Ernest M. Tipton, Jef- 
ferson City, Mo., Missouri supreme court justice, chairman, and 
Herbert B. Rudolph, Pierre, S.D., South Dakota supreme court 
justice. 

The two railroad representatives, Ralph Budd, of Chicago, 
president, Chicago, Burlington & Quincy Railroad, and J. Car- 
ter Fort, general counsel, Association of American Railroads, 
Washington, D. C., refused to sign the award. 

Messers. Milliman and Knight, in their statement attack- 
ing the award, said they were “deeply convinced that no greater 
disservice to the cause of the peaceful adjustment of industrial 
disputes could have been done. This demonstration of the 
incapacity of an adjudicatory tribunal to act in accordance with 
the evidence before it should be a subject of profound regret 
by all elements of our society.” 


Hearings Began February 18 


The two arbitration boards began their hearings at Chicago 
on February 18, after both the 18 unions and the carriers had 
agreed to narrow down the issues to a straight wage case. 

Carrier witnesses at the hearings warned the arbitrators 
that wage increases and the higher cost of materials and sup- 
plies would necessitate substantial increases in freight rates. 
Rate increases would be necessary even if there were no wage 
increases, railroad representatives said. 


Rails to Ask Rate Increase 


President Pelley, of the Association of American Railroads, 
questioned after word had been received of the wage increases 
granted by the rail arbitration boards at Chicago, said the rail- 
roads would petition the Commission for a substantial increase 
in freight rates. He declined to say whether an increase in pas- 
senger rates would be sought. 
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Railroads Present Their Case 
‘Before Emergency Board 


Unions agree to permit one-week extension of time 
to Presidential fact-finders. Carrier spokesmen ana- 
lyze union rule proposals, state they are not in public 
interest, would cost roads $1,500,000,000 annually 


Proposals of the Brotherhood of Railroad Trainmen and 
Brotherhood of Locomotive Engineers for rules changes were 
sharply attacked by carrier witnesses the week of April 1, be- 
fore the three-man fact-finding board. The board is investigat- 
ing demands of the two operating brotherhoods for wage in- 
creases of $2.50 daily and changes in a number of working 
rules. Hearings began March 12 and are being held in the 
Masonic Temple Building, Chicago (see Traffic World, March 
30, p. 954). 

The two brotherhoods have agreed with the carriers to 
permit a one-week extension of time to the fact-finding board, 
which is now expected to file its recommendations on April 18. 
Earlier, the unions had rejected suggestions by the chairman 
of the emergency board, Leif Erickson, and by the carriers, 
that both parties stipulate that the board be granted additional 
time, should the base be uncompleted in 30 days. 


Away-From-Home Proposal Hit 


Testifying in opposition to a union proposal for a rule 
change which would increase the compensation of road-service 
employes while held at away-from-home terminals, D. P. 
Loomis, Chicago, chairman of the western railways’ wage com- 
mittee, said that the proposal would mean that a raliway con- 
ductor would receive a pay increase of more than 68 cents 
for living at home. The proposed change would result in 
pyramiding payments, increasing gift days and other payments 
for service not performed, and would extend the rule to men 
not required to remain away from the home terminal, Mr. 
Loomis said, adding that under the rule railroads would not 
have the right to change home terminals and would be forced 
to pay penalties. 


The proposal, Mr. Loomis said, would cost the railroads 
$25,500,000 a year. 

Another proposal of the unions, the witness said, would re- 
quire the railroads to pay an employe extra compensation when 
he takes time off to acquire a more attractive job, or travels or 
inconveniences himself in his own interest. Mr. Loomis pro- 
posed that such payments be restricted to travel or incon- 
veniences that are for the carriers’ service and in the carriers’ 
interest. 


Single-Time Basis of Pay Urged 


Restoration of the single-time basis of computing pay so 
that the railroads would receive from their employes the serv- 
ices for which they are paying, was urged April 2 by L. D. 
Comer, Chicago, director of employment of the Atchison, To- 
peka & Santa Fe, in his testimony before the fact-finding board. 
“I know of no other industry,” Mr. Comer said, “that pays 
an employe more than once for doing a job. The railroads also 
should pay their employes only once for each hour worked. 
Under the carriers’ proposal, eliminating double, triple or other 
multiple pay to employes during a single continuous service 
period, the men will be paid for every minute they are on 
duty under the basic day rules at the highest applicable rate 
of pay. On the other hand, the carriers would not be penalized 
by having to pay employes more than once for their time. 

The unions’ proposal that crews in road service, when 
required to-move a train in two parts over a hill, be paid 
not less than a minimum day for each trip‘in addition to all 
other time earned on the day or trip, would cost the railroads 
pase than $77,000,000 based on 1944 operations, Mr. Comer 
said. 

The unions’ proposals calling for penalty pay because of 
terminal delay would impose an unavoidable penalty upon the 
carriers for work for which the employes already are paid, 
Mr. Comer said, and would cost the railroads $56,921,000 a year. 

Extra pay sought by the unions for the single factor of 
picking up and setting off cars would amount to a minimum 
of $18,050,000 a year, he said. 


Limiting Train Length Attacked 


Bernard S. Sines, Ogden, Utah, superintendent, Southern 
Pacific Railroad Co., testified on April 1 against union proposals 
to limit the length of freight and passenger trains, which, he 
said, would add unnecessary employes to the payroll and force 
the railroads to pay penalties. 

The double-header rule sought by the unions, he said, is a 
means of limiting train length and creating unnecessary em- 
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ployment. It prohibits handling with two engines on one train, 


more tonnage than could be handled with the railroad’s largest ,, 


engine on one train. 


In existing rules, only one ‘penalty payment is made to*'! 
the train crew when trains are double-headed, but under the /); 
proposed rule, this penalty would be doubled by adding a’ 


day’s pay to the train crew which would have operated the 
second train, Mr. Sines said. 


The union’s proposals, Mr. Sines said, would increase the 
number of train-miles operated by about 20 per cent. 


The proposal of the two brotherhoods to limit freight trains 
to 3,000 feet would compel the operation of 180,635,194 addi- 
tional train-miles a year at an annual direct cost of $295,907,521, 
he said. 


Hugh Greer, Freeport, Ill., trainmaster, Illinois Central 
System, urged the elimination of a rule under which a railroad 
must pay a man an additional eight hours at the rate of time 
and one-half when another employe is late. He supported a 
carriers’ proposal that a member of a shift who is required to 
work beyond his shift because a member of the next succeeding 
shift is late be paid on a minute basis for the actual time 
worked. 


Switching Proposal Would Penalize Roads 


C. G. Wilcox, Baltimore, road foreman of engines, Penn- 
sylvania Railroad, opposed the engineers’ proposal that engi- 
neers and firemen shall not be required to flag or throw 
switches. It is not in the public interest and places severe 
penalties upon the railroads, he said. In many instances, stated 
Mr. Wilcox, it would be necessary under this proposal for the 
carriers to employ additional men for the sole purpose of throw- 
ing only a few switches although the duties of the firemen are 
not such as to make it burdensome for them to do so. 


F. B. Whitman, of Lincoln, Neb., assistant general super- 
intendent of the Chicago, Burlington & Quincy, testified on 
April 1 in support of the carriers’ proposed rule upholding the 
right of management to require road crews to. perform work in 
yards and against a proposal of the B. of R. T. which would 
prevent the railroads from using road crews in yards and would 
require them to employ additional yardmen. 


The carriers’ proposal, said Mr. Whitman, would eliminate 
delays in the terminal handling of trains and cars, avoid waste 
in the use of manpower and equipment, and permit minor items 
of work to be performed in an economical and efficient way. 
Under the carriers’ proposal, he said, Class I railroads could 
save $29,000,000 a year in yard expenses, while the union’s 
proposal would add $60,000,000 a year to operating costs, and 


would mean that the number of switch tenders would have to | 


be increased 67 per cent. 
Three Cents Would “Correct” Disparities 


An increase of three cents an hour in the straight-time 
rate of railway employes would “correct disparities between 
cost-of-living increases and increases in wage rates” as set forth 
in President Truman’s executive order of February 14, J. Elmer 
Monroe, Washington, D. C., assistant director of the bureau 
of railway economics, Association of American Railroads, told 
the board, March 28. 


The Brotherhood of Locomotive Engineers and the Brother- 
hood of Railroad Trainmen have asked that wage rates be 
increased 25 per cent, with a minimum increase of $2.50 per 
basic day, or slightly more than 30 cents an hour. 


The straight-time hourly rate of all railroad employes, 
Mr. Monroe said, was increased from 68.9 cents in January, 
1941, to 88.6 cents in October, 1945, and a ‘further increase of 
three cents an hour would keep wages in pace with the 33 
per cent increase in living costs that has taken place since 1941. 


Take-Home Pay Steadier 


D. P. Loomis, of Chicago, chairman of the western rail- 
ways’ wage committee, testifying next, told the board that 
take-home pay of railroad employes engaged in the operation 
of trains will come much closer to holding to war-time levels 
than the pay of workers in other industries. War-time purchas- 
ing power of these employes, he said, can be maintained 
without as large a wage increase as that needed in other 
industries. 

Train, engine and yard service employes had average net 
weekly earnings of $60.03 in 1944 as compared with $42.56 for 
manufacturing workers, he said. Prospective post-war net 
weekly earnings for railway operating employes are calculated 
at $54.91, a reduction of only 9.1 per cent under 1944, as com- 
pared with $35.29 for the manufacturing workers, a reduction 
of 17.1 per cent, Mr. Loomis said. An increase of 10.3 cents 
an hour would fully restore war-time take-home pay for all 
railway employes, the witness stated. 
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I. C. C. Reduces Potash Rates 
from New Mexico 


Prescribes what Commissioner Miller, dissenting, 
calls “drastic reductions” from area producing 85 per 
cent of potash consumed in the United States. Rates 
compared with those from Wendover, Utah, and 
Trona, Calif. Rate reduction opposed by Bonneville, 
Limited 


Rates on muriate of potash, sulphate of potash, manure 
salts, and sulphate of potash-magnesia, in carloads, from Carls- 
bad and Loving, N. M., to destinations in southwestern, south- 
ern, trunk-line, and New England territories have been found 
unreasonable and reasonable rates have been prescribed by 
the Commission, division 3, by a report and order effective 
July 1, in No. 29202, Potash Co. of America et al. vs. Aberdeen 
& Rockfish Railroad Co. et al. 

The assailed rates, said the division, were, and for the 
future would be, unreasonable to the extent that, subject to a 
minimum of 80,000 pounds, they exceeded or might exceed to 
points in the southwest, 13.5 per cent (now averaging about 15 
;per cent) of the corresponding present first-class rates; and to 
points in southern territory, except points in Florida south of 
Jacksonville and south of intermediate points on the route to 
Jacksonville, rates on a specified distance basis for the shortest 
distances from Carlsbad, N. M., over which carload traffic 
could be moved without transfer of lading, as follows: 


Miles Rates per ton Miles Rates per ton 
850 and over 800........ .35 1300 and over 1200........ $ 9.40 
900 and over 850........ 7.60 1450 and over 1300........ 9.90 
950 and over 900........ 7.85 1600 and over 1450........ 10.40 
1025 and over 950. 8.25 1750 and over 1600........ 10.90 
1100 and over 1025........ 8.60 SOD TR Sado cs aw thccaawe 11.40 
1200 and over 1100........ 9.00 


It also said the assailed rates were, and for the future 
would be unreasonable to the extent that, subject to the 80,000 
pounds minimum, they exceeded or might exceed to other 
points in Florida a rate of $11.40 a ton of 2,000 pounds; to 
points in trunk-line territory a rate of $11.40; and to points 
in New England except arbitrary territory in northern Maine, 
a rate of $11.90. 


The record afforded no basis for finding that the present 
arbitraries reflected in the rates to points in northern Maine 
were unreasonable, said the division, adding that defendants 
serving that section of New England might add such arbitraries 
to the standard rate prescribed in the instant proceeding for 
the remainder of that territory. 


Commissioner Miller Dissents 


Commissioner Miller, dissenting, said he found nothing in 
the report to justify a finding that the assailed rates were 
unreasonable. They were generally much below the basis ap- 
proved for potash in the general southwestern revision of rates, 
he said, and did not produce excessive revenues. There were 
no comparisons with other rates to justify their reduction, said 
he, adding that besides, the traffic was freely moving from the 
Carlsbad area that furnished 85 per cent of the total potash 


consumed in this country. He said the complaint should be 
dismissed. 


Complainants’ Rate Comparisons 


The division said the complainants relied on numerous rate 
comparisons in support of their allegation that the assailed 
rates were unreasonable. They employed two principal yard- 
sticks, said the division, namely: (1) the structures of potash 
rates prescribed for application from Wendover and Trona, on 
which they laid great stress; and (2) the general fertilizer 
Scales prescribed or approved by the Commission for applica- 
tion in the several rate territories. It said the defendants, also, 
had submitted numerous rate comparisons in an attempt to 
prove that the assailed rates were reasonable. They relied, in 
part, said the division, on comparisons of class-rate relations. 
In addition, the division continued, they referred to the pre- 
vailing or prescribed rates on other reasonably heavy-loading 
commodities, .including fertilizers and fertilizer materials, 
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phosphate rock, crude sulphur, lepidolite ore, bentonite clay, 
carbon black, crude asbestos, volcanic ash, and many others. 

The most important guide in the determination of reason- 
able rates to points in the destination territories under con- 
sideration, said the division, was the adjustment of rates that 
had been prescribed for application from Carlsbad to points in 
central territory in Potash Co. of America vs. Aberdeen & R. R. 
Co., 258 I. C. C. 109, in which the prescribed adjustment of 
rates from Wendover was the governing consideration. 

“The characteristics of potash hereinbefore discussed war- 
rant in this proceeding, as they were found to warrant in the 
prior proceedings, the prescription of rates upon a lower level 
than rates recognized as reasonable maximum rates for fer- 
tilizers subject to a minimum of 40,000 pounds,” said the divi- 
sion. “At the oral argument defendants made certain pro- 
posals concerning the adjustment of rates to points in trunk- 
line and New England territories. The revision proposed would 
in most instances result in reductions. Prescription of an ad- 
justment as proposed by defendants is not justified.” 

The division said the intervener Southern Acid & Sulphur 
Co., Inc., asked that rates be prescribed for application to desti- 
nations in the southwest that were 80 per cent of the appendix 
III scale of rates found reasonable for lime, in carloads, in Lime 
From, To, and Between Points in the Southwest, 205 I. C. C. 
282. That decision, it said, was not considered helpful in deter- 
mining reasonable rates on potash in the instant proceeding. 
The division added: 


Intervener Bonneville, Ltd., is opposed to complainants’ effort to 
secure rates lower than those now in effect, on the ground that rate 
relations more favorable to Carlsbad are not warranted. Assailed rates 
from Carlsbad were used to make reasonable rates from Wendover and 
Trona but were not given recognition as reasonable maximum rates. 
This is indicated in the prescription of rates from Trona to points in 
central territory $2 over prescribed rates from Carlsbad and to points 
in southern territory $1.50 over the rates from Carlsbad which are 
assailed in the instant proceeding. 

The Bangor and Aroostook Railroad Co., Canadian Pacific Railway 
Co., and Aroostook Valley Railroad Co. take the position that rates to 
destinations in northern Maine should be relatively higher than rates 
to other destinations in New England. In the report on reconsideration 
in American Potash & Chemical Corp. vs. Aberdeen & R. R. Co., 258 
I. C. C. 743, 262 I. C. C. 157, addition of established arbitraries was 
authorized. ... 


Production at Carlsbad and Loving 


The complainant corporations, Potash Co. of America, 
United States Potash Co., and International Minerals & Chem- 
ical Corporation, said the division, were producers of potassium 
salts near Carlsbad and Loving, N. M. It said Southern Acid 
& Sulphur Co., Inc., a manufacturer of mixed fertilizers and 
other generally related commodities, intervening in support of 
the complaint, alleged that the rates of muriate of potash, sul- 
phate of potash, and manure salts, in carloads, from Carlsbad 
and Loving to destinations in the southwest, particularly North 
Little Rock, Ark., and Houston, Tex., were unreasonable. It 
said Bonneville, Ltd., a producer of muriate of potash at Wend- 
over, Utah, intervened in opposition to the complaint and asked 
for its dismissal. 


Deeply buried deposits of potash ores in the vicinity of 
Carlsbad and Loving, found at a depth of about 1,000 feet, were 
mined in much the same manner as coal, said the division, also 
observing that potash was used extensively as a material in the 
manufacture of mixed fertilizers, approximately 90 per cent of 
the entire production in the United States now being devoted to 
that purpose. The value of potash, it said, particularly in the 
fertilizer industry, was measured by the percentage of potas- 
sium oxide it contained, and that was the basis customarily used 
for pricing and other purposes. Potash was not susceptible to 
loss or damage under ordinary circumstances, said the division. 
Bad-order cars or train wrecks might result in loss of the lad- 
ing, it said, adding that the commodity could be damaged if 
exposed to moisture. Relatively few claims had been filed, said 
the division. It continued: 


Carlsbad and Loving are on a branch line of the Atchison, Topeka 
and Santa Fe Railway Co. . . . in southeastern New Mexico. They are 
served by no other railroad. The branch extends in a general southerly 
direction from a connection with the transcontinental line of the Santa 
Fe at Clovis, N. Mex., 9 miles west of Farwell, Tex., to a junction with 
the main line of the Texas and Pacific Railway Co. at Pecos, Tex. 
Carlsbad is 183.7 miles south of Clovis and 88.5 miles north of Pecos. 
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Loving is approximately 11 miles southeast of Carlsbad. The Santa Fe, 
as the originating line, has exercised control of the routing of potash 
from Carlsbad and Loving. The traffic moves northbound through Clovis 
and thence over the Santa Fe and its connections. To certain sections 
of the southwest and to most destinations in southern territory the 
short-line routes are through Pecos. The short routes to points in 
western trunk-line territory are through Clovis, and this is generally 
true of those to official territory. 


Santa Fe Grain Door Service 


Cars used for shipping potash must be clean, sound, and 
waterproof, said the division, noting also that only class A, 
wood-sheath box cars were suitable for this traffic and that 
they were equipped with grain doors. It added: 


During 1944 the Santa Fe furnished the Carlsbad producers with 
161,598 reclaimed and 10,134 new 20-inch grain doors and 50,102 re- 
claimed and 5,882 new 10-inch doors. The respective costs per door 
were $1.39 for the 20-inch and 83 cents for the 10-inch sizes. No allow- 
ance for transporting the doors to complainants’ refineries is included. 
A total of 189 carloads of grain doors moved to Carlsbad in 1944, of 
which 83 came from Newton, Kan., 95 from Cleburne, Tex., and the 
remainder from other Santa Fe system points. 


By mathematical‘ computation, the Santa Fe estimates that it fur- 
nished an average of 8.5 grain doors for each of the 26,630 cars shipped 
by complainants during 1944. The corresponding 1943 average was 8.4 
grain doors per car, for 23,992 carloads. The total cost for that year 
was $233,309.12, based on $1.33 for the 20-inch and 79 cents for the 10- 
inch doors. It is paying more for grain doors than it did prior to the 
war. Formerly, the cost was about $1.10 for the 20-inch and 52 to 55 
cents for the 10-inch sizes. It has been the experience of this defendant 
that grain doors used for potash rarely are returned from connecting 
earriers. Efforts to correct. this condition have not been successful. 
Complainants question the showing by the Santa Fe that they use, on 
the average, as many as eight grain doors per car, but introduced no 
convincing evidence. 


In his dissenting opinion, in which he referred to the re- 
ductions as “unwarranted” and “drastic,” Commissioner Miller 
said the report apparently gave no weight to the “extraordinary 
services’ accorded by the Santa Fe in connection with the or- 
igination and transportation of the considered traffic, such as 
the furnishing of large, clean, sound and waterproof box cars, 
the supplying of grain doors, the cost of which in 1944 amounted 
to more than $285,000, and the employment of helper engine 
service between Carlsbad and Clovis, N. M., because of the 
difficult transportation conditions. 

The majority report said that in the 12-month period ended 
May 31, 1944, the United States Potash Co. shipped a total of 
10,371 carloads from Carlsbad, of which 4,893 were destined to 
points in southern territory, 1,675 to trunk-line territory, 597 
to the southwest, and 117 to New England. It said the remain- 
ing 2,799 cars moved to points in central territory and other 
areas not within the territorial scope of the complaint. 

“These figures indicate that 72.5 per cent of the total ton- 
nage of this complainant, 7,372 carloads, moved to destina- 
tions covered by the complaint,” said the division. ‘Potash Co. 
of America shipped 10,042 carloads during the 12-month period 
ended August 31, 1944, of which 3,894 went to southern terri- 
tory, 2,260 to trunk-line territory, 859 to the southwest, 397 
to New England, and the remaining 2,632 to other destinations. 
Similar detailed statistics are not shown for the International 
Minerals & Chemical Corporation. The production of this com- 
plainant is between 319,307 and 360,000 tons per year and it 
has widespread distribution.” 


Carlsbad Traffic Volume 


Volume of movement and distribution of the Carlsbad 
potash traffic in each of the years 1934 to 1944, inclusive, were 
given by the defendant railroads, said the division, adding: 


The total number of shipments during this period was 126,959 car- 
loads, of which 26,572 were made during 1944. Even in 1934 the volume 
was substantial, consisting of 2,490 carloads. Shipments gradually in- 
creased until they reached 8,722 in 1940. Since then, for the 4-year 
period 1941 to 1944, the total was 88,313 carloads. These figures illustrate 
the importance of this traffic. During 1944, distribution to the principal 
consuming districts, including Canada, was as follows: Georgia, 2,488 
carloads; Florida, 2,298; Virginia, 1,909; North Carolina, 1,726; Ohio, 
1,688; South Carolina, 1,596; Canada, 1,569; Illinois, 1,541; Maryland, 
1,472; New York, 1,285; Indiana, 1,055; Alabama, 992; Texas, 935; New 
Jersey, 895; Tennessee, 785; Pennsylvania, 644 Louisiana, 611; Michigan, 
482; Mississippi, 457, and Maine, 435. Other states are credited with 
fewer shipments; the greater number moved to Arkansas which re- 
ceived 334 carloads; Massachusetts received 299, and Kentucky, 246. 

About 99 per cent of the shipments are in bulk. The remainder is 
in bags. Potash loads well in excess of the marked capacity of the car. 
The average loading of recent shipments of the United States Potash 
Co. was 48.71 tons; that of the Potash Co. of America, 49.83 tons; and 
that of the International Minerals & Chemical Corporation, 48.5 tons. 
Due to the heavy loading and other physical characteristics of potash, 
both the industry and the Santa Fe prefer that cars with a marked ca- 
pacity of at least 50 tons be used. It has not been possible to supply 
50-ton cars to the extent desired; cars of less capacity frequently have 
been furnished. With equipment best suited to complainants’ needs, 
the average loading could be increased. 


TRAFFIC WORLD 


There were only two localities other than Carlsbad now 
producing potash in important commercial quantities in this 
country, said the division. One such locality, it said, was at or 
near Wendover in northwestern Utah and the other was in the 
vicinity of Trona in southeastern California. 


I. C. C. Determines Rates 
on Pluto Water 


Applicable rates determined from French Lick, Ind., 
to Official, Southern, Western Trunk Line, and South- 
western territories, and found unreasonable. Rea- 
sonable rates prescribed for future, and reparation 
awarded 


By a report and order in No. 29159, French Lick Springs 
Hotel Co. vs. Chicago, Indianapolis & Louisville Railway Co., 
et al., the Commission, Division 2, has determined rates appli- 
cable on Pluto water, in carloads, from French Lick, Ind., to 
destinations in Official, Southern, Western Trunk Line, and 
Southwestern territories, and has found shipments to certain 
destinations undercharged or overcharged, and the applicable 
rates unreasonable. 

Reasonable rates were prescribed for the future and rep- 
aration was awarded on shipments made on and after January 
12, 1944. The division authorized waiver of collection of out- 
standing undercharges on shipments delivered within the statu- 
tory period prior to that date. 

The hotel company, said the division, had alleged that rates 
a 100 pounds sought to be collected on the product moving 
between the afore-mentioned points prior to January 12, 1944, 
and rates charged on shipments made on and after that date, 
had been and were inapplicable, unreasonable, and in violation 
of the aggregate-of-intermediates provision of Section 4 of the 
Interstate Commerce Act. . 

Pluto water, a concentrated and fortified mineral water 
described in French Lick Springs Hotel Co. vs. Ahnapee & W. 
Ry. Co., 60 I. C. C. 615, decided March 1, 1921, said the division, 
had been shipped from French Lick for more than 50 years. 

“There has been no material change in the manner of proc- 
essing the water since that decision, but changes in the type 
of bottles and shipping containers used have resulted in re- 
ducing the shipping weight of the commodity, and lessened con- 
sumer demand has caused a sharp decline in the volume of 
movement,” said the division. “Pluto water is now shipped in 
8-ounce bottles packed 24 to the carton, weighing 28 pounds, and 
in 23-ounce bottles packed 12 to the carton, weighing 34 pounds. 
The wholesale prices of the 23-ounce and 8-ounce bottles are 
28 and 14 cents, respectively. Refrigerator cars are required for 
the movement of Pluto water from November 15 to March 15, 
to prevent freezing. Box cars are preferred during other sea- 
sons. Loss and damage claims are negligible.” 

Exceptions published on commodities such as ginger ale, 
beverages, flavored or phosphated, N. O. I. B. N. including birch 
beer, root beer, or sarsaparilla, non alcoholic cereal beverages 
and malt liquors, including beer tonic, porter, or stout, had wide 
territorial application, said the division. 

“Based on classification and other transportation charac- 
teristics the rates on Pluto water, mineral water, and the bev- 
erages instanced should be on the same percentage relation to 
first class one with the other and a reasonable basis should not 
exceed the rates (based on percentage relations to first class) 
provided by defendants on water, mineral or plain, not flavored 
nor phosphated, carbonated or other than carbonated, under the 
current exceptions to the three major classifications,” said the 
division. 

The division said it found the rates provided under the de- 
scription in the governing classifications or exceptions thereto 
specifically on concentrated or fortified mineral water had been 
and were applicable on the hotel company’s shipments of Pluto 
water from French Lick to the aforementioned destinatoins, 
including shipments to Gulf ports for export. It continued: 


We further find that the applicable rates were unreasonable to the 
extent that they exceeded the corresponding rates concurrently pro- 
vided, and that they are and for the future will be unreasonable to 
the extent that they exceed or may exceed the corresponding rates 
presently provided under exceptions to the governing classifications on 
mineral water, not flavored nor phosphated, carbonated or other than 
carbonated; flavored or phosphated beverages N. O. I. B. N. in Official 
classification, such as birch beer, ginger ale, root beer or sarsaparilla; 
and non-intoxicating cereal beverages and malt liquors. 


Fifth-class rates (35 per cent of first class) applied on ship- 
ments from French Lick to Official territory and to Gulf ports 
for export, said the division. It said sixth class rates were appli- 
cable from French Lick to southern territory and that on ship- 
ments to Western Trunk Line territory a column rate of 53 
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cents was applicable. With respect to shipments to Southwestern 
territory, the division said exceptions to the Western classifica- 
tion governing the movement of the commodity between Cen- 
tral and Southwestern territories provided ratings of column 
25, minimum 28,000 pounds, and column 22%, minimum 40,000 
pounds, on mineral water, flavored or phosphated beverages, 
malt liquors, and non-intoxicating cereal beverages. 


Motor Carrier Use of Higher 
Rated Route Condemned 


Division 2 of the Commission holds, under facts of 
the complaint, justification of higher rate on inter- 
state than on intrastate route on same traffic must be 
made by carrier and that, generally, carrier must 
select route best and least expensive for shipper 


The Commission, division 2, by a report and order in MC 


1 C-407, the Great Atlantic & Pacific Tea Co. vs. Ontario Freight 


Lines Corporation has found unjust and unreasonable the prac- 
tice of the defendant in transporting shipments of groceries 
over its local interstate routes instead of over its lower-rated 
local intrastate routes. The proceeding was closed, the division 
saying the defendant would be expected to cease and desist 
from the practice found unlawful, the matter to be called to 
its attention by the complainant if the defendant did not com- 
ply when, the division said, ‘‘we shall give consideration to the 
wl of an appropriate order.’’ Commissioner Rogers dis- 
sented. 

The complainant, according to the report, alleged that On- 
tario had transported over its local routes shipments of gro- 


iceries tendered, in some cases unrouted and in others routed 


over an intrastate route, since May 26, 1943, from Brooklyn, 
N. Y., to Syracuse, N. Y., and applied and demanded charges 
based on a rate 4 cents higher than the rate over its intrastate 
routes. Most of the shipments were unrouted, the report said, 
but that intrastate routing had been specified for some. 

The defendant, it said, had transported all of the shipments 
over its local interstate routes through New Jersey, had billed 
the shipments on the basis of its interstate rates, and had filed 
suit for unpaid charges. 

The defendant and an intervener had moved that the com- 
plaint be dismissed on the ground that the Commission had no 
authority to issue an order requiring the defendant to cease and 


jdesist from demanding payment of transportation charges at 


tariff rates legally applicable over the actual routes of move- 


ment. However, said the report, the complaint brought into is- 


jrouting was an unreasonable practice. 







sue the reasonableness of the defendant’s practices, and that mis- 
While, under section 
217 (b) it must observe its tariff rates maintained over the 
route of movement, said the report, the defendant must also 


j observe just and reasonable routing practices, this duty arising 


under the provisions of part II of the interstate commerce act 
relating to reasonableness, and not being affected by the fact 
that that did not specifically grant to shippers the right to desig- 
nate the routes by which their property should be transported 
by motor common carriers. Long before shippers had been spe- 
cifically granted that right on shipments by railroad, said the 
report, it had been found in a number of proceedings before 
the Commission that where no routing instructions had been 
given to railroads by the shipper, the carrier should select the 
route that would be best and least expensive for the shipper. 

However, it said, the duty of the carrier to use the cheaper 
toute was not an absolute one, if, all things considered, it would 
be unreasonable to transport by the cheaper route, the carrier 
was not compelled to do so, the report said, citing Northern 
Pac. Ry. Co. vs. Solum, 247 U. S. 477. The purpose of the com- 
Plaint being to obtain administrative determination concerning 
the alleged unreasonable practice of defendant in misrouting 
os — said the report, the motion to dismiss was over- 
ruled. 

Another contention advanced by the defendant, it said, was 
that it might operate under its certificate authorizing opera- 
tion over interstate routes issued by the Commission, regard- 
less of the fact that it also possessed state authority to serve 
the same points over intrastate routes and that “so far as here 
pertinent, its only obligations under the act are to maintain 
lawful charges over the interstate routes and provide service 
in connection therewith.” Defendant took the position, said 
the report, that a finding that use of the higher-rated inter- 
state route was unreasonable practice would require it to 
abandon that route, and its interstate certificate might be re- 
Voked. The report said those consequences would not neces- 
Sarily follow. 

l The routes for primary consideration, according to the re- 
Port, were an intrastate regular route through Albany, 300 
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miles, and an interstate irregular route through Middleburg, 
284 miles, on shipments consigned to Albany and points west, 
said the report, originating at Brooklyn and Jower Manhattan, 
it had been the practice to transport them through the Holland 
Tunnel-to the defendant’s East Rutherford, N. J., terminal and 
thence over its interstate routes, thus avoiding heavily-con- 
gested street traffic that. would be encountered on intrastate 
movements through New York City and Yonkers. It said the 
defendant and intervenor took the position that the interstate 
routes were practicable and reasonable because they were less 
congested, shorter, had easier grades, and required less time 
in transit than the intrastate routes. 

“Under labor union agreements effective at New York City, 
city drivers pick up shipments and transport them to the ter- 
minal of the carrier, from which point the operation of the ve- 
hicle is taken over by a lower-paid over-the-road driver,” said 
the report, and referred to the defendant’s terminal at East 
Rutherford, continuing; “An over-the-road driver can trans- 
port shipments from the terminal to Syracuse over the inter- 
state route in a single tour of duty. This is not possible in using 
the intrastate route because of the additional time required. 
It is the practice of most of the carriers which have interstate 
and intrastate operating authority between New York City and 
points west of Albany to use the interstate routes.” 

Defendant maintained that its action in using the higher- 
rated interstate route was in accord with the doctrine expressed 
in Northern Pac. Ry. Co. vs. Solum, supra, said the report, but 
after discussing Commission cases on the point, the report ob- 
served that, depending on the facts in the particular proceed- 
ing, it had been found that shipments in some instances were, 
and in other instances were not, misrouted. 

“The complainant having shown that the defendant main- 
tained different rates on the same traffic over two or more 
open routes, the burden was cast upon the defendant to re- 
but the presumption that it acted unreasonably in transporting 
the unrouted shipments over the higher-rated route,” said the 
report. “As already indicated the distance over the open lower- 
rated intrastate route is only 16 miles, or 5.6 per cent, greater 
than that over the interstate route generally used on this class 
of traffic. The existence of a route less costly to operate does 
not of itself establish that it would be unreasonable to require 
the defendant to use the more costly route. It is unlikely that 
the operating conditions and expenses would be identical over 
any two routes. On this record we conclude that the intrastate 
route between Brooklyn and Syracuse is not an unreasonable 
one as compared with the interstate route.” 

As the allegations of unjust discrimination and undue pref- 
erence and prejudice, the report said they had not been sus- 
tained, no evidence as to shipments by others than the com- 
plainant having been introduced. ; 

Commissioner Rogers said he could not join in the decision 
because he believed the circumstances and conditions had been 
and were such as to justify the defendant in using its inter- 
state route in transporting the shipments in issue. 


I. C. C. Rules on Services 
at Union Tank Car Plant 


Finds railroads’ services beyond Union's tracks at 
North Baton Rouge, La., and switching of empty tank 
cars to, from and between units of plant unlawful. 
Empty car movement within plant held to be trans- 
portation of property 


By a report and order effective July 3 on further hearing 
of the issues in the 77th supplemental report in Union Tank 
Car Co., Ex Parte 104, Practice of Carriers Affecting Oper- 
ating Revenues or Expenses, Part II, Terminal Services, the 
Commission, division 3, has found that the line-haul rates’ of 
the Yazoo & Mississippi Valley Railroad Co. and the Louisiana 
& Arkansas Railway Co. do not. include services beyond de- 
scribed tracks of the Union Tank Car Co. at North Baton 
Rouge, La., and that performance of such services by the rail- 
roads beyond those tracks violates section 6 (7) of the inter- 
state commerce act. 

Services rendered by the two railroads in switching empty 
tank cars to, from, and between Union Tank Car’s Shops, yards, 
and tracks for repairs, storage, or cleaning, without compensa- 
tion, were also found unlawful under section 6 (7). 

Union Tank Car Co., said the division, maintained one of 
its many plants for the repair, storage, and leasing of -tank 
cars within the plant site of the Standard Oil Co. of Louisiana 
at North Baton Rouge, its principal business, so far as that plant 
was concerned, being the furnishing of tank cars, principally 
if not solely, to Standard Oil for movement of its products by 
railroads. As an incident of its operations, said the division, 
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Union received inbound carloads of materials used in making 
repairs to the tank cars, and shipped scrap iron, in carloads 
outbound. ‘ 

Terminal services performed by the two railroads, said 
the division, consisted of the delivery and receipt of ¢arload 
freight at the plant and the switching of empty tank cars to, 
from and between Union’s shops, buildings, yards, and tracks 
at its plant, in the switching limits of Baton Rouge. 

The railroads and Union contended on exceptions and ar- 
gument for the first time, said the division, that while the 
switching of tank cars was done without charge it was not done 
without compensation. They contended, said the division, that 
the compensation to the carrier for the switching was the leas- 
ing of tank cars to Standard Oil which in turn furnished the 
tank cars to the railroads for the transportation of its property. 
They also contended, it said, that tariff items published by the 
two railroads and the mileage allowance “together constitute 
the complete contract arrangement. The division said there 
was nothing in the tariffs or the evidence of record to support 
such a contention and that it totally disregarded the well es- 
tablished principle that all compensation for transportation serv- 
ices must be paid only in United States money and that a car- 
rier might not lawfully pay for the use of facilities, including 
cars, by transportation services. It cited Louisville & N. R. Co. 
vs. Mottley, 219 U. S. 467. 


Empty Movement a Property Transportation 


The division concluded that the movement of the empty 
tank cars to, from, and within Union’s plant was transportation 
of property; that such transportation was not a part of or con- 
nected with any transportation the compensation for which 
might include compensation for such movement; that the trans- 
portation was not for the benefit of the carrier performing it 
but solely for the benefit of Union; that such transportation was 
being performed free or without any charge being made there- 
for; and that the car company was a shipper of other com- 
modities to and from its plant at North Baton Rouge. 

On those findings of fact, said the division, the only ques- 
tion presented in so far as the movement of the tank cars was 
concerned was whether the free transportation of property by 
carriers subject to the act was a violation of that act and of 
the Elkins Act, because if so the mere publication by the rail- 
roads in their tariffs that they would not perform such free 
services for the car company did not change the unlawful act 
into a lawful one. It said that question had been determined 
in legality of Express Franks, 50 I. C. C. 599. 

The division found that the interstate line-haul rates of the 
railroads covered the delivery and receipt of carload shipments 
at reasonably convenient points; that Union’s tracks leading to 
the repair or cleaning tracks or such points on those tracks that 
could be removed without switching empty tank cars constituted 
such reasonable points for the delivery and receipt of carload 
freight by the railroads; that the transportation services that 
it was the railroads’ duty to perform for the Union under the 
line-haul rates began and ended at the tracks described in the 
report; and that the movement of carload shipments within the 
plant beyond those tracks was a service that it was not the 
duty of the carriers to perform. 





SAN DIEGO FORWARDER PERMIT 
San Diego Forwarding Co., San Diego, Calif., has been 
granted authority as a freight forwarder of commodities gen- 
erally from Los Angeles and Los Angeles Harbor, Calif., to 
San Diego, by a report, permit, and order of the Commission, 
division 4, effective May 22, in FF-101, San Diego Forwarding 
Co. Freight Forwarder Application. The division said San 
Diego elected to relinquish its motor-carrier certificate au- 
thorizing general commodity transportation in the San Diego 
and Los Angeles vicinities. The division said issuance of a 
freight forwarder permit to a common carrier was prohibited 

by section 410 (c) of the interstate commerce act. 


I. C. Subsidiary Property 
Purchases Approved 


Transactions that would give the Illinois Central Railroad 
Co. direct control of the Bloomington Southern Railroad Co., 
through ownership of capital stock, and of the properties of 
nine I. C. subsidiaries by purchases, involving approximately 
66.19 miles of lines, mostly branch lines, and including one 
bridge, have been approved by the Commission, division 4, by 
a report and order in Finance No. 15157, Illinois Central Rail- 
road Co. Purchase, Etc. 

The subsidiary properties to be purchased, said the division, 
were those of the Benton Southern Railroad Co., Bloomington 
Southern Railroad Co., Blue Island Railroad Co., Dunleith & 
Dubuque Bridge Co., Fredonia & Reeds Railroad Co., Golconda 
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Northern Railway, Herrin Northern Railroad Co., Kensington & 
Eastern Railroad Co., and St. Louis, Belleville & Southern 
Railway Co. 

Authorization was granted, the division said, on condition 
that employes represented by the Railway Labor Executives’ 
Association who might be adversely affected by the transactions 
would receive benefits of the Washington Job Protection Agree. 
ment of 1936. The division reserved jurisdiction to prescribe 
conditions required to protect any employes not protected by 
the agreement. 

Commissioner Porter: did not participate in disposition of 
the proceeding. 
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Auto Truck-Away Applications, 
Without Dealer Support, Denied 


Automobile distributors and dealers who “constituted the 
shipping public” had, in the past, specified drive-away service 
and had not supported the applications for truck-away service, 
said the Commission, division 5, in a report and order denying 
such applications in MC 105598, Butler Transport Co., Inc, 
Common Carrier Application, embracing MC 43038, Sub. 286, 
Commercial Carriers, Inc., Extension—Toledo, two applications 
filed at the request of Willys-Overland Motors, Inc., according 
to the report. 

The report observed that the manufacturer had under con- 
sideration selling its automobiles f.o.b. destination, instead of 
f.o.b. Toledo, as in the past. The division said it could agree 
with the contention that Willys was entitled to have truck- 
away service available at Toledo without regard to how it 
sold its automobiles, if it had been shown that there was a 
need for the proposed service. However, it said, the selection 
of the mode of transportation was made by the dealer or 
distributor and that “they preferred other than truck-away 
service prior to the war emergency.” If they continued to 
exercise the right of routing, it said, there was no reason to 
believe that the wishes of the manufacturer to have automobiles 
moved in truck-away service, in the interest of greater salabil- 
ity, would cause the distributors or dealers to use such service, 
since it was obvious the latter preferred the drive-away method 
because of the lower transportation cost. 

On the record, the division said, it could not be found that 
there was or would be a need for truck-away service beyond 
that afforded by existing carriers unless the manufacturer 
changed its sales policy. 
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GEORGETOWN TOWING CERTIFICATE 

Effective June 17, the Commission, division 4, by a report, 
certificate, and order in W-941, Georgetown Towing Co. Com- 
mon Carrier Application, has granted Georgetown authority to 
operate by non-self-propelled vessels with the use of separate 
towing vessels of not more than 100 indicated horsepower in the 
transportation of agricultural products from points on Daniel 
Island, S. C., to Charleston, S. C. In W-941, Sub. 1, TA, said 
the division, it granted Georgetown temporary authority to 
perform this operation until June 17. Commissioner Porter did 
not participate in disposition of the proceeding. 
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GEORGETOWN TOWING TEMPORARY RIGHTS 


On a finding that there was an immediate need and no 
other carrier capable of meeting such need, the Commission, 
division 4, by an order in W-41, Sub. 1TA, Georgetown Towing 
Co. Temporary Authority, has granted the applicant authority 
to operate as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels of not more than 100 
indicate horsepower in the transportation of agricultural prod- 
ucts, in interstate or foreign commerce, from points on Daniel 
Island, S. C., to Charleston, S. C., until June 17. 




















GEORGE CONSTRUCTION TEMPORARY AUTHORITY 

By an order in W-940TA, R. W. George Construction Co. 
Temporary Authority, the Commission, division 4, has granted 
the applicant, of Webster Groves, Mo., authority to operate 
as a contract carrier by water in the furnishing of a towing 
vessel to the United States Gypsum Co., to be used by the latter 
in the transportation of its own pulp wood from points in 
Arkansas and Louisiana to Greenville, Miss., and towage of its 
barges (light) when incidental to such transportation. The 
order will remain in force until June 30. 










PHILLIPS WATER CARRIER APPLICATION 
By an order in W-403, W. W. Phillips Contract Carrier 
Application, the Commission, division 4, has vacated the cer- 
tificate and order issued December 17, 1943. The order said 
the carrier had discontinued operations on the Chesapeake and 
Delaware bays and interconnecting and tributary waters and 
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along the Atlantic Intracoastal Waterway and its tributaries 
from Norfolk, Va., to New Bern, N. C., had no intention of 
resuming business as a water carrier, and had requested that 
his certificate be canceled. 
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Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 
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Coal 


Fourth Section Application No. 21515, Coal—Southwest 
Virginia to Memphis, Tenn. Authority granted applicants, 
Southern Railway Co. and Interstate Railroad Co., to establish 
and maintain rate on coal, in carloads, from mines in south- 
western Virginia, group 14 in Southern Railway tariff I. C. C. 
No. A-10833, to Memphis, Tenn., the same as maintained by 
the Louisville & Nashville on like traffic from mines in the 
Harlan district to the same destination, but not lower than 
$2.80, and to establish and maintain higher rates to interme- 
diate points, but not higher than those proposed, rates to 
higher-rated intermediate points not to exceed the lowest com- 
bination of rates subject to the act. Temporary relief was 
authorized in fourth section order No. 15399, and established 
Uctober 11, 1945. The report said departures in the existing 
adjustment from the Harlan, Ky., group and other mine groups 
in Alabama, Illinois, Kentucky, and ‘Tennessee, to Memphis, 
had been authorized in Coal and Coke to Mississippi Valley, 
191 I. C. C. 589, but the southwestern Virginia group had not 
been included and the omission only recently discovered. It 
said relief in the proceeding mentioned was granted on account 
of market competition and competition at Memphis with nat- 
ural gas and that relief on the same grounds was sought from 
the southwestern Virginia group. 


Gun-Wad Felt 


No. 29279, Federal Cartridge Corporation vs. Central of 
N. J. Trustees, et al. The Commission, division 3. Complaint 
dismissed. Found not shown unreasonable or to have been un- 
reasonable, applicable fourth-class rate of $1.27 a 100 pounds 
on gun-wad felt, in 30 carloads, from Newark, N. J., to Anoka, 
Minn., April 7, 1943, to March 16, 1945, inclusive. The division 
said the complainant stressed a showing that the average freight 
revenue a loaded car mile for Class I steam railways for the 
last several years was less than the revenue from the considered 
rate of $1.27. Citing Merchants’ Exc. of St. Louis vs. Missouri 
Pac. R. Co., 248 I. C. C. 683, 689, and Stimson vs. Aberdeen 
& R. R. Co., 262 I. C. C. 126, the division said the reasonable- 
ness of a rate might not be measured by comparing its revenue 
with the average revenue on all traffic, because, if so measured, 
the inevitable result would be to bring all rates to a common 
level. It said the evidence did not show that gun-wad felt was 
improperly rated, or that an increase in the minimum weight 
with a reduction in the rate was warranted. 


Iron and Steel Articles 


No. 29342, Malleable Iron Range Co. vs. C. M. St. P. & P., 
et al., by the Commission, Commissioner Miller. Dismissed. 
Rate of 21 cents on numerous shipments of iron and steel 
articles received between June 3, 1943, and April 14, 1945, at 
Beaver Dam, Wis., that had moved from the Chicago district, 
found not unreasonable or otherwise unlawful. The report said 
the 21-cent rate had been established to meet motor truck 
competition, and that complainant said Portage had been un- 
duly prejudiced by a 20-cent rate to Portage to the undue 
prejudice of Beaver Dam. It observed that the latter point was 
not in the same rate group with Portage and that a mere show- 
Ing that rates of long standing in one group were higher than 
those in another group did not establish undue prejudice. As 
to a contention that the 20-cent rate to Portage and another 
point was applicable over the Milwaukee route through Beaver 
Dam and, therefore, that the rate assailed was in violation of 
the long-and-short-haul provision of Section 4, the report ob- 
served that the road had three routes between Chicago and 
Portage, over two of which the 20-cent rate would not result 
ina fourth-section violation. Where, as here, there was a third 
and longer route at the same rate, over which shipments could 
hott move without violating that section, the report said the 
lariff must be construed as not applying over the latter route. 


Hides, Pelts, and Skins 


I. and S. M-2506, Hides, Pelts, Skins—between New York, 
New Jersey and Massachusetts, by Division 2. Proposed sched- 
ules ordered cancelled by May 15 and proceeding discontinued. 
Proposed increased rates on green, green-salted, or pickled 
hides, pelts, and skins, less-truckloads and truckloads, between 
‘rtain points in New York and New Jersey, on the one hand, 
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and specified points in Massachusetts, on the other, found not 
shown just and reasonable. By schedules filed to become ef- 
fective March 1, 1945, four motor common carriers, members 
of the New England rate bureau, proposed to cancel individual 
commodity rates on the involved traffic, resulting in applica- 
tion of higher class rates. On protest of the Price Adminis- 
trator the schedules were suspended until October 1, 1945. One 
respondent deferred operation of the schedules until June 30; 
schedules of the other three became operative October 1, 1945, 
but were promptly replaced by the former commodity reports, 
said the report. It said the contention of respondents that 
present rates were unreasonably low, even if established by the 
record, would not alone establish that the proposed rates were 
lawful. While there was a suggestion that the volume of the 
traffic had declined, the report said, volume was but one of the 
factors to be considered as shippers were entitled to reasonable 
rates, regardless of the volume of movement. Rspondents had 
failed to sustain their burden of showing that the proposed 
rates were just and reasonable, it said. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in tull in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*MC 105853, Luke M. Petre, Hagerstown, Md. Certificate 
granted. (1) Agricultural commodities, from points in Wash- 
ington county, Md., to Greencastle, Biglerville, and Chambers- 
burg, Pa.; (2) feed, fertilizer, seeds, hardware, building 
materials, fencing, and roofing and roofing materials, from 
Maugansville, Md., to points in Franklin county, Pa.; (3) grain, 
feed, farm machinery and parts therefor, and agricultural imple- 
ments, from points in Franklin county, Pa., to points in Wash- 
ington county, Md.; (4) livestock between points in Washington 
county, Md., on the one hand, and ,on the other, points in 
Franklin county, Pa.; (5) milk from points in Franklin county, 
Pa., to points in Washington county, Md., with return of empty 
containers therefor to points of origin; and (6) ‘agricultural 
lime, from points in Berkeley and Jefferson counties, W. Va., 
to points in Washington county, Md., all over irregular routes. 
lime, from points in Berkeley and Jefferson counties, W. Va., 
mit granted. Canned vegetables, from points in Roanoke and 
Floyd counties, Va., with exceptions, to Bluefield, and points 
in W. Va. within 70 miles of Bluefield, to Grundy, Haysi, Rich- 
lands, and Tazewell, Va., to points in Wise county, Va., with 
no transportation on return except as otherwise authorized, over 
irregular routes. 

MC 43038, Sub. 230, Commercial Carriers, Inc., Detroit, 
Mich. Certificate granted, with conditions. Automobile show dis- 
plays, when moving with display vehicle, between points in Ala., 
Ark., Ga., Ill., Ind., Ia., Kan., Ky., La., Mich., Miss., Mo., N. C., 
O., Okla., S. C., Tenn., and Wis. over irregular routes. 

*MC 34665, Sub. 4, Christopherson Brothers, Mondovi, Wis. 
Certificate denied. Special commodities between points in Minn. 
and Wis., over irregular routes. The report said the record did 
not support a conclusion that the applicants had sustained the 
burden of showing that the proposed service would meet a need 
that could not be met satisfactorily by other carriers. 

MC 30600, Sub. 50, Santa Fe Trail Transportation Co., 
Wichita, Kan. Certificate granted. Passengers and their bag- 
gage, and express, mail, and newspapers, in the same vehicle 
with passengers, between the junction of U. S. highway 6 and 
Illinois highway 178 and the junction of Ill. highways 178 and 
71, over Ill highway 178, serving the intermediate point of Utica, 
Tl. 

*MC 13170, Sub. 1, Withers Van Lines, Inc., Miami, Fla. 
Certificate granted. Household goods, between points in three 
Fla. counties, on the one hand, and, on the other, points in 
Minn., Ia., Mo., Wis., N. M., Tex., Ariz., Calif., Kan., Ark., and 
Okla., over irregular routes. 

*MC 12306, Lester Lewis Tollie, Kansas City, Kan. Broker 
license denied. General commodities between points in the Kan- 
sas City, Mo.-Kansas City, Kan. commercial zone, and points 
in Kan. 

MC 10753, Sub. 4, Paul Minter Settle, Gettysburg, Pa. Cer- 
tificate or permit denied. Applicant’s proposed operations 
found within partial exemption provided by section 203 (b) (6) 
of the interstate commerce act, Commissioner Lee concurring 
in result. Eggs, crated, from Gettysburg to points in the New 
York, N. Y. commercial zone, and points within 35 miles of that 
zone, and empty containers and liners inserted in the containers, 
in the reverse direction, over irregular routes. 

*MC 52318, Sub. 18, Luper Transportation Co. of Oklahoma, 
Shawnee, Okla. Certificate granted. General commodities, with 
exceptions, between Tulsa and Atoka, Okla., and return over a 
described route, as an alternate route for operating convenience 
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only in connection with its presently authorized routes, serving 
McAlester, Okla., as an intermediate point. 

*MC 52704, Sub. 10, Glenn McClendon, Lafayette, Ala. Cer- 
tificate denied. (1) Cotton yarn, in truckloads, from Talladega, 
Ala., and points within five miles thereof to points in Ga. and 
S. C., and (2) glass beverage bottles and glass food containers 
from Laurens, S. C., to points in Ga. and to Birmingham, Ala., 
and points within 10 miles of Birmingham, over irregular routes. 

*MC 61440, Sub. 20, Lee Way Motor Freight, Inc., Okla- 
homa City, Okla. Certificate granted. General commodities, with 
exceptions, over a described regular route and return, between 
Kansas City, Mo., and Tulsa, Okla., for operating convenience 
only in connection with its otherwise authorized regular-route 
operations, serving no intermediate points. 

*MC 95070, Sub. 1, Lee A. Chappell, Portland, Ore. Cer- 
tificate granted. Household goods, between points in Ore., ex- 
cept Portland, on the one hand, and, on the other, all points in 
Wash., over irregular routes. 

*MC 95293, Hugo J. Weiand, Evanston, Ill. Amended cer- 
tificate granted, on reconsideration with conditions. Household 
goods, between Chicago, Evanston City, and points in New 
Trier and Niles townships, Ill., on the one hand, and, on the 
other, points in Minn., Ia., Neb., Wis., O., and Ind., over ir- 
regular routes. The report said that by a petition Jacob S. 
Bruton, Chicago, successor-in-interest to Hugo J. Weiand, asked 
that his certificate be modified so as to substitute “Chicago” in 
lieu of “Rogers Park,” a section entirely within the corporate 
limits of Chicago. 

MC 48457, Sub. 1, Fetter Fireproof Storage Warehouse, 
Inc., Chicago, Ill. Certificate granted, Commissioner Patterson 
dissenting. Household goods, between points in the Chicago 
commercial zone, on the one hand, and, on the other, points in 
Ill., Ind., Mich., and Wis., within 100 miles of the Chicago com- 
mercial zone, over irregular routes. 


G. F. & A. REORGANIZATION 


The Commission, division 4, has assigned Finance No. 14636, 
Georgia, Florida & Alabama Railroad Co. Reorganization for 
hearing May 7, before Examiner C. A. Bernhard, in Washington, 
D. C., for the purpose of receiving evidence in support of and 
in opposition to plans of reorganization filed by the railroad 
and by the reorganization committee of the Seaboard Air Line 
Railway Co., which the order said was holder of about 90 per 
cent of the first and refunding mortgage 6 per cent bonds of 
the G. F. & A. 

Plans to be proposed at or before the hearing must be 
served on all parties not less than one week in advance, 30 
copies to be sent to the Commission. ‘Three copies of exhibits 
to be presented at the hearing must be sent to the Commission 
_ —_— must be served with such exhibits not later than 

pri ; 


FULLER WATER APPLICATION DISMISSED 


At the request of the applicant in W-913, C. G. Fuller 
Common Carrier Application, to withdraw his application, the 
Commission, division 4, has ‘dismissed the application under 
which C. G. Fuller, proposing to do business as Intercoastal 
Transport, of Barnwell, S. C., asked authority to operate as a 
common carrier between points in South Carolina and specified 
points along the Atlantic coast. 


N. & W. STEAMBOAT CORRECTED CERTIFICATE 


By an amended certificate and order in W-205, Norfolk & 
Washington (District of Columbia) Steamboat Co. Common 
Carrier Application, effective March 31, the Commission, divi- 

- sion 4, has corrected the corporate name of the applicant to 
appear as in the title of the order, cancelling the certificate 
and order of October 29, 1941. 

The carrier, according to the instant order, is authorized 
to transport commodities generally and passengers by self- 
propelled vessels between Washington, D. C., and Norfolk, Va., 
serving Alexandria and Old Point Virginia as intermediate 
points, by way of the Potomac River and the Chesapeake Bay. 


CARGILL BARGE RIGHTS CASE REOPENED 


By an order in W-326, Central Barge Co. applications, 
Central Barge Co. extensions—Knoxville, Port Cargill, the 
Commission, Division 4, has postponed the effective date of the 
amended certificate and order of January 9 in that proceeding 
and reopened W-326 for hearing with respect to the question 
as to the time at which the Tennessee River between Chat- 
tanooga and Knoxville was open for navigation within the 
meaning of the proviso of Section 309(d) of the interstate 
commerce act, and for reconsideration. 

The certificate of January 9 authorized the applicant to 
extend its service between ports and points along the Tennes- 
see and tributaries from Chattanooga to Knoxville, inclusive, 
on a finding that it had extended its operations beyond Chat- 
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tanooga within a reasonable time after the waterway was open 
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Co. had asked for reopening and reconsideration, or, in the x mie 
alternative, a hearing at which to present evidence that the g: W-115 
river between Chattanooga and Knoxville was open for naviga- tive date 
tion before December 15, 1943, the Commission, in granting No. 2 


the authority involved, having found the river could not beMforder of 


sad to have been open for navigation prior to that date. than 15 s 
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Ww. S. A. NORFOLK-WASHINGTON AUTHORITY 


The War Shipping Administrator having requested it, the 
Commission, division 4, by an order in W-926, War Shipping 
Administration Temporary Authority Application (Norfolk-} 
Washington), has cancelled the authority granted the W. S. A.| 
through its agent, Dichmann, Wright & Pugh, Inc., to transport 
passengers and commodities generally as a common carrier by 
self-propelled vessels, between Washington, D. C., and Nor- 
folk, Va., serving Alexandria and Old Point, Va., as interme- 
diate points, by way of the Potomac River and Chesapeake Bay. 

The authority, cancelled effective March 31, would have} 
run to June 30. The order said the W. S. A. had said the needj 
for the operation no longer existed and had asked that the 
temporary authority be discontinued. 
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RIO GRANDE MOTOR STOCK 


By a report and order in MC F-2873, Rio Grande Motor) 
Way, Inc.—Issuance of Stock, the Commission, division 4, has 
granted the motor subsidiary of the Denver & Rio Grande West- 
ern authority to issue $569,600 of capital stock, consisting of 
5,696 shares of $100 par value, 184 shares to be substituted for 
a like number of shares of void stock outstanding, and 5,512) 
shares to be sold for cash at $184.63 a share. The proceeds, ac-) Chicago, 
cording to the report, will be used to reimburse applicant's} wc | 
treasury for capital expenditures, to purchase additional motorijtio—Pu 


vehicles, for working capital, and other capital purposes. ; leg 


COMMISSION ORDERS qf Ohio | 


MC 
No, 28825, Bituminous coal to Youngstown District. Order of Octo-§americar 
ber 2, 1945, as amended, amended so as to permit establishment Offfpany, ar 
rates therein prescribed by not less than 15 days’ filing and posting ranted 
in lieu of 30 days’ filing and posting as originally specified in said order. purjingt 
No. 29102, Darling & Co. vs. Ann Arbor et al., and No. 29106, Ken-Hor Burli; 
tucky Chemical Industries, Inc., et al. vs. Same et al. Order Offpuringt 
August 31, 1945, further modified to become effective May 1, on notfraq Co; 
less than 15 days’ notice, instead of 30 days’ notice. control | 
Ex Parte 104, Part 2, Practices of carriers affecting operating reve-@5) per ¢¢ 
nues and expenses, terminal services, American Smelting & Refining Co.Misprings, 
Petitions for reconsideration and reargument filed by American Smelt- Inc.; (d) 
ing & Refining Co., by respondents Union Pacific R. R. and DenverMpys Lin 
and Rio Grande Western R. R., and by intervener, Public Utilities Com- Eastern 
mission of the State of Colorado, denied. , 
Ex Parte 104, Part 2, Practices of carriers affecting operating 
revenues and expenses, terminal services, Anaconda Copper Mining Co. 
Order of October 1, 1945, further modified to become effective on or by Clau 
before June 1, instead of May 1. ; William 
Ex Parte 104, Part 2, Practices of carriers affecting operating reve Binty Aj) 
nues and expenses, terminal services, United States Smelting, Refining Isection ‘ 
and Mining Co. Petitions for reconsideration and reargument filed YB cation of 
United States Smelting, Refining and Mining Co. and respondents§ 3g _¢ 
Union Pacific R. R. and Denver and Rio Grande Western R. R., denied. istanding 
MC-C 360, Minimum class-rate restrictions, central and easteIlfissuance 
states. Effective date of orders of March 15, 1945, and September 27) idres ¢ 
1945, postponed from April 1, to June 3. uby All 
MC-C 497, Bergman’s et al., dba Boston Store et al. vs. Daley’s 
Blue Line Transfer Co. et al. Petition of complainants for reopen) 
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ing for further hearing, denied. Seed 
MC-C 505, Joe Dora motor carrier operations within Arizona. Order Scrantor 
of October 29, 1945, vacated to extent that proceeding was referred t0 property 
Examiner Linn for hearing. : Scranto1 
MC 79616, Sub. 2, Oliver Jensen Ames, extension, additional points, rights a 
Report and order of November 20, 1943, modified so as to authorize MC 











issuances to applicant, on compliance with sections 215 and 217 of ac iPurchas 
and rules and regulations thereunder, of a certificate authorizing opera inc., of 
tion as a common carrier by motor vehicle, in interstate or foreigm); | A 
commerce, as follows: __ Mbusiness 

Commodities in bulk, Between Alpine, Wyo., and Salt Lake City? ontrol 
Utah, over the routes authorized in the certificate in No. MC 79616 kaid put 
serving the intermediate and off-route points authorized to be served by 
such certificate. 

General commodities, except those of unusual value, dangerous ex 
plosives, household goods as defined in Practices of Motor Commolg 
Carriers of Household Goods, 17 M. C. C. 467, and commodities requirj Rep 
ing special equipment, serving as intermediate and off-route points 1™Purchas 
connection with applicant’s presently authorized routes between Alpiné bf the p 
and Salt Lake City, the following: Bridge | 

1. Points within 15 miles of Afton, Wyo. a ©6Rep 


























2. Border, Wyo., and points within 2 miles of Border. ASSuM p’ 
3. Cokeville, Wyo., and points within 2 miles of Cokeville. Dbligati 
4. Freedom, Wyo., and points within 2 miles of Freedom. pf 15-ve 













5. Ogden, Utah, restricted to the pick-up and delivery of live stock ut ri 
only. ep 
* This order shall become effective April 19, unless any party-injputhoriz 
interest shall show cause, if any there be, in writing verified under oath , bf contr 
why report and order of November 20, 1943, should not be modified ifmpprove 
manner described above. __ Rep 
FF-25, John W. Williams, freight forwarder application. Reopene0nds, 
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; Open for rehearing. Order of Sept. 28, 1945, postponed until further order 
tation Mof the Commission. 
n the 1. & S. 5333, Lumber from and to H. & B. R. R. Effective date of 
t order of March 13, modified to become effective May 20. 
A the W-115, Chotin and Pharr, Inc., contract carrier application. Effec- 
avlga-rive date of certificate and order of January 11, postponed to June 7. 
anting No. 29035, Beacon Milling Co., Inc., vs. A. C. & Y. Ry. Co. et al. 
10t bemorder of July -7, 1945, modified to become effective July 1 on not less 
than 15 days’ notice instead of April 1. 

W-384, Sudden & Christenson (Arrow Line), common carrier appli- 
‘cation. Petition of applicant for an indefinite postponement of effective 
Sdate of amended certificate and order, denied. 
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MOTOR FINANCE CASES 


oe MC F-3018, Everett Lillie and Wilbur Lillie—Purchase—R. W. 
- 4A. amerine. Purchase by Everett Lillie and Wilbur Lillie, partners doing 
Nsport@pysiness as Lillie Transportation Co., of Stockton, Calif., of the operat- 
‘ier byMfing rights and certain property of R. W. Amerine, doing business as 
| Nor-@Wells Amerine, of Modesto, Calif., approved and authorized, subject 
terme-.to condition. 
e Bay MC F-3019, C. B. Fischbach—Purchase—Reid Bros. Express, Inc. 
1 have Purchase by C. B. Fischbach, doing business as Fischbach Trucking 
Company, of Akron, Ohio, of the operating rights and certain property 
e needj of Reid Bros. Express, Inc., also of Akron, approved and authorized 
at thesubject to condition. 
i MC F-3132, Joseph F. Whelan Co.—Purchase—The O-W Co., Inc. 
Application for authority under section 210a(b) of Joseph F. Whelan 
4Co., of New York, N. Y., for temporary operation of the motor-carrier 
M rights of The O-W Co., Inc., of Newark, N. J., denied. 

otor} ~ MC F-3137, Chicago Express, Inc.—Purchase (portion)—-Hanson Mo- 
4, hasiitor Express, Inc. Application for authority under section 210a(b) of 
» West-iChicago Express, Inc., of New York, N. Y., for temporary operation of 
ting ofija portion of the motor-carrier rights of Hanson Motor Express, Inc., 
ted forijof Chicago, Ill., granted in part and Chicago Express, Inc., authorized 
qd 5 5172 lease that. portion of said motor-carrier rights providing for the 
= ds. a c.quansportation of general commodities over a regular route between 
“.? “Chicago, Ill., and Marshall, Ill., over Illinois Highway 1, with conditions. 
licant’s MC F-2987, N. Demos—Control; Kenosha Auto Transport Corpora- 
| motor}tion—Purchase—Ohio Auto Transit, Ine. Application for authority 
1S. under section 210a(b) of Kenosha Auto Transport Corporation, of 

Kenosha, Wis., for temporary  %peration of the motor-carrier rights 
of Ohio Auto Transit, Inc., of Springfield, Ohio, denied. 

MC F-2937, 1940, 2934, 2935, 2936, 2938, 2998, 2999 and 3051, All 
of Octo-Gamerican Bus Lines, Inc.—Control—Burlington Transportation Com- 
ment of pany, and related bases. Applications for authority under section 5 
posting granted for the following, subject to conditions: (a) Purchase by 
id order. Burlington Truck Lines, Inc., of certain operating rights and property 
06, Ken-¥of Burlington Transportation Company; (b) acquisition of control of 
rder Offpurlington Truck Lines, Inc., by Chicago, Burlington & Quincy Rail- 
| On notiroad Company; (c) acquisition by All American Bus Lines, Inc., of 

control of Burlington Transportation Company through purchase of 
ng reve-@51 per cent of its capital stock, and of joint control of Denver, Colorado 
ning Co.@springs, Pueblo Motor Way, Inc., and Denver-Salt Lake-Pacific Stages, 
n Smelt-Hinc. ; (d) acquisition of control of Eastern Trails, Inc., by All American 
| Denver™@Bus Lines, Inc., 
ies Com-Brastern Trails, Inc., into All American Bus Lines, Inc., for ownership, 

management, and operation; and (e) purchase by Safeway Trails, Inc., 
of certain operating rights of All American Bus Lines, Inc., and 
acquisition of control of such operating rights, through said purchase, 
by Claude A. and Samuel A. Jessup and Charles B. McInnis and 
William A. Roberts, subsequent to the merger of Eastern Trails, Inc., 
into All American Bus Lines, Ine. Applications for authority under 
section 214 granted for the following, subject to conditions: (1) Modifi- 
cation of findings in prior report 9f December 30, 1942, in No. MC-F-1940, 
daniel 138 M. C. C. 790, to change terms and conditions of payment of out- 
y eastermfenaing promissory note of Burlington Transportation Company; (2) 
nae i sissuance by Burlington Transportation Company of 4,166 additional 
: ‘Mshares of common voting stock, $100 par value each; and (3) issuance 
_ Daley’s yby All American Bus Lines, Inc., of negotiable promissory note in 
: reopen-|s8regate principal amount of $1,500,000. 

1 MC F-3046, Ted V. Rodgers—Control; Rodgers Motor Lines, Inc.— 

}Purchase—Roy Ovens. Application of Rodgers Motor Lines, Inc., of 
Scranton, Pa., ‘for authority to purchase the operating rights and 
property of Roy Ovens, doing business as Ovens Transfer, also of 
Scranton, and of Ted V. Rodgers to acquire control of said operating 
tights and property through such purchase, denied. 

MC F-2982, Jack P. Wehby—Control; Mohawk Motor Lines, Inc.— 
Purchase—James A. Skaggs et al. Purchase by Mohawk Motor Lines, 
Inc., of Nashville, Tenn., of the operating rights and certain property 
of J. A. Skaggs, D. G. Skaggs, and Carl G. Skaggs, partners, doing 
business as Glasgow Transfer Co., of Glasgow, Ky., and acquisition of 
ontrol of said operating rights and property by Jack Wehby, through 
Said purchase, approved and authorized, subject to condition. 
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> Commoly UNCONTESTED FINANCE CASES 
ies requiry Report and order in F. D. No. 15146, Illinois Central Railroad Co. 
points IjPurchase, authorizing purchase by the Illinois Central Railroad Co. 
een Alping uf the properties of Dubuque & Sioux City Railroad Co. and the Omaha 
Bridge & Terminal Railway Co. Approved. 
Report and order in F. D. No. 15229, Boston & Maine Railroad 
#ssumption of Obligation and Liability, granting authority to assume 
Dbligation and liability, as lessee, in respect of not exceeding $1,250,000 
pf 15-year 3 per cent serial first-mortgage bonds of the North Station 
Ndustrial Building, Inc. Approved. 

Report and order in F. D. No. 15170, Philips Steamship Co. Control, 
y party-injButhorizing acquisition by Oliver J. Olson & Co. and affiliated persons, 
inder oathipt control, by ownership of capital stock, of the Philips Steamship Co. 
nodified imApproved. : 

, Report and order in F. D. No. 15232, Great Northern Railway Co. 

Reopeneonds, granting authority to issue not exceeding $40,000,000 of general- 
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and merger of the operating rights and properties of 
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mortgage 2% per cent gold bonds, series P, and $35,000,000 of general- 
mortgage 25 per cent gold bonds, series Q; to be sold at 98.071 and 
accrued interest and the proceeds applied, with other funds, to the 
redemption on July 1, 1946, of $75,000,000 of general-mortgage bonds of 
series K, L, and M. Approved. 

Report and order in MC F-3044, Bekins Van and Storage Co. Stock, 
granting authority to issue not exceeding 1,216 shares of common 
capital stock of the par value of $100 a share to be exchanged, 
share for share, for a like number of shares of common capital stock 
which were issued without the authorization of this Commission. 
Approved. 

Report and certificate in F. D. No. 15176, Kenosha Motor Coach 
Lines, Inc., Acquisition, authorizing the acquisition and operation by 
the Kenosha Motor Coach Lines, Inc., of a line of railroad in Milwaukee 
and Ozaukee Counties, Wis. Approved. 


FINANCE APPLICATIONS 


Finance No. 15234, supplement. Southern Pacific Railroad Co. 
records accepted bid by Kuhn, Loeb & Co., representing a group of 
bidders, for $25,000,000 of first mortgage bonds, series G, at a price 
of 98.319 per cent of the principal amount, plus accrued interest to date 
of delivery, the bonds to bear interest at the rate of 2% per cent 
a year from January 1. The proceetis of the issue will be used to 
redeem the same amount of series A bonds, due January 1, 1961, bearing 
interest at 2% per cent and the applicant estimated the annual interest 
saving on the new bords would be $156,250. 

Finance No. 10294, The reorganization managers of the Chicago, 
Indianapolis & Louisville Railway Co. ask authority to acquire from 
debtor’s trustees all of the properties of the debtor road, and to issue 
securities pursuant to the plan of reorganization approved by the court 
and the Commission. The managers also asked authority to assume 
obligation with reference to the securities of a subsidiary. . 

Finance No. 15243, Supplemental. Louisiana & Arkansas Railway 
Co. files supplemental application to show offer by New York Trust Co., 
Bankers Trust Co., and Union Trust Co. of Pittsburgh to lend a total 
of $14,000,000 on three-year collateral notes, to be used to redeem, June 
1, its series A bonds, at 103 per cent, pending approval by the stock- 
holders of the Kansas City Co. of issuance of additional bonds under 
the Kansas City mortgage. 

Finance No. 15250, Chicago & North Western Railway Co. asks au- 
thority to merge the property of the Escanaba, Iron Mountain & West- 
ern Railroad Co. into the C. & N. W. for ownership, management and 
operation, in the interest of economy and simplification of the C. & 
N. W. corporate structure. 

Finance No. 15252, Maryland & Pennsylvania Railroad Co. asks 
authority to issue $700,000 of first consolidated mortgage bonds, series C 
6 per cent, due October 1, 1963; to borrow from Mercantile Trust Co. 
of Baltimore $200,000 and to issue a note or notes at 4 per cent; to 
pledge as security for the note or notes $100,000 principal amount of 
first mortgage 4 per cent bonds, and $500,000 of the new series C bonds. 
The application said a loan of $200,000 due the Reconstruction Finance 
Corporation on May 1 would be paid with the proceeds of the note 
or notes. 

MC F-3147, Michigan Messengers, Inc., of Grand Rapids, Mich., asks 
authority to purchase certain operating rights, equipment and property 
of George E., William K., and Jacque E. Williams, dba Williams Motor 
Freight, of Kalamazoo, Mich., and, in MC F-2137, Sub. 1TA, for author- 
ity temporarily to operate. 

MC F-3148, Hubert Motor Freight Co., of Pontiac, Mich., asks 
authority to purchase certain operating rights of Alfred T. DeOtte, 
trustee, Service Freight Lines, Inc. 

MC F-3149, John F. Dean, dba Dean Truck Lines, of Corinth, Miss., 
asks authority to purchase certain operating rights of Inter City 
Trucking Co., of Memphis, Tenn. 

Finance No. 14989, first amendment and supplement. Western Pa- 
cific Railroad Co., in connection with its application for authority to 
issue $10,000,000 of first mortgage 3 per cent bonds, Series B, files 
amended and supplemental application to show that the proposed bonds 
will be dated January 1, 1946, instead of July 1, 1945, and will mature 
January 1, 1981, instead of January 1, 1974; that the interest rate 
will be left blank to be determined by competitive bidding instead of 
being fixed at 3 per cent; to change sinking fund provisions. 

Finance No. 15240, supplemental. Great Northern Railway Co., 
files supplemental application to record bid received for $25,000,000 of 
series R general mortgage gold bonds, from a group represented by 
Morgan Stanley & Co., at 99.279 per cent of principal amount, and 
specifying an interest rate of 24%, per cent. The railroad estimated 
the net saving from the proposed refinancing would be $1,080,249. 

MC F-3150, and MC F-3150, sub. 1, TA, Pittsburgh-Wheeling Truck 
Service, Inc., Akron, O., asks authority to purchase from M. & M. 
Truck Line, Inc., Akron, and Hill Motor Freight Co., Columbus, O., 
and to lease from Morgantown Transfer and Storage Co., Morgan- 
town, W. Va., and temporarily to operate, certain operating rights 
of M. & M., Hill, and Morgantown. 





PETITIONS FOR REHEARING, ETC. 


No. 29322, E. J. Stanton & Sons vs. Union Pacific. Defendant asks 
to be permitted to an-end exceptions to proposed report of Examiners 
Claude A. Rice and Harold M. Brown. 

W-115, Chotin & Pharr, Inc., contract carrier application. Mississippi 
Valley Barge Line Co. asks for reopening and reconsideration of de- 
cision of Division 4, of January 11, and for oral argument before entire 
Commission. 

MC-F 2463, W. F. Carey and B. B. Beveridge, control; Commercial 
Carriers, Inc., lease, C. N. Boutell et al., dba Central States Transit 
Lines, and MC-F 2581, W. R. Carey and B. B. Beveridge, control; 
Commercial Carriers, Inc., purchase, J. & H. Transport, Inc. Applicants 
ask for reconsideration of order of Division 4, of December 21, 1945, 
and for oral argument. 

1. & S. M-2635, Assembling rates, Northwestern Transit, Ine. Re- 
spondent asks that suspension order be vacated, and that tariff MF-I. C. 
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C. 20 be reinstated and permitted to become effective immediately. 

Finance 13772, Atchison, Topeka & Santa Fe Ry. abandonment. 
Order of Railroad Telegraphers, Brotherhood of Locomotive Firemen & 
Enginemen, Order of Railway Conductors of America, and Railway 
Labor Executives Association ask for reopening and reconsideration of 
order of April 10, 1944. 

MC-C 433, Clark Thread Company vs. Atlantic States Motor Lines, 
Ine. Atlantic States Motor Lines, Inc., defendant, and Southern Motor 
Carriers Rate Conference, Inc., and Middle Atlantic States Motor Car- 
rier Conference, Inc., intervenors, ask for reconsideration of Divi- 
sion 3’s decision of December 29, 1945. 

MC-F 3105, Sub. 1TA, Sanders Truck Transportation Co., Inc., 
lease, Hughes Transportation, Inc., Sanders Truck Transportation Co., 
Inc., asks for authority temporarily to operate motor carrier properties 
of Hughes Transportation, Inc. 

W-587, Foss Launch & Tug Co. Extension-Car Ferry. Applicant 
asks leave to file petition for further hearing of the above entitled 
application as the same relates to the transportation of explosives by 
means of car-barges between Seattle, Tacoma, Wash., and ship anchor- 
ages in Puget Sound. 

MC F-3083, Sub. 1TA, Coast Van Lines, Inc., lease, Triangle Trans- 
fer & Storage Co. Coast Van Lines, Inc., asks for authority temporarily 
to operate motor-carrier properties,of Triangle Transfer & Storage Co. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in southwestern territory asks for modification of find- 
ings and orders in ICC Docket 13535 et al. (123 ICC 203 et seq.) by 
eliminating therefrom ‘‘Aplite Rock, crushed or ground,’’ carloads, 
or, as an alternative, for approval under finding 27 in’ Consolidated 
Southwestern Cases supra, to permit continuation on and after July 1, 
of rate of 715 cents per ton of 2,000 pounds on this commodity, pub- 
lished in item 1775 of Agent Marsh’s ICC 3609 and item 1110-A Marsh’s 
ICC 3630, without ect the same time publishing reductions in rates to 
othér points. 

No. 29291, Watertown Chamber of Commerce vs. A. T. & S. Fe. 
et al. Defendants ask for reconsideration and modification of order, and 
for extension of effective date. 

|. & S. 5271, Liquefied petroleum gas in the south and southwest. 
Sungas Co., Public Gas Co., Miami Bottled Gas, Inc. et al. asks for 
oral argument upon the manner in which carriers propose to comply 
with the Commission’s findirgs in 259 ICC 55, as modified by further 
report of July 31, 1945, 263 ICC 353. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5400, from April 1 until November 1 certain 
schedules as published in supplements Nos. 93 and 95 to Agent 
W. S. Curlett’s tariff I. C. C. No. A-797, supplements Nos. 67 
and 69 to Agent I. N. Doe’s tariff I. C. C. No. 515, supplements 
Nos. 73 and 75 to Agent B. T. Jones’ tariff I. C. C. No. 3926 
and other tariffs. The suspended schedules propose to revise 
the ratings on phosphate rock and superphosphate (acid phos- 
phate), calcined or defluorinated, in carloads, between points in 
official territory. 


I. and S..M-2640 from April 1 until November 1, certain 
schedules published in tariff MF-I. C. C. No. 11 of Independent 
Movers’ and Warehousemen’s Association, Inc., Agent, Wash- 
ington, D. C. The suspended schedules propose to establish in- 
creased rates on household goods between points in the United 
States for distances of 165 miles or less. 


I. and S. No. 5401, from April 3 until November 3 certain 
schedules as published in supplement Nos. 52, 113, 180 and 139 
to Agents R. H. Hoke’s I. C. C. No. 494, B. T. Jones’ I. C. C. 
No. 3636, R. G. Raasch’s I. C. C. No. 485 and L. E. Kipp’s 
I. C. C. No. A-3020, respectively, and various other tariffs. The 
suspended schedules propose to cancel the deficit rule on Water- 
melons, carloads, from and between points in southern terri- 
tory. 

The South Carolina State Ports Authority and the Water- 
melon Growers and Distributors’ Association had asked sus- 
pension of the tariff items because cancellation of the deficit 
rule, under which railroads absorbed the difference between 
freight charges and the proceeds of sales of watermelons de- 
teriorated in transit, would result in higher charges and be- 
cause the carriers did not propose to cancel the rule as to 
other perishables (see Traffic World, March 30, p. 938). 





MOTOR CARRIER QUARTERLY REPORT FORM 


The Commission, division 1, has issued an order, Quarterly 
Reports of Class I Motor Carriers of Property, setting aside 
orders of December 30, 1943, and June 15, 1945, effective 
January 1. 

The new order provides, in lieu of the cancelled orders, 
that each class I common and contract motor carrier of prop- 
erty subject to section 220 of the interstate commerce act shall 
file, under oath, quarterly reports beginning with January 1 
to March 31 in accordance with a form attached to the order 
and approved by it. Quarterly reports are to be sent in tripli- 
cate to the office of the Bureau of Motor Carriers of the Com- 
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mission for the district in which the carrier is domiciled within 
30 days after the close of the period to which they relate. 


1. C. C. ACCIDENT REPORTS 


A passenger train moving out of control on a descending 
grade, as a result of damaged air-brake equipment on engine 
and inefficient handbrake equipment on cars were assigned as 
cause of a collision between the passenger train and a stand- 
ing freight train on the L. & N., near Oakland, Ky., January 
1, resulting in the injury of 10 passengers, 2 dining-car employes j 
and one train porter, according to the report of the Commis- Priol 


sion, by Commissioner Patterson, Investigation No. 2963. Swit 
ELECTRIC RAILWAY ACCOUNTING 
By an order dated March 7, the Commission, division 1, Twe 
has further amended the “Uniform System of Accounts for duc 
Electric Railways, Issue of 1914,” effective January 1, and re- and 
quired the electric railways subject to the jurisdiction to comply plar 
with the amended system of accounts. 


The modifications and amendments were embodied in 9%4 by ‘ 
mimeographed pages attached to the order. A 


STEAM RAILROAD EQUIPMENT DEPRECIATION anal 
The Commission has issued seven sub-orders, prescribing § peyent 


depreciation rates for equipment of steam railroad companies, § made | 
the order in each case modifying a prior sub-order. The order § nosed | 
numbers, and the companies, were as follows: é ; In 

Sub-order No. 282-C, Cumberland & Pennsylvania Railroad § comm: 
Co.; 47-B, Huntingdon & Bread Top Mountain Railroad & Coal § respon 
Co.; 355-B, Lehigh & Hudson River Railway Co.; 472-C, San fijoad s 
Luis Valley Southern Railway Co.; 260-B, Tavares & Gulf Rail- § of Cor 
road Co.; 490-B, Tooele Valley Railway Co.; and 577-B, Wash- § gescrit 








ington Terminal Co. the de 
nt RE RECT Chicag 
WATER CARRIER DEPRECIATION RATES cago T 


By sub-orders Nos. WD 91 and WD 92, dated March 19, § road C 
the Commission has prescribed the depreciation rates applica- § plant 1 
ble to the transportation property of W. E. Hedger Transporta- § the pa: 


tion Co., and River Terminals Corporation, respectively. ~ hg 
GG ee a 

. duty t 

Railroad Abandonments began. 

Cc. R. Il. & P. perfor! 


By a report and certificate in Finance No. 15175, Chicago, » laa 
Rock Island Pacific Railway Co. Trustees Abandonment, the fen j 
Commission, division 4, has authorized the trustees of the Rock > 
Island to abandon a segment of its line between Brighton and dione: 
Washington, Washington county, Ia., about 20.9 miles, and to aetion 
construct a line between Brighton and Ainsworth, in the same TY 
county. The application for authority to relocate the line said 


the purpose was to reduce existing excessive grades and curva- coche 
tures. 

. ee The 

stein) 15,000 1 


By a report and certificate in Finance No. 15121, Lacka- § “track | 
wanna & Wyoming Valley Railroad Co. Abandonment, the —— 
Commission, division 4, has permitted the L. and W. V. to yo 
abandon approximately 4.356 miles of rail line in Scranton§,.,, din; 
and its vicinity, all in Lackawanna county, Pa., effective 40 Bieag tH 
days from the certificate’s date. The division imposed the same § heen py 
conditions as were prescribed for protection of employes who felevato: 
might be adversely affected as prescribed in Chicago, B. & Q. J ments « 
R. Co. Abandonment, 257 I. C. C. 700. remedy 

The only user of the line for freight service was a concrete terferer 
company, said the division, adding that the applicant should not 7 
be required to operate the branch or any portion of it at a ant | 
substantial annual loss in order to furnish service to a single tennis 
industry. : , seeries 

The division said the lines involved in the proceeding con- Reon 
stituted a single branch line for operating purposes, consisting ie in 
principally of a loop service for passengers traveling between switch 
local stations or stops and the business section of Scranton. It dowir 
said the branch was used for a small amount of freight service, § 
the freight traffic handled in 1943-45 having amounted to 50, 
26, and 36 carloads, respectively, all consisting of bulk cement. 

An increase in passenger traffic in 1945, said the division, 
resulted from a strike by Scranton Transit Co. employes in May 
and June and a resulting diversion of passengers ordinarily han- 
dled by that carrier to the L. & W. V. ile 

Operations performed on the branch, continued the division, 
were independent of the L. & W. V.’s electric rail line between 
Scranton and Wilkes-Barre, Pa. It said the L. & W. V. was 
built early in the century by Westinghouse Electric Co. as an 
experimentation in the use of electricity for high speed trains 
and to provide freight and passenger services to communities 
along the route, and was acquired by the L. & W. V. in 1913. ter 

Commissioner Porter did not participate in the disposition ere 
of the proceeding. 
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April 6, 1946 


Prior Report on Corn Products 
Switching Affirmed 


Two Commission examiners say no evidence intro- 
duced to show specific material change in manner 
and time of switching at Corn Products, Argo, IIl.. 
plant, or that they differed from practices observed 
by Commission employes described at prior hearing 





A recommendation that the Commission affirm the findings 
in its prior report in Ex Parte 104, Corn Products Refining Co. 
Terminal Service, Practice of Carriers Affecting Operating 
Revenues or Expenses, Part II, Terminal Services, has been 
made by Examiners E. J. Hoy and Charles W. Berry in a pro- 
posed report on further hearing in that proceeding. 4 

In the prior report, 262 I. C. C. 57, said the examiners, the 
Commission found that the interstate line-haul rates of the 
respondent railroads covered the delivery and receipt of car- 
load shipments at reasonably convenient points at the plant 
of Corn Products Refining Co., Argo, Tll.; that the plant yard 
described in the report constituted such a reasonable point for 
the delivery and receipt of cars by the Belt Railway Co. of 
Chicago, the.Alton Railroad Co., and the Baltimore & Ohio Chi- 
cago Terminal Railroad Co.; that the Indiana Harbor Belt Rail- 
road Co.’s yard adjacent to the plant or the tracks within the 
plant taking off from its lead track from that yard, whichever 
the parties might agree on, constituted such a reasonable point 
for the delivery and receipt of cars by the Indiana Harbor: and 
that the transportation services that it was the respondents’ 
duty to perform for Corn Products under the line-haul rates 
began and ended at those tracks. 

The examiners said the Commission also found that the 
performance by the railroads, without charge in addition to 
the line-haul rates and charges. of services between the de- 
scribed tracks and points of loading and unloading within the 
Corn Products plant resulted in the refunding or remitting of 
a portion of the rates and charges collected or received as 
compensation for the transportation of property in violation of 
section 6 (7) of the interstate commerce act. 

The proceeding had been reopened for further hearing on 
motion of the industry, said the examiners, and the further 
hearing was held. The examiners added: 


The evidence at the further hearing shows that in 1943 and 1944. 
15,000 feet of new 85-pound rails were used in relaying 64 out of 122 
“track turnouts,’’ reconditioning the remaining 54 ‘‘track turnouts”? and 
Straightening and relocating tracks. The stubbed track running north to 
building 98 from the northern boundary track, those parts of the 
srubbed ttacks that extended west of the permanent bridge between 
buildings 40 and 42, and most of the stubbed track that diverged from 
lead H and served building 3 have been removed and a short track has 
been built to connect the track left south of building 3 with the northern 
elevator track .at a point east of the elevator. The described improve- 
ments do not appreciably change the general plan of the track layout or 
remedy the conditions that are conductive to interruptions in and in- 
terferences with switching operations in the plant. 





























































































































































The examiners said the question was not what service the 
plant theoretically required or what program it might be con- 
templating but what service was actually rendered bv the 
carriers. It was significant. they continued. that the industry 
began studies in August, 1943. with a view to reducing switch- 









Switch-a-day program and that no evidence was introduced 
showing that any specific material change had been made in 
the manner and time of switching the various loading and un- 
loading points in the vlant. Thev said evidence introduced at 
the further hearine did not warrant anv belief or conclusion 
that the switching between the plant yard and the loading and 
"nloading points as now performed differed materially from 
that observed by the Commission’s employes and testified to 
at the prior hearing as described in the prior report. 














Plant Layout Complicated 







Itself prevented the carriers individuallv or collectively from 
femoving and delivering cars at the loading and unloading 
Points in a continuous movement without interruptions or in- 
terferences, said the examiners. They said the industry took 








ing in the plant, but that it had not yet instituted a planned one-. 


The complicated design or layout of the plant in and of ° 





exception to the conclusion on page 62 of the prior report that 
the yardmaster and his two assistants employed by the industry 
had exclusive control over all switching operations in the plant 
and determined when, where, and how, all cars should be 
placed. They added: 


No other conclusion is possible from the evidence in the prior 
record and report if the word ‘‘how’’ is interpreted as excluding, which 
was the intent, the discretion lodged in the switching crews as to the 
mechanical running and handling of the engines and cars. The question 
here is whether the evidence at the further hearing shows a sufficient 
material change in those facts to warrant a modification of the findings. 


After summarizing the testimony introduced at the last 
further hearing on this question, the examiners said: 

The Commission is not here concerned with casuitstic refinements 
of the degree of control exercised by the industry over the switching 
of the plant. The extent of the industry’s control is important because 
it is indicative of and affects the question of whether respondents indi- 
vidually or collectively perform the switching without any delay or 
break in the time or continuity of the movement, and at the time when 
it is most convenient to the carrier to do so in relation to its coordi- 
nated switching activities in the switching zone in Chicago, in which 
the industry is located. 

The evidence given at the prior and last hearing is conclusive that 
the switching in the Corn Products Refining Co.’s plant is not so per- 
formed, that under present circumstances and conditions it is highly 
improbable that the Chicago Belt could so perform it and meet the 
industry’s needs, and that interruptions and interferences now en- 
countered by the Chicago Belt would be greatly magnified were each 
of the carriers to undertake to switch its own traffic. 


Pronouncements made by the Commission at page 72 of 
the prior report, should be affirmed, said the examiners. They 
said the Commission there pointed out that carriers were not 
under any obligation to pool switching operations to accommo- 
date an industry when they could not individually perform the 
service within their own power at their own convenience and 
free from interference; that the fact that they had pooled such 
operations did not create an obligation to switch the plant that 
did not previously exist; and that if a carrier could not serve 
a plant because of interference caused by engines of another 


carrier, there was no obligation on it to do so under a pooling 
arrangement. 


Applicable Tariff Discussed 


After discussing the tariff applicable at Corn Products’ 
Argo plant, the examiners said proper interpretation was that 
that the burden was on the industry to furnish adequate tracks 
and facilities for the performance of the switching in its plant 
and that it was directly responsible for all circumstances and 
conditions that interfered with or prevented a continuous move- 
ment except such as were due to war, insurrection, and what 
were usually accepted and referred to as acts of God, or in 
instances where the carrier might, at its option, avoid such 
interruptions or interferences, but failed to do so. The ex- 
aminers added: 


In the instant proceeding, the industry threatens to tear up the 
tracks in the plant yard should the Commission conclude that the use 
of those tracks constitutes interference with the switching operations 
of the Chicago Belt. It is immaterial whether tracks or yards used in 
switching maneuvers are inside or outside of the plant area, or whether 
they are owned by the industry or carriers so far as the question of 
the continuity of the movement is concerned. In Archer-Daniels-Mid- 
land Co—Terminal Services, 259 I. C. C. 455, the carrier maintained a 
yard outside of, but adjoining the plant. It had the necessary infor- 
mation to enable it to classify or group cars for placement before they 
left the carrier’s yard in Decatur, but frequently it did not do so until 
after the cars reached the yard adjacent to the plant. Even after it had 
classified the cars in its Decatur yard, it would still have been more 
convenient for it to leave some of the grouped cars in the yard at the 
plant while it placed other groups, and it frequently did so. The Com- 
mission did not find that such maneuvers constituted interruptions or 
interferences or destroyed the continuity of the movement. The im- 
portant factors were that the carrier knew or was informed when the 
cars arrived at the plant where they were to be placed; that it placed 
them as soon as it pleased and in the order it desired; that it was not 
required to leave the cars in the yard until the industry was ready to 
have them placed; and that the carrier placed and pulled the cars 
when its engines arrived at the plant in the course of their ordinary 
operating practices in switching that zone. The fact that the carrier 
owned the yard and that it was outside of the plant area was not a 
determining factor. The conclusion would have been the same under 
the same conditions if the yard had been within the plant area and if 
it had been owned by the industry. The question of whether the 
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placement of cars in a yard or On other tracks constitutes delivery de- 
pends on the purpose for which they are placed and the conditions sur- 
rounding and attending their subsequent movement. In the instant pro- 
ceeding, the placement of inbound and outbound cars in the plant yard 
is not an incident to optional switching maneuvers but a necessary 
element in the supervision by the industry of the switching to and from 
the loading and unloading points. The removal of those tracks would 
not create any obligation on the carriers that they do not now have 
of switching the plant. In that contingency, it may well be that the 
Clearing yard for the Chicago Belt and the Indiana Harbor and Alton’s 
yards outside of and adjacent to the plant would be reasonably con- 
venient points for the delivery. and receipt of carload freight. 


The examiners noted that the industry suggested that it 
could permanently close the entrances by which the tracks of 
the Indiana Harbor and Alton entered the plant, tear up the 
connecting tracks on its own property, and compel the routing 
of all traffic moving to and from its plant over the Chicago 
Belt. They said that would not eliminate the interruptions and 
interferences now encountered by the Chicago Belt and that as 
the other two carriers would be prevented from serving the 
plant over their own rails solely by the action of the industry, 
they would be justified in terminating their services at the line- 
haul rates and at their interchanges with the Chicago Belt and 
in leaving the industry to pay the latter’s switching charges 
between those interchanges and its plant. Continuing, the ex- 
aminers said: 


The fact that it is the general practice of carriers serving Chicago 
to absorb the charges of switching lines to and from industries not 
reached by their own lines, has not been overlooked, but it is not the 
province of a shipper to prevent a carrier from making delivery over 
its own tracks, and should he do so, the carrier should not dissipate 
its revenues by absorbing the switching charges of a terminal carrier. 





Adjustment of Kentucky Sand 
Rates Proposed 


Relatively low rates from Norfolk, Va., to points in 
Virginia and West Virginia held rate barrier to sales 
of Kise, Ky., sand at such destinations. West Penn 
joint line scale prescribed as reasonable from Kise 
to Virginia and West Virginia destinations 


In a proposed report on further hearing in No. 29251, Elk- 
horn Sand Co., Inc., vs. Chesapeake & Ohio Railway Co. et al., 
Examiner R. M. Brown has recommended that the Commission 
find not unreasonable, except as stated, rates on sand, in car- 
loads, from Kise, Ky., to destinations in West Virginia, Vir- 
ginia, and Tennessee, and over interstate routes to destinations 
in Kentucky. He also recommended finding rates on like traffic 
not shown unduly prejudicial except to specified destinations 
in West Virginia and in comparison with rates on sand from 
Norfolk, Va., to those destinations, and proposed reasonable, 
nonprejudicial and nonpreferential rates. 


The complainant alleged that the rates on sand in carloads 
from Kise, Ky., to destinations in West Virginia, Virginia. and 
Tennessee, and over interstate routes to destinations in Ken- 
tucky were and for the future would be unreasonable and, as 
compared with certain rates on like traffic from Norfolk, Va., 
Bostic Yard, N. C., and Diviana, S. C., to the respective destina- 
tions were, and for the future would be, unduly prejudicial 
to complainant and unduly preferential of competing sand 
producers at Norfolk, Bostic Yard, and Dixiana. 

The examiner made the following recommendations: 


The Commission should find that the assailed rates from Kise to 
destinations in Virginia and West Virginia on the lines of the Norfolk 
& Western and the Virginian are, and for the future will be, unreason- 
able to the extent that they exceed or may exceed rates per ton of 
2,000 pounds based on the West Penn joint-line scale (extended beyond 
200 miles at the same rate of progression as in the 1802 joint-line scale) 
prescribed in Penn. Sand & Gravel Prod. Assn. vs. Baltimore & O. R. 
Co., 104 I. C. C. 717, applied as prescribed therein, subject to the 
general rate increases authorized by the Commission on March 8, 1938. 

The Commission should further find that the assailed rates from 
Kise to destinations on the Virginian in West Virginia are, and in the 
future will be, unduly prejudicial and unduly preferential in relation 
to the rates on the same character of traffic from Norfolk to the same 
destinations to the extent that the rates from Kise exceed or may 
exceed the corresponding rates from Norfolk. This finding is limited 
to rates to the following destinations: Algonquin, Alpoca,: Amigo Mine, 
Besoco, Black Eagle, Coal Mountain, Glen White, Helen, Kopperston, 
MacAlpin, Sabine, Slab Fork, Stephenson, Stotesbury, Tams, Willabet, 
Winding Gulf, Wyco, and Wyoming, W. V. 

The Commission should further find that, except as above indicated, 
it has not been shown that the assailed rates are unreasonable or 
otherwise unlawful. 


The examiner said the evidence did not warrant an affirma- 
tive finding that the assailed rates from Kise, as compared 
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with those from Dixiana and Bostic Yard, were unduly preju- 
dicial or unduly preferential, to points on the Louisville & Nash- 
ville, Clinchfield, Interstate, and Southern. He said that while 
rates from Dixiana and Bostic Yard usually were lower, mile 
for mile, than the corresponding rates from Kise, there were 
numerous instances where the rates from Kise were actually 
lower, in amount, than those from Dixiana or Bostic Yard to the 
same destinations. 

As to the rates from Norfolk, a table showed a rate of 153 
cents applying from that point for distances from 362 to 424 
miles, and the examiner said the rates from Kise to many 
of the destinations shown were based on the West Penn join- 
line scale, adding that the rates from Norfolk, in all instances, 
were far below the level of that scale.. He rejected a contention 
of the defendants that the relatively low rates from Norfolk 
were justified because cars allocated to the eastbound movement 
of coal from West Virginia to the Norfolk port area could be 
utilized for transporting sand in the reverse direction. 

He said it was significant that there had been numerous 
shipments from Norfolk to the West Virginia destinations named 
in the table, while there had been no corresponding movement 
from Kise. He said the record was persuasive that the relatively 
low Norfolk rates had acted as an effective rate barrier, favor- 
ing complainant’s competitors at Norfolk, and that this had 
prevented complainant from selling at points in Virginia and 
West Virginia. So far as these particular rates were concerned, 
he continued, it was clear that undue preference and undue 
prejudice had been established. He added: 


Many of the rates from Kise to destinations on the Norfolk & 
Western are somewhat higher than the corresponding rates from Nor- 
folk. Complainant’s evidence shows that the assailed rates from Kise 
exceed those from Norfolk to some 23 destinations, all in Virginia or 
West Virginia. These are Bluefield, Boissevain, Falls Mills, Flat Top 
Yard, Pocahontas, and St. Clair, Va., and Arista, Bluestone, Bramwell, 
Cooper, Duhring, Giatto, Goodwill, Hiawatha, Lamar, Matoaka, Mc- 
Comas, Montcalm, Nemours, Orkney, Rock, Wenonah, and Widemouth, 
W. Va. A rate of $1.98 applies from Kise to each of these points, for 
distances ranging from 201 to 225 miles, while the rate from Norfolk 
is $1.94 for 355 to 486 miles. During 1944 there was a total movement 
of 366 cars from Norfolk to destinations in the coal fields served by 
the Norfolk & Western. The above-mentioned destinations are included 
in that area. It need not be determined whether the slight disparity 
in rates, just indicated, has in fact operated to complainant’s disadvan- 
tage. The findings herein, under the issue of unreasonableness, will 
result in a rate from Kise to these points not exceeding $1.87. This 
‘will be 7 cents lower than the Norfolk rate and will remove any preju- 
dice and preference which might otherwise exist with respect to these 
rates. 





Patton-Tully Barge Charter 
Permit Recommended 


The Bureau of Water Carriers and Freight Forwarders, 
in a proposed report on further proceedings in W-723, Sub. 1, 
Patton-Tully Transportation Co. Extension—Chartering, has 
recommended that Patton-Tully, of Memphis, Tenn., should 
be granted a Commission permit for operation at Memphis in 
furnishing for compensation, under charter, lease, or other 
agreement, non-self-propelled barges to persons other than 
carriers subject to the interstate commerce act for their use 
in transporting their own logs and piling. 

Additional evidence introduced in the further proceedings, 
said the bureau, appeared clearly to indicate that Patton- 
Tully for many years had furnished its barges for compensa- 
tion, characterized as rental, to its parent company, Anderson- 
Tully Co., of Memphis, a lumber producer, for the transporta- 
tion of its logs and piling from various river points to its 
lumber mill at Memphis. Such service, it said, was in addition 
to certain instances referred to in the prior report. The bureau 
added: 


It, therefore, appears that the applicant’s past service as a contract 
carrier in the furnishing of barges to shippers for the transportation of 
their logs and piling warrants a grant to it of authority so to operate. 
In view of the fact that applicant has conducted this service at Mem- 
phis, and of its restriction to the chartering of barges for the transpor- 
tation of logs and piling only, the vessel-furnishing authority to be 
specified in applicant’s permit should be similarly limited. 


SWITCHING AT GLOVERSDALE, N. Y. 


No. 29417, Gloversville Knitting Co. vs. Fonda, Johnstown 
& Gloversville Railroad Co. By Examiner W. K. Berryman. 
Recommends finding applicable charge of $2.75 a car for switch- 
ing interstate carload traffic to private siding at complainant’s 
plant within the switching limits of Gloversville, N. Y., since 
September 9, 1941, and dismissal of complaint. After setting 
forth the tariff provisions under which the complainant asked 
reparation, the examiner said the defendants’ switching tariffs 
had. published the paragraphs in question in substantially the 
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same form for more than 20 years, that the applicability of the 
charges had not heretofore been disputed, and that such long 
acceptance of the meaning of a tariff provision merited con- 
sideration in determining its proper application. 


RIVER TRANSIT CO. PERMIT PROPOSED 

Examiners M. J. Walsh and Harold M. Brown, in a proposed 
report in W-935 and Sub. 1 TA, Thurston Crawford, trading as 
River Transit Co., Contract Carrier Application, have recom- 
mended that the Commission permit the applicant, of Columbus, 
Ga., to transport pulp wood and logs by non-self-propelled ves- 
sels with the use of separate towing vessels, from ports and 
points on the Apalachicola, Chattahoochee, and Flint River sys- 
tems and their tributaries, and from points on the Gulf Intra- 
coastal Waterway, between Mobile and Carabelle, to Port St. 
Joe, and Apalachicola, Fla., and Mobile, Ala. 

The examiners recommended that temporary authority 
granted in W-935, Sub. 1 TA, Thurston Crawford Temporary 
Authority, December 29, 1945, should be set aside when a sub- 
sequent order was issued in the proceeding. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
sity following.) 


Florida (Sebring)—-MC 106135, J. H. Porter, common car- 
rier. Certificate proposed. Household goods, between points in 
11 named Fla. counties, on the one hand, and, on the other, 
points in Ga., S. C., N. C., Va., Md., Pa., Del., N. J., N. Y., Ala., 
Miss., La., Tenn., Ky., Ind., O., Ill., and D. C., traversing W. Va. 
for operating convenience only. 

Louisiana (Shreveport)—-MC 1288, Sub. 8, Loraine Trans- 
fer Co., Inc. Certificate proposed. Roofing and roofing ma- 
terials, from Camden, Ark., to all points in La., and Tex. within 
200 miles of Camden, and rejected shipments in the reverse 
direction, over irregular routes. 

Illinois (Warren)—MC 729, Sub. 2, LeRoy Jenkins. Permit 
proposed. Agricultural machinery and parts thereof, from 
Charles City, Ia., to all points in N. D., S. D., and Wis., over 
irregular routes, and rejected shipments on return. 

Michigan (Detroit)—-MC 3602, Sub. 16, Lecrone-Benedict 
Ways, Inc. Certificate proposed. General commodities, with 
exceptions, between certain points in Ind., Mich., O., Pa., and 
N. Y., over 15 specified routes. 

Massachusetts (Cambridge)—-MC -FC-20933, David Slomi- 
ansky—Purchase—Gold Line Express, Inc. Approval of transfer 
of certificate proposed. General commodities, with exception, 
over a regular route between Boston, Mass., and New York, 
N. Y., and, over irregular routes, paper, from Ridgefield Park, 
N. J., and Piermont, N. Y., to points in R. I., and Mass., and 
scrap metal, from Boston, Mass., to Waterbury, Conn., and 
Newark, N. J. 

Oklahoma (Tulsa)— MC 22920, Sub. 12, W. G. Burgess. 
Certificate proposed. Antifreeze compound, in containers, from 
Tallant, Okla., to points in Kan. on and east of U. S. highway 
81, and empty containers or rejected shipments on return, over 
irregular routes. 

Massachusetts (Brant Rock) — MC 106281, George J. 
Haddad. Denial of certificate proposed. Saddle horses and 
ponies between points in Me., N. H., Vt., Mass., R. I., Conn., 
and N. Y., over irregular routes. 


New York (Kauneonga Lake)—MC 106277, Julius G. 
Shapiro. Denial of certificate for want of prosecution proposed. 
Household goods, including baggage, consisting of trunks and 


bags, between Kauneonga Lake and New York City, over 
irregular routes. 


Pennsylvania (Allentown) —MC 106235, Henry Brown. 
Permit proposed. Cotton and rayon textile materials, between 
Allentown and New York, N. Y., over irregular routes. 

New York (Oneonta)—MC 106225, Raymond J. Hayes. 
Certificate proposed. Household goods, between points in four 

. Y. counties, on the one hand, and, on the other, points in 
14 states and the District of Columbia, over irregular routes. 

North Carolina (Fallston) —MC 106212, J. P. Bridges. 
Denial of certificate for want of prosecution proposed. General 
commodities, between Fallston, on the one hand, and, on the 
other, Greenville, Columbia, and Lancaster, S. C., Bristol, Va., 
and Bristol, Greenville, and Newport, Tenn., over irregular 
routes. 

. lowa (New Market)—-MC 106211, Bayles & Leaverton. 
Certificate proposed. (1) Livestock, between New Market and 
points in Ia. within 15 miles thereof, on the one hand, and, on 
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the other, Omaha, Neb., St. Joseph and Kansas City, Mo., 
and Kansas City, Kan.; (2) household goods and emigrant mov- 
ables, between New Market and points in Ia. within 15 miles 
thereof, on the one hand, and, on the other, points in Neb. 
and Mo.; and (3) sand, from points within five miles of Platts- 
mouth, Neb., to New Market and points in Ia. within 15 miles 
thereof, over irregular routes. 

Indiana (Pine Village)—-MC 106180, W. Rolla Frasch and 
James Wesley Frasch. Certificate proposed. (1) Livestock, be- 
tween Chicago and Danville, Ill., on the one hand, and, on the 
other, points in nine Ind. counties; (2) livestock feed and poul- 
try feed, from Chicago, Calumet City, and Danville, IIl., to 
points in three Ind. counties; (3) fertilizer, from Calumet City 
and Chicago to points in three Ind. counties; and (4) farm 
machinery and farm implements and parts thereof, from Chi- 
cago to points in three Ind. counties, over irregular routes. 

Indiana (Oxford)—-MC 106179, Edgar G. Hibbs. Certificate 
proposed. (1) Livestock, between Chicago, Ill., on the one 
hand, and, on the other, points in 10 Ind. counties; (2) live- 
stock feed and poultry feed, seed, fertilizer, farm machinery, 
and farm implements and parts thereof, from Chicago to points 
in the 10 Ind. counties; (3) fertilizer, livestock feed, and poultry 
feed, from Calumet City and Riverdale, Ill., to points in the 
10 Ind. counties; and (4) live poultry and agricultural com- 
modities, from points in the 10 Ind. counties to Chicago, over 
irregular routes. 

Mississippi (Byhalia)—-MC 106172, J. H. Stephens. Cer- 
tificate proposed. General commodities, with exceptions, between 
Memphis, Tenn., on the one hand, and, on the other, points in 
DeSoto and Tate counties, Miss., east of U. S. highway 51 
and on and south of U. S. highway 78, and points in Marshall 
county, Miss., on and south of U. S. highway 78 and west of 
Miss. highway 7, over irregular routes. 

North Carolina (Rockingham)—MC 106136, J. E. Baxley. 
Certificate proposed. Household goods, between points in Rich- 
mond county, N. C., on the one hand, and, on the other, points 
in Ga., Md., S. C., Tenn., Va., and the District of Columbia, over 
irregular routes. 

Indiana (Boswell)—-MC 106111, Sub. 2, Sylvester P. Leuck. 
Certificate proposed. (1) Livestock, between Chicago, IIl.. on 
the one hand, and, on the ‘other, points in’ 10 Ind. counties; 
(2) livestock feed and poultry feed, and fertilizer, farm ma- 
chinery and farm implements and parts thereof, from Chicago 
to points in the 10 Ind. counties; (3) fertilizer, livestock feed, 
and poultry feed, from Calumet City, Riverdale, and Gibson 
City, Ill., to points in the 10 Ind. counties; and (4) live poultry 
and agricultural commodities from points in the 10 Ind. coun- 
ties to Chicago, over irregular routes. 

Massachusetts (Arlington) — MC 106087, Erick W. Berg- 
strom and Woodrow W. Fowler, common carricr. Den‘al of 
certificate proposed, for want of prosecut’on. Wrecked or dis- 
abled cars, trucks, and busses, between points in Me., N. H., Vt., 
Mass., Conn., and R. I. 

North Carolina (Kings Mountain) — MC 105913, C. H. 
Houser, common carrier. Denial of certificate proposed. House- 
hold goods, from points in Cleveland county, N. C., to points in 
Ga., Md., N. C., S. C., and Va. 

Colorado (Meeker)—MC 105904, Herman Hilkey, common 
carrier. Certificate proposed. Livesteck, emigrant movables, 
agricultural products, farm machinery, implements, and parts 
thereof, and other farm supplies, between points in Rio Blanco 
county, Colo., on the one hind, and, on the other. points in Colo., 
Kan., and Unita, Lincoln, Sublette, Sweetwater, Fremont, 
Natrona, Carbon, Converse, Albany, Niobara, Platte, Goshen, 
and Laramie counties, Wyo., over irregular routes. 

Colorado (Montrose)—MC 105828, Sub. 1, Orville Dunlap, 
common carrier. proposed. Livestock, wool, animal and poultry 
feeds, agricultural commodities, lumber, emigrant movables, 
and household goods, between points in Colo. within 75 miles of 
Montrose, including Montrose; and livestock, animal and poultry 
feeds, and emigrant movables, between Montrose and points in 
Colo. within 75 miles thereof on the one hand, and, on the other, 
points in N. M., and certain Utah counties, with an exception. 

North Carolina (Marion)—-MC 105792, Sub. 1, Johnie Hall. 
Certificate proposed. New furniture, from Marion, N. C., to 
points in Ga., S. C., Tenn., and Va., and return of damaged or 
rejected shipments; and household goods, from points in Ga., 
S. C., Tenn., and Va., to Marion and points in N. C. within 25 
miles of Marion, all over irregular routes. 


Missouri (Edina)—-MC 105363, Sub. 2, A. M. Binkley, com- 
mon carrier. Certificate proposed. General commodities, with 
exceptions, between Brashear, Mo., and Quincy, Ill., over a spe- 
cified route, serving all intermediate points, and serving as off- 
route po'nts Baring, Locust Hill, Novelty, Plevna, and Newark, 
Mo., and all other points in Mo. within 15 miles of Mo. highway 
6 between Brashear and Taylor, Mo. 

Missouri (Caruthersville)—-MC 105120, Sub. 2, C. L. Cun- 
ningham. Certificate proposed. General commodities, with 
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exceptions, between Cairo, Ill., on the one hand, and, on the 
other, all points in Pemiscat county, Mo., and named Mo. points, 
over irregular routes. 

New York (Wappingers Falls)—-MC 70550, Sub. 2, Charles 
D. White and Alton D. White, common carrier. Certificate pro- 
posed. Household goods, between Wappingers Falls, N. Y., and 
points within 12 miles thereof, on the one hand, and, on the 
other, points in Conn., Mass., N. J., N. Y., Pa., and R. IL. over 
irregular routes. 

Indiana (Logansport)—-MC 51658, Sub. 6, Tom Pasquale. 
Denial of permit proposed. Frozen food products, from Marion 
and Fairmount, Ind., to St. Louis, Mo., Louisville, Ky., and 
points in O., Mich. ,Ill., and Wis., and metal products and cast- 
ings, from Logansport to St. Louis, Louisville, and points in O., 
Mich., and Ill. 

New Hampshire (Keene)—MC 17683, Sub. 9, J. Earl Davis. 
Certificate proposed. Fuel oil and kerosent, from West Boyl- 
ston, Mass., to Walpole, N. H., over irregular routes. 

Mississippi (Byhalia)—-MC 106291, E. B. St. John. Certifi- 
cate proposed. Livestock and agricultural products, from points 
in a described Miss. area to Memphis, Tenn., and animal and 
poultry feed and dairy supplies, from Memphis to the afore- 
mentioned Miss. points, over irregular routes. 


Riss “Provider Plan” Unlawtul 
Says Commission Bureau 


The Commission’s Bureau of Motor Carriers has filed a 
brief, and a supplemental brief, in MC C-482, Performance of 
Motor Common Carriers by Riss & Co., Inc., and two cases 
joined with that proceeding, in which Examiner Alfred W. 
Booth proposed qualified approval of the so-called “provider 
plan” of operation by Riss & Co., under which the equipment 
eo 3 owned by the “providers.” (See Traffic World, Jan. 12, 
DEL, 

The bureau said it was its view that the Riss arrangements 
with the so-called providers were such that the transportation 
performed was not common carrier service rendered by Riss; 
that the so-called providers who performed the transportation 
were common carriers by motor vehicle, and that such opera- 
tions were in violation of section 206(a) of the interstate com- 
merce act, in that those carriers held no certificates authoriz- 
ing such operation. 

The bureau said, also, that the arrangement entered into 
between Riss and Emery’s Transfer, Inc., of Martinsburg, W. 
Va., constituted an effectuation of control and management 
of two common carriers in a common interest in violation of 
section 5(2)(a)(i) of the act. The method of operation of 
twelve named respondent providers, said the bureau, under 
the arrangements with Riss, resulted in transfers of operating 
authority in the form of “leases” or “contracts to operate” in 
interstate commerce that required specific approval of the 
Commission. 

“The examiner should so find,” continued the bureau, “and 
on the basis of such findings should recommend to the Com- 
mission the issuance of appropriate orders . . . to cease and 
desist from violating the provisions of the interstate commerce 
act.” 

The bureau filed its supplemental brief, it said, after con- 
sidering the effect of two recent decisions of the Commission 
on the status of the Riss operations, mentioning MC 15735 
Allied Van Lines Common Carrier Operations, and MC 66562, 
Sub. 350, Railway Express Agency, Inc., Extension of Opera- 
tions—Waggoner, Ill., 44 M. C. C. 771. Saying that, while 
neither of these cases was binding as a precedent because 
they turned on a question of fact, like the present case, and 
no decision of a question of fact was an “authority” for the 
decision of another question of fact, the bureau said the two 
cases referred to were like the instant case in that “in all 
these cases the person claiming to be the .carrier conducts 
operations by virtue of contractual relations with the physical 
transporter.” 

Until it could be shown that Riss had true and complete 
direction and control over the vehicles of the providers there 
could be no finding that Riss had a motor carrier status under 
the act, the bureau said in concluding its supplemental brief. 


M.-K.-T. $4,750,000 NOTE 

For the purpose of retiring the $4,750,000 balance of a 
$5,000,000 loan made to it by Central Hanover Bank & Trust 
Co., of New York, evidenced by two-year notes, the Missouri- 
Kansas-Texas, in Finance No. 15249, has asked the Commission 
for authority to issue a note for the amount of the balance, to 
be payable in 20 quarterly instalments of $175,000 each, be- 
ginning December 31, and ending September 20, 1951, the bal- 
ance of $1,250,000 to be payable December 31, 1951. 
The note, according to the application, will be offered at 
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competitive bidding. The present notes bear interest at 1% 
per cent. 

The railroad also asked authority to pledge all or any part 
of $13,512,600 of its prior lien mortgage five per cent bonds, 
Series E, as collateral, equal to 150 per cent of the amount 
of the loan, and not less than 125 per cent of the market value 
of the bonds. 









Intermediate Rate Publication 
Authority Sought by Railroads 


Problem of compliance with aggregate of interme- 
diate provision of law discussed. Can be met in 
practical manner by publication of rules such as pro- 
posed, says application 










In his application for a general special permission authoriz- 
ing publication in tariffs of rules providing for alternation of 
aggregate of intermediate rates with through rates and for the 
equalization of such rates via other than rate-making routes 
as and to the extent circumstances may require or justify, 
W. J. Kelly, chairman of the A. A. R. committee on freight 
tariffs, said that the rules which it was desired to continue 
were presently authorized by the permissions listed in the 
blanket amendment of January 4, 1946, which extended the 
expiration dates of said permissions to and including May 31, 
1946 (see Traffic World, March 30). 

In filing the application for a general permission rather 
than separate applications covering the many permissions in- 
cluded in the blanket amendment of January 4, said Mr. Kelly, 
the carriers believed that the reasons hereinafter set forth in 
justification of aggregate of intermediates rules applied to the 
several rules authorized by such permissions. In this way, 
he continued, consideration of the matters involved wou!d be 
facilitated. He said this general application was filed without 
prejudice to the right to file such separate applications as might 
be considered necessary. 

The blanket amendment of January 4, said he, extended 
to and including May 31 the relief granted by more than 100 
special permissions issued over a long period of years which 
authorized alternate application of aggregate of intermediates 
rules of several types. A survey of the tariffs developed that 
there were several types of aggregate of intermediates rules 
in effect interterritorially and intraterritorially, said he, adding: 


After careful study over an extended ‘period, the railroads have 
been unable to find a practical method of complying with the aggregate 
of intermediates provision of section 4 other than by the use of aggre- 
gate of intermediates rules. The carriers are convinced that the use of 
such rules must be recognized as an acceptable method of publication. 

The statute reads: 

“It shall be unlawful for any common carrier subject to this part 
or part III to * * * or to charge any greater compensation as a through 
rate than the aggregate of the intermediate rates subject to the pro- 
visions of this part or part III * * *.’’ 

There should be authorized in the tariff circular rules which will 
accomplish the intent of the statute. 

The law requires that shippers have the right to route their traffic. 
Any rule designed to comply with the aggregate of intermediates pro- 
vision should be so framed as to preserve to shippers their right to 
use existing service routes and to the railroads their right to compete 
at equal rates. 

Prior to 1930 the long-and-short-haul intermediate rule, No. 77, was 
a promise to publish and pay reparation. In 1930 the Commission sub- 
stituted rule No. 27 for rule No. 77, the former being affirmative in its 
application. We submit that the Commission should now provide aggre 
gate of intermediates rules by a rule in the tariff circular which would 
be affirmative in application thus bringing the aggregate of inter- 
mediates provision in harmony with the action taken by the Commis 
sion in 1930 with reference to the long-and-short-haul provision. 


















Rule 56(c) Not Satisfactory 


Tariff Circular No. 20 now contains a rule, No. 56(c), designed to 
protect the railroads from unforeseen departures from the aggregate 
of intermediates clause. Rule No. 56(c) is not satisfactory for the 
reason that it is merely a promise to publish combinations and pay 
reparation. As evidenced by its terms, this rule was not intended as 4 
substitute for the immediate application of known aggregates of intel- 
mediate rates which produce charges lower than published through 
rates. It could not be included properly in a tariff of class rates. It is 
obvious that to search out lower aggregates of intermediate rates t0 
cover anticipated movements would be an impossible task and specifi- 
cally to publish such rates as through rates, many of which would never 
be used, would be an unjustifiable expenditure of time and money. It 
would be impossible to keep such rates in line with the changes made 
from time to time in the factors making up such combination rates. 

Rule No. 56(c) could not be used in those instances in which the 
actual weight of each individual shipment determines whether the pub- 
lished through rate results in charges higher or lower than the aggre 
gate of intermediate rates, as to situations covered by special permis 
sions, for example, those covered by Special Permissions Nos. 182729, 
184267 and 185170 which are listed in the blanket amendment. 
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The promise to pay reparation does not protect the public because 
in pricing their goods and in settlement of current accounts it is 
necessary that they know that they will have the benefit of lowest 
combinations. 

Any rule which would confine combinations to the route of move- 
ment is not suitable to modern transportation needs. Such a rule, in 
many cases, would deprive the public of existing service routes and 
prohibit application of combinations discovered after the shipment 
moved other than those applicable via the route of movement. Routes 
selected are governed by service, available equipment, terminal delivery 
and other considerations. 


Difficulties Outlined 


Traffic which is not routed by the shipper is sent by the initial 
railroad over available service routes irrespective of combinations that 
may be in effect via other routes of which the agent at point of origin 
has no knowledge at the time the shipment is routed. If the agent is 
required to ascertain, before an unrouted shipment leaves the point 
of origin, the route over which the lowest combination applies, then 
either the shipment would be held at the point of origin while available 
combinations were being checked or the initial line would forward the 
shipment via a service route at the risk of later being held responsible 
for all of the difference between the charges via the route used and the 
charges via the route over which the lowest combination applies. 


Neither the agent at point of origin nor the general office of the 
originating carrier is in possession of tariffs necessary to permit check- 
ing of possible combinations of rates. To comply with the aggregate 
of intermediates clause other than by aggregate of intermediates rules 
such as are here proposed would require every railroad general office 
at least to have on file all tariffs that might contain rates which, when 
added to rates in its tariffs, may result in an aggregate of intermedi- 
ates lower than the published through rates. 


An affirmative aggregate of intermediates rule would enable a ship- 
ment to be forwarded immediately and if a route other than that over 
which the lowest combination applies were used, then all the carriers 
joining in the haul would participate in the protection of the lowest 
combination. 

An affirmative aggregate of intermediates rule in the tariff places 
the accounting department of the delivering line in a position to dis- 
cover an overcharge and refund the amount without waiting for a 
claim or handling on the informal docket. 


“Only Practical Manner’’ 


What the railroads desire to accomplish is to continue in their 
tariffs aggregate of intermediates rules which will keep open service 
routes and permit application of combinations via the route used or 
via other available routes, whether discovered before or after the ship- 
ment moves. 

The method of publication herein proposed is the only practical 
manner in which to accomplish equalization of combination rates. It 
will place no undue burden upon the shipping public. It is only through 
this method of publication that it is practicable to avoid depriving the 
public of the use at all times of existing service routes or depriving the 
carriers of the right to compete at equal rates in the many instances 
in which lower aggregate of intermediates rates otherwise would be 
applicable only via routes over which such rates are made. It is obvious 
that in the absence of such an equalization provision one shipper is 
preferred over another shipper if the shipment moves over other than 
a rate-making route. 


The Commission has provided by special permissions rules of the 
nature herein proposed. In blanket amendment to special permissions 
dated January 4, 1946, there are listed over 100 special permissions to 
publish rules of this character. Many of these special permissions, 
either under old series or new series, go back nearly twenty years to 
the time when the Commission first required publication of joint 
through interterritorial class rates. Prior to 1928 interterritorial traffic 
east of the Rocky Mountains moved largely on combination rates and 
the aggregate of intermediates clause was self-enforcing. As to traffic 
moving on combinations over recognized base points such as Mississippi 
and Ohio River Crossings, Illinois Junctions, Virginia Cities, etc., the 
factors entering into the combination rates were so adjusted that they 
equalized through the several crossings and gateways. For that reason 
at that time there was no need for an aggregate of intermediates rule 
nor a provision to accomplish equalization. 


Class Rate Orders 


With the establishment of joint through rates generally in the 
territory east of the Rocky Mountains by orders entered in Dockets 
13494, 13535, 15879 and 17000, Part II, et al., through class rates were 
established throughout this vast territory. These class rate orders were 
followed by other orders which required publication of joint through 
commodity rates which displaced combinations previously in effect. In 
the class rate cases it was necessary for the Commission to authorize 
and, in fact, require aggregate of intermediates rules of some type in 
order to carry out the requirements of the aggregate of intermediates 
clause. ‘ 


The situation was complicated further by the advent of motor car- 
riers in the late 1920s at which time it became necessary for the rail 
carriers to establish motor compelled rates in limited areas to meet 
competition of the then unregulated motor carriers. Such rates were 
restricted to competitive situations and necessarily were established 
with little if any regard to rates not affected directly by such com- 
petition. Many of these truck competitive rates were published to 
expire on specific dates and the tariffs contained other rates which 
Presumably would become effective upon expiration of the reduced 
rates. Expiration dates were extended from time to time but in many 
cases the reduced rates were permitted to expire. Many of such ex- 
Piration dates have been eliminated. Many of these rates are less than 
maximum reasonable rates and it may be that eventually they will 
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disappear or be readjusted more nearly to conform with the general 
rate adjustment. Combinations of these more or less temporary factors 
should not be published as through rates. 

Within the last twenty years there have been several general 
changes in rates, by percentage increases and reductions or otherwise. 
It is obvious that when factors either are increased or reduced by a 
percentage and fraction rules applied, combinations if publishe@ as 
single factor through rates no longer would reflect the actual situation. 
On the contrary they may be either higher or lower, depending upon 
the measure of the percentage and the fraction rule used. 

When consideration is given to the fact that a rate from San 
Francisco to New York may be reduced by publication of a rate from 
Pittsburgh to New York or from San Francisco to Salt Lake City or 
between any two points between San Francisco and New York, it is 
obvious that a tariff issuing officer publishing a tariff from San Fran- 
cisco to New York, having no knowledge of changes in local rates made 
by carriers in the several territories, is not in a position to keep through 
rates revised to reflect constantly changing intermediate rates. 


Single Factor Rates and Combinations 


Considering the multitude of routes and the numerous gateways 
and basing points available, particularly between points where the haul 
is of considerable distance, the impracticability of publishing single 
factor rates reflecting combinations is apparent. The carriers believe 
that the magnitude of and the physical impossibility of complying with 
the aggregate of intermediates clause without the publication of rules 
such as are here proposed is not generally understood by the Com- 
mission. 

The rail carriers have had this problem in an acute form to deal 
with for nearly twenty years. They have found no satisfactory method 
of complying with the aggregate of intermediates provision other than 
by an aggregate of intermediates rule. 

In the post-war period the rate adjustment may be in a state of 
flux. Rates which now make up aggregates of intermediates may be 
changed to a considerable extent. New plants and factories built for 
War Department purposes in many instances may be utilized to manu- 
facture consumer goods. Such manufacture as had not heretofore ex- 
isted at points where these factories will be located may require estab- 
lishment of new rates and changes in existing rates. It is reasonable to 
assume that a considerable period will elapse before the rate adjust- 
ment will again become stabilized. 

The Commission in Docket 28300 has required a uniform scale of 
class rates and in Docket 28310 a uniform classification. If the class 
rates so prescribed are established, it is certain that many combina- 
tions lower than through rates will disappear. 

It is requested: 

(1) That the expiration date, May 31, 1946, now provided in blanket 
amendment of January 4, 1946, be extended; 

(2) That this application be set down for an informal conference 
at which shippers and carriers will be accorded an opportunity to 
present their views. 


Rails Oppose Recommendations 
on Rubber Transit 


Respondents ask Commission not to adopt report pro- 
posed in investigation of storage-in-transit on arti- 
ficial rubber. Cite transit tariffs in asserting law was 
not violated. Mississippi barge line asks adoption of 
report with suggested changes 


Exceptions have been filed by the respondent rail carriers 
and the Mississippi Valley Barge Line Co. to recommendations 
made by Examiner C. W. Griffin, in a proposed report in No. 
29307, Storage-in-Transit on Artificial Rubber, involving stor- 
age-in-transit arrangements on rubber, in various forms, under 
which railroads provided for application of all-rail rates on 
transited shipments moving over all-rail or barge-rail routes 
(see Traffic World, February 9, p. 367). 


In No. 29307, and an embraced proceeding, No. 29313, In- 
land Waterways Corporation, Operating the Federal Barge 
Lines vs. Akron & Barberton Belt Railroad Co., et al., Examiner 
Griffin had recommended that the Commission find unlawful 
a failure of the railroads to provide like tansit in connection with 
joint barge-rail transportation of the traffic. 


The rail respondents, in their exceptions brief, asked the 
Commission not to adopt the examiner’s report as the report of 
the Commission and to discontinue the proceeding to the end 
that the rule under investigation might be found lawful and 
allowed to remain in effect. 


Mississippi Valley Barge Line Co. asked for adoption of 
the examiner’s report with suggested modifications. 

The transit rule under investigation in No. 29307, a pro- 
ceeding instituted by division 2, on its own motion, said the re- 
spondents, was stated in item 2252-A of supplement No. 92 to 
Agent D. Q. Marsh’s tariff I. C. C. No. 3514 and item 1024 of 
supplement No. 12 to Agent L. E. Kipp’s tariff I. C. C. No. 
A-3565, published to become effective April 28, and May 3, 
1945, respectively. They averred that the examiner erred in 
proposing that the Commission should find that the transit rule 

















































































































































































































































































































1032 


under investigation was in violation of section 6 (4) of the 
interstate commerce act. 


Examiner’s Conclusions Opposed 


The examiner’s conclusion appeared to be, said the re- 
spondents, that Agent Marsh’s I. C. C. No. 3514 and Agent 
Kipp’s I. C. C. No. A-3565, containing item 2252-A of supple- 
ment No. 92 and item 1024 of supplement No. 12, were unre- 
lated to southwestern lines’ tariff 20-S, D. Q@. Marsh’s I. C. C. 
No. 3596, and southwestern lines’ tariff 38-Z. D. Q@. Marsh’s I. 
C. C. No. 3595, the rate tariffs that contained the all-rail rates 
from points of origin to points of destination applicable to ship- 
ments moving under transit tariffs I. C. C. No. 3514 and I. C. C. 
No. A-3565. The respondents added: 


Respondents maintain that, contrary to the conclusions reached by 
the examiner, they have not undertaken to establish rates not in con- 
formity with the provisions of section 6(4) of the act. This section of 
the act is concerned with the mechanics of tariff publication and pre- 
scribes the methods that must be observed in connection with publica- 
tion involving parties to any joint tariff. 

From the foregoing analysis it will be seen that transit tariff 
I. C. C. No. 3514 and transit tariff I. C. C. No. A-3565, containing item 
2252-A of supplement 92 and item 1024 of supplement 12, are directly 
related by reference to southwestern lines’ rate tariffs 20-S and 38-Z 
which contain items Nos. 360 and 400. These tariffs Nos. 20-S and 38-Z 
specify the carriers which are parties thereto and, insofar as transit is 
concerned, are directly related by reference to transit tariffs heretofore 
referred to. Similar provisions or cross references are published in 


items 170 and 450 of Agent W. G. Oliphant’s tariffs I. C. C. Nos. A-16 
and A-23, respectively. 


The respondent railroads said they did not maintain that 
the water carriers were bound by the action of the respondents 
under item 2252-A of supplement No. 92 to Agent Marsh’s I. 
C. C. No. 3514 and item No. 1024 of supplement No. 12 to 
agent Kipp’s tariff I. C. C. No. A-3565, or that they automat- 
ically became parties to these items without their consent. Ad- 
mittedly, continued the respondents, the water carriers, as well 
as any other rail carriers parties to the rates set forth in south- 
western lines’ tariffs 20-S and 38-Z and Agent Oliphant’s tar- 
iffs I. C. C. Nos. A-16 and A-23, had a right to elect whether 
to become parties to the transit arrangements which, under 
sections 6 (4) of the act and rule 10 of the Commisssion’s cir- 
cular No. 20, they would have to do by affirmative action. 


Says Tariffs Do Not Require Transit 


The examiner also erred. said the respondents, in proposing 
that the Commission should find that the transit rule under 
investigation was unreasonable in violation of section 1 (4) 
and discriminatory as between connecting carriers in violation 
of section 3 (4) of the act. The respondents continued: 


Respondents, as required by section 1(4) and section 3(4), have 
established just and reasonable rates, fares, and charges and reasonable 
through routes with common carriers by water subiect to part III, and 
have afforded all reasonable, proper, and equal facilities for the inter- 
change of traffic between their resvective lines and connecting lines, and 
for the receiving, forwarding, and delivery of passengers and property 
to and from connecting lines, and have not discriminated and do not 
now discriminate in their rates, fares, and charges between respondents’ 
rail lines and water lines. 

In compliance with the orders of this Commission in Ex Parte Nos. 
96, 99, and 102 the respondents herein, long before the effective dates 
prescribed by this Commission expired, established such rates as were 
required by those orders and were before the Commission in those pro- 
ceedings. It is respondents’ position in this proceeding that neither the 
act nor the Commission’s orders in Ex Parte Nos. 96, 99, and 102 require 
the respondents herein to establish transit privileges as far as the rates 
contained in tariffs here under investigation are concerned. 


The protesting barge-line interveners and the shippers of 
the involved commoditiés, said the respondents, had available 
joint rail-barge. berge-rail, or rail-barge-rail rates without 
transit. They said the question of grantine transit was local to 
the line or lines granting the privilege, adding: 

The protesting barge-line interveners who are parties to the joint 
rail-barge, barge-rail, or rail-barge-rail rates have the option, as pro- 
vided by the rules of this Commission. to become parties to the transit 
privileges granted in connection with the all-rail rates from points of 
origin in Texas and Louisiana involved in this proceeding to destinations 
in southwestern, western trunk line. and official territories and handling 
the commodities herein involved, or handling the commodities herein 


involved without transit on the rail-barge, or barge-rail, or rail-barge- 
rail rates. 


Barge Line’s Exceptions 


The Mississippi Valley Barge Line Co. said its exceptions, 
‘do not run to the recommended findings as an abstract propo- 
sition but are directed more to the form in which certain of 
the findings have been stated.”” The companv said the examiner 
erred in implying that the orders entered by the Commission 
in the Denison act cases with respect to transit rules did not 
have a continuing effect. and in allowing the rail carriers an 
alternative in the removal of discrimination. It added: 
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The base rates involved in this proceeding apply from and to points 
which are within the sweep of the orders entered by the Commission in 
the so-called Denison act proceedings, under which the railroads were 
required to establish through routes and joint rates with large carriers. 
True, the specific rates on synthetic rubber were not then effective be- 
cause that commodity had not then come into production, but we believe 
that any fair appraisal of the findings and orders of the Commission in 
the ex parte cases, coupled with their prior findings in U. S. War De- 
partment vs. A. & S. Ry. Co., 77 I. C. C. 317; 151 I. C. C. 91, as outlined 
at pages 3 to 7 of our original brief, such findings and orders with re- 
spect to ‘‘transit’’ should be given a continuing effect. For that reason 
we believe that the statement of the examiner: ‘‘But the transit ar- 
rangements considered herein were not in effect when the Commission 
issued its order in those proceedings,’’ should be deleted. 


The barge line said the findings recommended by the ex- 
aminer on page 7 of his proposed report on the questions of 
reasonableness were couched in such a manner that the offense 
to which the finding was directed lay both in the maintenance 
of transit rules and the failure to apply such rules in connection 
with the joint barge-rail traffic. In other words, it continued, 
unless the carriers persisted in both “maintaining” and “fail- 
ing to maintain” an alternative was provided as a satisfaction 
of the violation found. 

“We believe,” said the barge line, “that the facts in this 
case, particularly the fact that the Commission refused to sus- 
pend, but investigated on its own motion, are sufficient to show 
that it is reasonable to maintain “transit” privileges on this 
traffic and that failure to maintain them would be unreasonable. 
Under such a finding the Commission would be free to direct 
the manner of removal of the unlawful discrimination against 
barge lines under section 3 (4) without leaving any alterna- 
tive to the carriers. In this connection we ask consideration of 


the dissention beginning at page 15 of our original brief and 
the authorities cited therein.” 





Carloader Corp. Wants Expiration 
Date of Permit Eliminated 


The Carloader Corporation has asked the Commission to 
remove the expiration date, now June 30. from the perm't 
granted in FF-122, Carloader Corporation Freight Forwarder 
Application, under which, as a wartime emergency service. it 
was granted authority to forward commodities senerallv for 
export from New York, N. Y., and Philadelvhia, Pa.. to U. §S. 
ports on the Atlantic Coast south of Norfolk. Va., the Culf of 
Mexico. and the Pacific Coast, and to Eagle Pass and Laredo, 
Tex. (See Traffic World, Feb. 5. 1944. p. 317.) 

After quoting the report of division 4 in that proceeding as tn 
the reasons for the expiration date. first December 31. 1945 
and later June 30, the applicant said the reason was the helief 
that, after the expiration date, “exportation of freight origina- 
tine in the New York area would occur directly from the nort 
of New York and that concurrently therewith vessel sailings 
and the movement of freight would occur only from and via 
the port of New York.” 

It continued by saying it was now clearly evident thet 
vessel service would be continued indefinitely from at least 
South Atlantic and Gulf port cities, and attached letters written 
to it by steamship companies and shippers expressing satisfac- 
tion with its service and, on the part of the steamship com- 
panies, affirming a continuance of schedules from South Atlentic 
and Gulf ports; while shippers also expressed the hope that thev 
would be able to continue using Carloader service. The letters 
from the shippers, the applicant said. showed that its services 
had been responsive to public demand and would continue to be 
required in the future. 

“ht is therefore apparent from the foregoing that the ele- 
ments of consistency with the public interest that warranted 
the issuance of the permit, presentlv held bv anpnlicant. con- 
tinue to exist with full force and effect,” said Carloader. “It 
should be borne in mind that the attached communications are 
merely representative. Applicant is in a position to supply many 
more thereof. if desired.” 

The applicant said the division had evidently overlooked the 
fact that Eagle Pass and Laredo were inland cities, forming 
natural gateways to Mexico and. obviously, not supplied by 
steamship lines. They had alwavs formed and would continue 
to form natural gateways for the movement of freight from 
the New York area, among others, into Mexico. it said, adding 
that it should be granted permanent op-reting rights with 
respect to those points in a manner consistent w'th the finding in 
FF-26, Application of Wells Fargo (see Traffic World, Dec. 22, 
1945. p. 1537). 

It should be realized that. it head h~en in continuous oper- 
ation for many years supvlying service the Commission had 
found consistent with the public interest, said Carloader, adding 
that expiration of its present rights, from a practical viewpo‘nt, 
would terminate its activities. Imposition of the time limita- 
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tion in its permit resulted wholly from the belief that it would 
be precluded from continuing its services after the expiration 
date because of a lack of desire for the service and diversion 
of the underlying transportation facilities, it said. That assump- 
tion was now wholly contradicted by the facts that ‘‘patently 
and potently depict need for an indefinite continuance of appli- 
cant’s present services,” it said. 





Household Goods Carriers 
Critical of Brokers 


The Independent Movers & Warehousemens’ Association, 
Inc., and a group of household carriers joining with John F. 
Ivory Stcrage Co., Inc., have filed briefs with the Commission 
in Ex Parte MC-39, Practices of Property Brokers, suggesting 
rules to be bet up by the Commission to govern such brokers, 
the parties all taking a position critical of the brokers. 

The association asked the Commission to find that it had 
power to establish rules for brokers, their charges, payments 
made by motor carriers and that public interest demanded the 
adoption of such rules. Other findings asked were: 


As for services rendered to the shippers, the charges therefor should 
be made to the shippers and no to the brokers. 

That brokers should be obliged to inform the shipping public 
either by notice printed in bold lettgrs on its own order for services 
or by honest advertising that it does not provide an actual trans- 
portation service. 

Brokers should be obliged to submit to shippers the names of quali- 
fied carriers from which list the shippers should be empowered to make 
his own choice and selection. In addition, the broker should be obliged 
to advise the shipper of the differences, if any, in the rates and charges 
of the said carrier. 


Misleading and untruthful advertising which tends to create the 
impression that the broker provides an actual transportation service 
should be a ground for revocation of a brokerage license. 


Rules proposed by the Commission should be amended to 
define the term “bona fide agent” in such manner as to avoid 
any implication or inference that the exchange of shipments 
among carriers constitutes brokerage; and that in no event may 
the 5 per cent brokerage fee be exceeded, said Indpendent. 

Similar suggestions were made by John F. Ivory and the 
group joined in the Ivory brief. 

This group said the practices prescribed by the rule estab- 
lished by the Michigan Public Utilities Commissioner, predeces- 
sor of the Michigan Public Service Commission should be 
encouraged and brokers at the very least should be carefully 
regulated generally and definitely limited as to fees and com- 
missions exacted from carriers. 


The suggestions of this group were made after it had 
argued that the activities of brokers of household goods should, 
if possible be eliminated, whehter or not they were also car- 
riers. From the testimony of household goods carriers, said the 
group, it was apparent that the broker of household goods con- 
tributed nothing to the industry ‘but only deprives the carriers 
of revenues to which they are entitled and would otherwise 
obtain.” Such testimony, it continued, established that there 
was nothing a broker of household goods did that could not be 
done better by the carriers themselves. 


Joined with the Ivory Co. were: Grand Rapids Storage Co.; 
Premier Motor Transportation Co.; P. Van Haaren & Sons 
Storage Co.; Harris Transportation & Storage Co.; Milne Bros.; 
General Tariff Bureau, Inc.; and J. Norman Geipe. 





Steel Fabrication in Transit 
Question Discussed 


Whether or not the fact that, in the process of flattening 
a steel plate, it was tempered and hardened to remove stresses, 
made inapplicable a tariff provision, granting transit for bend- 
ing, burning, cutting, drilling, shearing, and straightening, is 
discussed in a brief filed with the Commission by the com- 
plainant in No. 29309, Great Lakes Steel Corporation vs. New 
York Central Railroad Co. 


The steel plates involved were shipped from the com- 
plainant’s plant at Detroit to the E. C. Atkins & Co. plant at 
Indianapolis which had equipment to temper, harden and flat- 
ten the plate in one operation, complainant saying it did not 
have such equipment. The complainant said the sole reason 
for the arrangement with Atkins was to have the steel flattened 
because, had the heat-treating been formed at its Detroit plant, 
Atkins would have had to heat-treat it again in order to 
siraighten it. 

“This would not have hurt the plate at all but it seems 
silly to say that if it had been heat-treated at complainant’s 
plant, the tariff would have been applicable because all that 
Atkins would have done would have been to flatten it when in 
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flattening it would have to be reheat-treated,” said the com- 
plainant. 


Flattening was the same as straightening a plate, the com- 
plainant said. 

As to shipments that moved out of Indianapolis on govern- 
ment bills of lading, the complainant said the question of the 
applicability of a transit tariff to shipments moving inbound 
on commercial bills of lading and outbound on government 
bills was before the Commission in No. 29165, Great Lakes 
Steel Corporation vs. Baltimore & Ohio Railroad Co. et al., 
and conceded that the final decision in that case would apply 
to shipments shown in its exhibit that moved out of Indianap- 
olis on government bills of lading, and added that, under the 
circumstances, it did not believe argument on the question 
necessary. 

The complainant asks the Commission to find that fabrica- 
tion of the steel plate by Atkins for its account was fabrica- 
tion in transit under the involved transit rule, that the transit 
privilege was available on all shipments listed in its exhibit, 
and that it is entitled to a refund of $45,509.56. 


Special Permissions for Lake 
Auto Movement Filed , 


Movement of cars from Ford plant in Buffalo to Cleve- 
land because of lack of highway equipment involved 
in one application group; request for authority to pro- 
vide alternative truckaway and tow-bar service be- 
yond Buffalo subject of another application 


Anticipations of a heavy movement of automobiles on the 
Great Lakes, partly by reason of insufficient motor carrier 
equipment, has led to the filing of special permission applica- 
tions with the Commission to prepare for the opening of navi- 
gation. 

E. J. Malm, in his special permission application No. 3, asks 
authority to publish a joint tariff for account of the Detroit & 
Cleveland Navigation Steamship Co., T. J. McCarthy Steamship 
Lines for itself and as managing agent of Automotive Trades 
Steamship Co., and Nicholson Transit Co., carrying a rate on 
motor vehicles, including automobiles, trucks, etc., between 
Buffalo, New York and Cleveland, of 32 cents per 100 pounds, 
minimum 50 vehicles per boat. The rate will be published in 
Malm’s I. C. C. No. 3. 

The agent said the only other automobile carriers involved 
were the Great Lakes Transit Corporation and Nicholson-Uni- 
versal Steamship Co., and that these lines had advised they 
did not care to participate in the particular movement. In 
explanation, he said: 


The Ford Motor Co. has a large manufacturing plant at Detroit, 
Mich., from which they ordinarily supply the Cleveland area. They 
also have an assembly plant at Buffalo, N. Y., and due to some produc- 
tion problems, they have just advised us that they are desirous of 
supplying the Cleveland area from their Buffalo plant. The movement 
from the Buffalo plant is handled by a highway common carrier to 
all points within a radius of about 200 miles. 

Due to the shortage of highway automobile convoy equipment, which 
is very acute at this time and the steady increase in production of 
Ford cars, the Ford Motor Co. find it expedient to use water service 
from Buffalo to Cleveland in order to alleviate the pressure on the 
convoy equipment. By doing this they are able to give their highway 
carrier all the business he can handle to. interior points where no 
water service is available. 


The rail rate from Buffalo to Cleveland, said Mr. Malm, was 
39 cents per 100 pounds, but added the Ford Co. advised they 
did not ordinarily use rail for short hauls such.as this, so there 
was substantially no competitive situation involved. He said 
the navigation season on Lake Erie would open between the 
first and 15th of April and it was the desire of the steamship 
lines to have rates in effect with the opening in order to give 
the shipper an opportunity to use this additional water service 
“which is sorely needed.” 

The 32-cent rate represented a reduction for Detroit & 
Cleveland and Nicholson, he said, D. & C. having no rates in 
effect at the present time as its former tariff was canceled in 
1942. With Nicholson, he said, it was an initial rate as this 
was a new line. It would be an increase for T. J. McCarthy, he 
said, “as they apparently, through oversight, did not cancel their 
tariff that was issued in 1942.” 

McCarthy Steamship said its rates were still in effect, but 
that the basis named in those issues under present costs of 
operations and in relation to the new rate structure being es- 
tablished on automobiles, made them obsolete. It was asking 
special permission to cancel its I. C. C. No. 11. 


Truckaway and Tow-Bar Service Beyond Buffalo 


W. E. Emblidge, for all carriers parties to Lake Erie Tar- 
iff Bureau MF-I. C. C. No. 29 asked special permission in his 
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application No. 5 to put into force a provision on one day’s 
notice, amending item 15, page 3, by including a new paragraph 
(c) to read that “the rates named in this tariff or as amended 
will also apply on a combinatoin service beyond Buffalo 
(Dock) N. Y. of truckaway and tow-bar. This service will be 
performed only upon specific request of consignor or consignee.” 
In justification, he said: 


The opening of the 1946 season of navigation is scheduled to occur 
not later than April 15, and it is now clearly evident that there is a 
serious shortage of automobile-carrying equipment which will cause 
overwhelming congestion at the lake ports, unless the above outlined 
alternative service provision is allowed to become effective. The estab- 
lishment of the proposed provision will relieve this condition and 
facilitate the prompt movement of traffic until such time as the motor 
carrier participants are enabled to augment their war-depleted automo- 
tive transportation equipment. 


Mr. Emblidge said E. J. Malm would be the next agent, 
and was engaged in compiling and issuing tariffs in a new se- 
ries that would supersede the Emblidge MF-I. C. C. No. 29. 
Meanwhile, he said it would be necessary ‘to issue the supple- 
ment to his tariff over the name of R. S. Selby, agent, as the 
bureau had not been able to obtain all powers of attorney. He 
said Mr. Malm’s new issue would include the provisions pro- 
posed, but as it would not become effective until after naviga- 
tion had opened, it was desired in the interim to eliminate the 
lack of authority for the proposed alternative service. 


Railroads Oppose Transit Under 
Hoch-Smith Grain Case Order 


Say one-factor all-rail through rates not intended by 
Commission to include transit service. Proper solu- 
tion to situation created by order is to go back to 
rate-break system, according to the railroads. Rail- 
orads reply to New Orleans petition 


Instead of ordering free transit in connection with what 
they called “unduly low and illogical overhead rates,’ from 
Pacific Coast and Montana points to the south, the Commission 
should cancel its requirement to establish such rates, claimed 
to be an exception to the rate-break basis of rates generally 
in effect, said railroads serving the northwest in reply to peti- 
tions of various grain interests for an order requiring the rail- 
roads to publish transit privileges under the one-factor through 
rates prescribed by the Commission in I. and S. No. 4208, 
Grain to and between Southern Territory, and No. 17000, Part 
7-A, Grain and Grain Products to and within Southern Terri- 
tory and associated cases. 

The Great Northern, the Northern Pacific, the Union Pa- 
cific, and the Milwaukee were replying to petitions of the Min- 
neapolis Traffic Association; Pillsbury Mills, Inc.; Colorado 
Milling & Elevator Co.; Board of Trade of the City of Chicago; 
Globe Mills; Milwaukee Grain & Stock Exchange; and Ballard 
& Ballard and others. The Southern Grain and Grain Products 
Traffic Council has also filed a petition with the Commission 
for an order requiring the railroads to afford transit privileges 
in connection with the one-factor through all-rail rate from 
Pacific Coast and Montana origins to Southern Territory. 

The carriers said the rates required under the Commis- 
sion’s order, now postponed to May 1, would be published with 
no transit privileges attached, and that the petitioners afore- 
mentioned had asked the Commission “to require these re- 
spondents to grant free transit privileges on the overhead 
rates when published.” They said they did not believe the 
Commission had required transit privileges in connection with 
the prescribed rates. 

“The prescribed rates will reduce the combination rate 
from the North Coast to Atlanta from 99 cents to 88 cents, 
and from Great Falls in the Central Montana group, to At- 
lanta, from 89.5 to 85 cents,” said the railroads. “The rates 
above mentioned are prior to the increases under Ex Parte 123, 
and with said increases the 88-cent rate becomes 92 cents and 
the 83-cent rate becomes 89 cents.” 

The 92-cent rate, they said, was unduly low, and referred 
to a ton-mile and car-mile earnings exhibit attached to their 
reply. This exhibit compared those earnings under Commis- 
sion prescribed rates on flour from origins in Washington and 
Oregon to Atlanta, and earnings under present rates to equi- 
distant points east of Chicago. From Wilson Creek, Wash., to 
Atlanta, 2663 miles, the statement showed the 92-cent rate 
yielding 17.8 cents per car-mile, and 6.91 mills per ton-mile, 
while the rate to Herkimer, N. Y., 2662 miles, 96% cents, 
yielded 18.7 cents per car-mile and 7.25 mills per ton-mile. 
A dozen such comparisons were contained in the statement, 
eech showing lower earnings under the prescribed 92-cent rate 
than under the present rates. 





TRAFFIC WORLD 


It was one thing to grant free transit on such rates as had 
been approved to Trunk Line Territory, and another to grant 
free transit on such low overhead rates as the Commission 
prescribed from the north coast and Montana to the south, 
said the railroads, adding that “the 88-cent rate makes an 
11-cent reduction in the existing rate of 99 cents.” To go fur- 
ther and require free transit privileges would result in unrea- 
sonably low rates for the service performed, they said. 

“To grant free transit at Minneapolis and other markets 
enroute from the north coast and Montana to the south on the 
overhead rates prescribed by the Commission, will of course 
result in establishing a dual system of transit balances and 
proportional rates at the primary markets, a thing the Com- 
mission has repeatedly condemned,” continued the railroads. 
“On the other hand, if the interior milling points are given free 
transit and the primary markets like Minneapolis are not, the 
primary markets will claim that the interior milling points are 
preferred.” 

The railroads continued: 





















On page 785 of its report in 259 I. C. C. the Commission made it 
quite plain that this 88cent all-rail overhead rate was arrived at by 
equalizing an.assumed rail-ocean-rail rate between the same points. 
Petitioners in support of their applications quote the following portions 
of the Commission’s findings on page 786: ‘‘It is to be assumed that 
the rail carriers will make any reasonable change in their transit rules 
that may be found necessary to attract this traffic, and to insure a 
reasonable adjustment as between competing millers on their rails in 
the same group.’’ The extent’to which a rate adjustment should be 
published to meet competition of other types of transportation is one 
for the managerial discretion of the carriers, and we do not believe 
the Commission can lawfully predicate and order solely on a basis of 
requiring rail carriers to meet competition of water carriers. That 
is something the carriers may do in their discretion so long as they 
are not violating any part of the act, but it is not a thing that can be 
compelled.... 












After quoting a number of authorities in support of that 
viewpoint, the railroads said that, since February 13, 1945, 
when the Commission prescribed the 88-cent rate, handl:ng 
charges in connection with rail-ocean-rail traffic had increased, 
and said it could reasonably be expected that the ocean rates 
themselves would go up, referring to the petition recently filed 
with the Commission by the War Shipping Administration and 
the Maritime Commission for an investigation of competitive 
rail rates because of a needed upward revision of coastwise 
and intercoastal rates (see Traffic World, March 23, p. 822). 
If the 88-cent rail-ocean-rail rate went up, the 88 cent all-rail 
overhead rate prescribed by the Commission would still be in 
effect, the railroads said, adding that “this shows how illogical 
it is to establish an all-rail rate by equalizing a rail-ocean-rail 
rate presently in effect.” 

The railroads continued: 













The only legical and practical solution to this whole problem is 
to withdraw the requirements of overhead rates from the north coast 
group and Montana to the south and thus remove the exception to the 
rate-break basis of rates generally in effect. By requiring rates from 
this original territory to the south to remain on the rate-break basis 
the Commission will be reducing the 99-cent combination rate from 
the north coast to Atlanta (prior to Ex Parte 123 increases) to 95 cents, 
this 4-cent reduction being due to the 4-cent reduction made by the 
Commission in this proceeding in the proportional rate from Memphis 
to Atlanta. Furthermore, the rates will then be on the rate-break basis, 
and Minneapolis, Chicago, and other markets will have the equivalent 
of transit, and the interior millers will be given transit in accordance 
with the prevailing practice where rates are established on the com- 
bination basis. 












Reply to New Orleans Petition 


Western and southwestern railroads, replying to a petition 
of the New Orleans Traffic and Transportation Bureau for 
clarification of the report and order in I. and S. No. 4208, 
said the tariffs to be filed in compliance with the report and 
order would respond to the intent of the Commission and that 
“any impression to the contrary is supported by rumor only.” 

Observing that the New Orleans petition dealt with Texas 
origins, the railroads said they were enjoined from disturbing 
the existing equalization of rates from Texas origin points, 
and that this equalization was specifically and plainly defined 
by the Commission to be the equalization of rates to the extent 
it now existed in a sectional-plan tariff. Clarification was un- 
necessary, they said, and that the real purpose of the New 
Orleans petition was apparently “to secure concessions not 
now nor heretofore granted.” They said New Orleans seemed 
to want the Commission to short-haul the originating carriers 
on a substantial volume of traffic moving from the Texas Pan- 
handle. They continued: 























Shipments originating in Texas and moving on grain and grain 
products rates into the south mostly consist of flour made from wheat. 
Wheat production in Texas is confined largely to the northern section 
of the state of which the Panhandle is the most important part from 
the standpoint of volume. Throughout the proceedings there was subtle 
effort on the part of several interests, by proposed group rearrange 
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ment and by other means, to combine the areas in Texas in which 
coarse grains are produced with the Texas areas in which an abundance 
of wheat is produced. While Texas is predominantly a producer of 
coarse grains, it does not produce enough of such grains for its own 
consumption. On the other hand, a substantial portion of the wheat 
produced in Texas moves as products to points outside the state. The 
purpose of such maneuvering was obvious. The proposed narrow groups 
extending across the state from north to south and simple average dis- 
tances would, from a distance-rate standpoint, have placed the areas of 
wheat production in Texas along the Gulf of Mexico rather than in or 
near the Texas Panhandle and considerably closer to New Orleans than 
to the natural gateway for the Texas wheat-flour movement to the south. 
By such covering up of the facts equalization of the rates on wheat 
would have appeared to be somewhat plausible. But the evidence 
showed that, based on wheat production in Texas, the weighted average 
distance to New Orleans exceeds the weighted average distance to 
Memphis by approximately 100 miles. 
























The railroads said it was grain to be exported that utilized 
the grain-handling facilities at New Orleans. The managers 
of the New Orleans bureau, they said, “habitually are feverish 
to proclaim achievement, superficial as well as substantial,” 
but the interest of New Orleans, except as a destination, in 
the domestic grain-rate adjustment had been manifested by 
them alone. At the hearing held for convenience in New 
Orleans, the railroads said, “not a single direct representative 
of any handler, merchandiser or distributor of grain and grain 
products” took sufficient interest in the proceedings to appear 
and present evidence. 

“Wheat is not manufactured into flour or other products 
at New Orleans,” they continued. ‘New Orleans has no flour 
mills. It would be rare, if at any time, that a carload of wheat 
to move through New Orleans would ever be intercepted at 
New Orleans and later distributed to destinations in the 
south.” 




















Hoch-Smith Grain Case Orders 


By orders in I. and S. No. 4208, Grain To, From and Be- 
tween Southern Territory, and No. 17000, Rate Structure In- 
vestigation, Part 7-A, Grain and Grain Products To and Within 
Southern Territory, embracing a number of proceedings in 
what is generally referred to as the “Hoch-Smith Southern 
Grain Case,” the Commission has postponed the effective date 
of its order in those proceedings to May 15 from May 1, and 
received and filed certain petitions, as follows: 











North Pacific Millers’ Association, petition for an order requiring 
the carriers to allow transit privileges in connection with one-factor 
through rates prescribed from Pacific Coast points and Montana points 
to southern destinations. 

Milwaukee Grain and Stock Exchange, Milwaukee, Wis., petition for 
an order requiring establishment of transit arrangements at inter- 
mediate points in connection with rates prescribed from Pacific north- 
west points and points in Montana to destinations in Southern Territory. 

Merchants Exchange of St. Louis, Mo., petition for order requiring 
carriers to allow transit at St. Louis and East St. Louis, Ill., on the 
one-factor rail rates prescribed from transcontinental territory to the 
south. 

Duluth Board of Trade, petition for reconsideration. 













The Commission ruled that replies to the petitions might 
be filed as provided in rule 23 of its general rules of practice. 








Eastern Motor Rate Increase 
Proposal Opposed 


Colgate-Palmolive-Peet Co. has asked the Commission to 
suspend Middle Atlantic States Motor Carrier Conference mas- 
ter tariff No. 4, and various supplements to its tariffs, and 
Grinnell Co. has asked the Commission to suspend New Eng- 
land Motor Rate Bureau master tariff No. 4, and Eastern Motor 
Freight Conference tariff No. 3, proposing to make effective 
April 15 substitute increases for the present emergency in- 
creases of Middle Atlantic and New England carriers. 

The New England Motor Rate Bureau has filed a petition 
for the allowance of “an interim increase” and for a general 
investigation. 

Colgate said it would be injured by the proposed increase 
in all class and commodity rates of 15 per cent on shipments 
of less than 6,000 pounds and of 4 per cent on shipments 6,000 
pounds or more because it moved a considerable volume of 
both truck-load and less-truckload shipment from its Jersey 
City plant to customers in Middle Atlantic territory. Approxi- 
mately 90 per cent of its less-truckload shipments weighed less 
than 6,000 pounds, it said, and that to increase rates on those 
Shipments by 15 per cent while increasing heavier shipments 
only 4 per cent would subject the former to undue and un- 
Teasonable prejudice and advantage and give undue preference 
and advantage to the latter. It had been obliged to absorb 
Steacily mounting labor and raw material costs, in addition 
to prior increases granted motor carriers, Colgate said, “without 
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any price relief which would permit passing a part of the 
increased cost along to the consumers... .” If, after investiga- 
tion, the Commission found an increase necessary, it should 
prescribe that increase uniformly applicable to all tonnage, said 
Colgate. 

Grinnell Co., Inc., said it owned manufacturing plants at 
Providence and Cranston, R. IL, that the master tariffs op- 
posed would create increased rates ranging from about 11 per 
cent to 75 per cent over the basic freight rate structure, ex- 
clusive of the emergency rate increases now extended to June 30. 
It said the Commission had never issued other than stop-gap 
reports in the general investigation of New England motor 
carrier rates, Ex Parte MC-22, initiated in April, 1938, and 
asked that the protested tariffs be suspended pending an in- 
vestigation to determine any increases or adjustments in the 
light of facts and conditions to be adduced. 

The New England bureau said that, early in January, it 
became certain that further advances were necessary and that 
the general rate committee had voted to increase the existing 
level as provided by the basic rates and emergency increase 
by a further 10 per cent on all classes of freight and weight 
breakdowns and to submit the question of further advances 
to the Commission for investigation. The 10 per cent increase, 
it said, would only serve to add to the carriers’ revenue for 
the entire year 1946 about 6.6 per cent over what they would 
receive for the entire year from the present rates and the 
emergency charges, assuming that the latter were extended for 
the balance of the current year. Impending increased costs 
for labor and material and falling traffic volume would make 
invalid an assumption that an advance yielding 6.6 per cent 
would produce an operating ratio for 1946 equivalent to com- 
puting it by increasing the 1945 revenues by 6.6 per cent 
without adjusting expense, said the bureau. Any delay in the 
application of the interim adjustment provided by the tariffs 
would be irrevocably fatal, it said. 

After reviewing volume and costs and referring to exhibits 
filed in connection with the emergency increases, the bureau 
said that “the problem is no longer whether men will or will 
not stay in business under such conditions, failing a chance of 
success or for profit. It is becoming clear that they cannot.” 


Denial of Rate Increase 
Show Cause Order Asked 


North Dakota interests say request of western motor 
carriers aimed at increasing competitor’s rates 20 
cents a 100 pounds to cover pick-up and delivery 
demonstrates that motor carriers cannot operate as 
efficiently as their competitors. Trace demand to 
fact motor carriers originally instituted free service 


When western motor carriers established rates in 1936 
providing for free pick-up and delivery at their competitors’ 
line-haul rates, they knew their competitors were not making 
store-door delivery and pick-up, said North Dakota interests, 
in a reply asking denial of a petition of three western motor 
freight bureaus that the Commission require forwarders and 
railroads and motor carriers operating west of the Mississippi 
River to show cause why their charges should not be increased 
20 cents a 100 pounds to meet the cost of pick-up and delivery 
service (see Traffic World, March 16, p. 747). 

“The simple contention of the motor carriers in other 
words is, that all of the money covered by the 20 cents per 
100 pounds additional charge which they seek to have added 
to their competitors’ rates is to be paid out for the performance 
of a service for the shipping public,” said the North Dakota 
interests, in part. “These motor carriers have no qualms of 
conscience in connection with their contentions that $4.00 per 
ton be added to the costs of handling 1. c. 1. freight of their 
competitors all of which must be borne by the shipping public. 
It is difficult for the shipping public to comprehend the sub- 
stantial interest in the public interest that these motor car- 
riers evince in connection with their competitors’s traffic and 
revenue.” 

The motor carriers had apparently lost sight of the potency 
of private transportation as a limiting factor on the rates of 
common carriers, said the North Dakota interests, quoting 
former Commissioner B. H. Meyer on this topic as reported in 
The Traffic World, February 23, p. 543. 

“It is thus demonstrated that it is entirely possible due to 
competition of private and contract motor carriers that the 
railroads and freight forwarders might be unable to obtain any 
substantial volume of 1. c. 1. traffic under a penalty of 20 cents 
per cwt. of $4.00 per ton over their present line-haul rates,” 
they continued. “Petitioners herein seem to have entirely over- 
looked the major role of the private hauler in the postwar era.” 
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In electing to meet their competitors’ rates and in addition 
inaugurating pick-up and delivery service, the motor carriers 
had created a condition where their competitors were forced to 
meet the free pick-up and delivery service by establishing that 
service and at the same time maintaining their line-haul rates 
that were on a par with motor carrier rates, said the replicants. 

They contended no carrier had vested right to the han- 
dling of any particular form of traffic and that the motor car- 
riers’ insistence on the increase in their competitors’ rates 
demonstrated “the inability of these motor carriers to conduct 
their operations as efficiently and economically as their com- 
petitors and for no other reason,” adding that the interstate 
commerce act did not specifically provide for the institution of 
an investigation at the request of one form of transportation 
over another form to determine the reasonableness of pick-up 
and delivery rates. The adequate remedy, they said, was a 
formal complaint filed with the Commission setting forth spe- 
cific violations of law on the part of their competitors. 

Joined in the reply were Minot Association of Commerce; 
Chamber of Commerce of Fargo; Farmers’ Educational and 
Cooperative Union of America; Traffic Department; Grand 
Forks Chamber of Commerce; and the Public Service Commis- 
sion of the State of North Dakota. 


Traffic League Asks Denial 


The broad questions sought to be raised by the three west- 
ern motor freight bureaus in their petition for a rule to show 
cause why rates of railroads, forwarders, and motor carriers 
should not be raised 20 cents per 100 pounds to take care of 
pick-up and delivery costs could only be settled in a general 
investigation with full hearings, such as the motor classiucation 
and class rates proceedings now pending in MC C-150 and MC 
C-200, said the National Industrial Traffic League, in a reply 
asking denial of the petition (see Traffic World, March 16, p. 
747). 


The League linked the petition with one previously filed 
by the American Trucking Associations and 13s motor tariff 
bureaus, including the three involved in the instant petition, as 
well as the previous petition filed in No. 28300, Class Kate 
Investigation, 1939, and No. 28300, Consolidated Ciassitication in 
which, the League said, motor carriers sought similar ultimate 
relief—increase of railroad 1. c. 1. rates with pick-up and deliv- 
ery service (see Traffic World, Jan. 12, p. 63, and Feb. y, p. 
360). The League said the instant petition disclosed no refer- 
ence to the prior petition nor explanation for again petitioning 
the Commission. ‘he present petition had no independent merit 
or substantially different aspect that would justify the petition- 
ers in obtaining the same sort of relief as sought in the earlier 
petition, it said. 

“The dolor of the whole showing of the petitioners is that 
motor carriers are going broke because the railroads are not 
charging enough,” said the League, at one point. “here is no 
proot that this is so and it is earnestly questioned by the 
League: But if the rates maintained by the railroads are not 
unlawfully low, and they reflect recent Commission decisions, 
the fact that with the existence of those rates and the competi- 
tion of the railroads the motor carriers are losing money (on 
the entire business of the motor carriers) affords no basis for 
any emergency expedited relief and no basis for any order such 
as sought by petitioners.” 

The League observed that the ultimate object of the peti- 
tion—a minimum rate order prescribing the 20-cent higher rates 
to cover pick-up and delivery service tor the railroads and the 
motor carriers—would be illogical “to some extent absurd, 
would require the Commission to stultify itself and would treat 
as though they were unwilling respondents the motor carriers 
who are members of the petitioning organizations and who are 
really petitioners.” 

Against the railroads, continued the League, such a mini- 
mum rate order would be stultifying, observing that present 
class rates were the result of Commission orders in. the: two 
general cases “which alone are mentioned” in the petition, 
the Consolidated and Western Trunk Line class rate cases. The 
petition discreetly avoided any mention of the decision in No. 
28300, said the League, adding that in the ad interim class rate 
revision the Commission in that case had found that the class 
rates within the western area as maximum should be reduced 
10 per cent. It added that the report expressly dealt w.th the 
matter of pick-up and delivery services and increased the min- 
imum charge on individual pick-up and delivery shipment to 
75 cents. 

“As applied to railroad respondents,” continued the League, 
“the petitioners herein seek a minimum rate order on the basis 
of 20 cents per 100 pounds increase in present 1. c. 1. rail rates 
which the Commission has recently determined ought to bé 
reduced 10 per cent as maximum. Recognizing the principle of 
a zone of reasonableness of rates, the League suggests it is little 
short of absurd to ask the Commission to enter a minimum rate 
order of such character and terms against the railroads.” 
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freight forwarders was predicated on no showing beyond the 
mere assertion that the allegations with respect to rail and 
truck rates were true with respect to freight forwarders to the 
extent such rates were predicated on the rates and charges of 
railroads and motor carriers, the League said that “the peti- 
tioners are asserting that the less-carload railroad rates are too 
low as compared with the carload rates and that the spread is 
insufficient to reflect the difference in cost.” It said that if the 
spread between the carload and 1. c. 1. on a large volume of traf- 


fic was sufficient so that the freight forwarders could step in and! 


take traffic away, there seemed the highest inconsistency in the 
petitioners’ suggestion that the railroads were losing money on 


the 1. c. 1. traffic, that the spread over carload rates should he) 


increased and that the freight forwarders should be required to 
raise their rates. 

“As applied to the motor carriers themselves, the League 
observes that petitioners’ rates—excepting in the northern por- 
tion of the described area—have not been fixed by the Com- 
mission in general orders and in here seeking an emergency 
minimum rate order ‘against’ themselves petitioners are in sub- 
stance asking a reversal of the burden of proof under section 
15 (11),” said the League. 

It seemed presumptuous for the motor carriers to ask for 
an order fixing as minimum rates, below which they should not 
go, an increased basis of rates devised for application by rail- 
road, it said. 

Referring to anticipation by the motor carriers of the 
League’s objections, and their mention of the fact that the 
League had endorsed blanket percentage-wise increases in rail- 
road rates, although such blanket increases created individual 
inconsistencies and discriminations, the League said: 


The League responds that on each such occasion, its action has been 
predicated upon the fair requirements of the railroads, the costs and 
conditions of railroad transportation. It is quite possible that under 
similar circumstances the League would support motor carriers in pro- 
posals of increases in their rates appropriate to reflect the costs and 
circumstances of motor transportation and to afford adequate revenues 
for the motor carriers. 


Following this it spoke of its intention to participate in the 
motor carrier classification and class rate proceedings, MC 
C-150 and MC C-200. 


Price Administrator Wants Dismissal 


The Price Administrator, replying to the petition, asked 
that the petition be dismissed “(1) because the requested order 
to show cause is misdirected for the reason that railroads and 
freight forwarders have no apparent reason for opposing the 
increases of rates, (2) because the petition is based upon un- 
warranted assumptions of fact and principle, and (3) because 
the proposed increases of rates are beyond any conceivable 
needs ot the carriers and therefore inflationary.” 

Developing his second point, the Administrator said the 
unwarranted assumptions were that pick-up and delivery costs 
average 20 cents per 100 pounds; that the comparisons of car- 
load with less-than-carload rates in the petition had some re- 
lationship to cost of service; and that rate increases should be 
permitted merely upon a showing of the particular cost of a 
part of theeservice. He quoted from a cost study of representa- 
tive motor carriers in Western Trunk-Line Territory issued by 
the Commission’s Bureau of Transportation Economics and Sta- 
tistics in January, as showing “both collection and delivery 
costs” ranging from 14.628 cents up to shipments weighing 5,999 
pounds to 4.808 cents on shipments weighing over 20,000 pounds. 


Motor carrier truckload and less-truckload rates had always 
included pick-up and delivery service as integral parts of the 
services performed, he said, and that the question was whether 
the rates as a whole should be increased by 20 cents per 100 
pounds. When considered alone, those costs constituted ‘‘a false} )° 
issue” that would befog any proceeding to determine the rea-}, 


sonableness of the proposed rates, he contended. 


Applying the proposal to the data for the carriers in the 
aforementioned cost study, the Administrator said it would 
bring an increase on the traffic affected of $41,212.79, reducing 
the operating ratio of 97 to 76.5 per cent, or 20.5 points re- 
duction in operating ratio resulting from the proposal. He 
said even if the petitioners’ operating ratio was 101 for 1945, 
and 109.5 for the fourth quarter of 1945, their proposal was 
obviously extravagant, particularly in view of their contention 
that the situation was one of emergency rather than of pel- 


manent adjustment. 


Among other things, the Administrator said that the tem- 
porary revenue problem could be handled by increases of thell 
own rates, if necessary, as he said had been done in the central 


states. 


The Iowa State Commerce Commission, in a reply of less 
than a single typewritten page, said the rule to show cause 
should be denied and no other action thereon taken. It adopted 


the reply of the National Industrial Traffic League. 






After saying the request for minimum rate relief against) 
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Assignment of the examiner who conducted the hearings 
in Ex Parte MC-22, Motor Carrier Rates in New England, to 
administrative duties as chief of the Commission’s section of 
complaints in the absence of the former chief of the section, 
serving with the air forces, was the explanation offered by 
Chairman Barnard, of the Commission, and by Commissioner 
Aitchison, in reply to a letter written by a Connecticut manu- 
facturers’ association, criticizing the handling of that proceed- 
ing, instituted in 1938. The association charged that the ship- 
pers and motor carriers would have reached an agreement oh 
classifications and rates with comparative ease in the absence 
of the motor carrier act, as administered by the Commission, 
and expressed a lack of confidence in the Commission to deal 
adequately with the situation. 

Norris W. Ford, executive vice-president of the Manufac- 
turers’ Association of Connecticut, Inc., Hartford, Conn., ad- 
dressed the Commission’s chairman and said it had been voted 
by the association’s traffic committee that the chairman be 
informed of the dissatisfaction on the part of shippers in Con- 
necticut with the Commission’s handling of the proceeding and 
“its failure to treat decisively with the motor carrier rate situa- 
tion in this territory.” 

The letter was referred to Commissioner Aitchison for 
reply. He explained the reason for the delay in the publication 
of the report and said that as the examiner had been relieved 
of all other duties, a proposed report might reasonably be 
expected “within the next month.” The Commission, he said, 
would do everything in its power to afford expedited handling 
of the case. 

Mr. Ford had also sent a copy of his letter to the Com- 
mission’s chairman to Representative Ryter, of Connecticut, 
who asked that he be furnished with such information was 
pertinent to the inquiry. 

In reply to Mr. Ryter, Mr. Barnard explained the assign- 
ment of the examiner to administrative duties. He said the 
former chief of the section of complaints had now returned to 
his duties and that the examiner had been relieved of all ad- 
ministrative duties until he had completed the proposed report. 
Mr. Barnard also expressed the anticipation that the report 
would be ready within the next month and that the proceeding 
would be handled with ‘the greatest expedition possible here- 
after.” 

In his letter, Mr. Ford recalled that the investigation had 
been instituted in April, 1938, and said extensive hearings had 
been held at various New England points and in Washington. 
He continued: 
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The cost of the preparation of testimony, exhibits, briefs and other 
formal documents, the cost of travel and the time spent at these 
hearings on the part of representatives of the motor carriers and 
shippers would easily be in excess of $100,000; (2) during the entire 
eight years that the investigation has been in progress, the Commission 
has never issued other than stop-gap reports; (3) an examiner’s pro- 
ing 5,999 posed report was issued in 1941 which, in general, met with the 
) pounds approval of the majority of shippers and carriers in New England 
p ‘| but was never acted upon by the Commission; (4) there has been no 
1 always} action whatsoever taken by the Commission since the further hearings 
is of the}to bring the record down to date were held in March of 1944; (5) the 
whether} New England Motor Rate Bureau, in cooperation with shippers, was 
per 100} the first transportation agency in the country to make a real attempt 
| “a false to develop a classification that reflects the carrying qualities of freight 
the rea- 


by truck and a rate structure based on the cost of transportation by 
Motor vehicle. 
























rs in the 
it would 
reducing 
oints re- 
osal. 
for 1945, 
osal was 
ontention 
n of per- 


In view of these circumstances, Mr. Ford continued, it had 
been concluded that, in the absence of the motor carrier act, 
as it had been administered by the Commission, motor carriers 
and shippers would have found it a comparatively easy matter 
'o agree on a classification and schedule of rates more nearly 
Meeting present day conditions. He added that the principles 
embodied in the New England proposals had been endorsed by 
shippers throughout the country, including the National Indus- 
trial Traffic League and the New England Traffic League. 

A further conclusion reached, he said, was that the most 
recent record, April, 1944, would be obsolete before any report 
Was issued by the Commission and that “based on past experi- 
nce, industry in Connecticut has little confidence in the ability 
of the Interstate Commerce Commission to deal adequately 
With the situation as a result of further investigation.” 

A third conclusion set forth by Mr. Ford was that, “had 
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the Interstate Commerce Commission functioned as the public 
has a right to expect it should, the greater part of the chaos 
now existing in the motor truck industry would have been 
eliminated and the rates would have been stabilized on a basis 
more nearly equitable to all classes of shippers.” As the 
fourth conclusion, Mr. Ford set forth the following: 


That unless some satisfactory relief is afforded in the near future, 
representations be made to Congress and congressional committees 
to the end that industry in Connecticut shall not be further hampered 
by your Commission’s failure to function. 





Proposal to Exempt Motor Service 
on Air Freight Criticized 


A. T. A. Regular Common Carrier Conference says 
Examiner Waters’ recommendation that deliveries 
by motor carrier in New York area be found “inci- 
dental” to air freight service is dictionary construction 
of the word, ignoring the regulatory pattern of sec- 
tion 203 (b) of the act 


Accepting the recommendation of Examiner David Waters 
in MC 106028, Sky Freight Delivery Service, Inc., Common 
Carrier Application, that the applicant’s operations as a carrier 
of general commodities moving on commercial air line or ex- 
press bills of lading between points in New Jersey and New 
York be found exempt from regulation would permit an en- 
tirely new field of motor carrier service to come into being, 
exempt from regulation and in competition with regulated motor 
carriers, said the Regular Common Carrier Conference of the 
American Trucking Associations, Inc., in exceptions filed to the 
proposed report in that proceeding (see Traffic World, Feb. 16, 
p. 450). 

The conference asked the Commission to find that the ex- 
emption contained in section 203 (b) (7a) of the interstate com- 
merce act related only to movements by motor vehicle that were 
intraterminal in nature. It argued that the service of the ap- 
plicant between the airport at La Guardia Field, N. Y., and a 
number of points near Newark, including Newark, such as 
Elizabeth, Hillside, Maplewood. South Orange, Irvington, East 
Orange, Belleville, East Newark, Harrison, Kearny and Bloom- 
field were, almost without exception, in the area the Commis- 
sion found would involve an interterminal rather than an intra- 
terminal movement in New York, N. Y., Commercial Zone, 2 
ME S.. ©: ea; 

The conference confined itself to the interpretation to be 
given by the Commission to section 203 (b) (7a) of the act, 
specifically excepting to the examiner’s conclusion that the 
proposed service was exempt under that section. 

“It is apparent that a basis for arriving at the pattern to 
be followed by the Commission in deciding similar situations 
has not been formulated, the present report being based upon 
application of a dictionary to the act. Such a basis completely 
ignores the regulatory pattern of the entire section,” said the 
conference, ascribing this to the absence of any precise de- 
lineation by division 5 of the Commission of the boundaries 
within which such operations were to be considered exempt. 

The onlv decision that threw any light on the matter, it 
said, was Railway Fxpress Agency. Inc.. Extension—West War- 
wick, R. I., 31 M. C. C. 332, in which, it said, the division had 
found that the transvortation of air express shipments by mo- 
tor vehicle between Providence and West Warwick, a distance 
of 12 miles, was a line-haul operation. and such transportation 
it did not consider to be an “incidental” movement exempt from 
regulation. The conference continued: 


Section 203(b)(7a) was inserted into part II of the act by enactment 
ot the civil aeronautics act of 1938. There does not appear to be any 
Congressional history which would throw light on the meaning to be 
ascribed to that section. It must, therefore, be considered as a part 
and parcel of the entire section 203(b), and treated in like manner as 
the several exemptions contained therein have already been treated. 


A little later the conference said that, in considering the 
exemption in section 203 (b) (8) the Commission had found 
that the purpose of that exemption was to remove from regula- 
tion overations which, although interstate in character. were 
nevertheless of a distinctly local or urban type, termed “intra- 
terminal,” as distinguished from intercity or intercommunity 
operations. Further, it said, the Commission had stated that 
“only that transportation which is performed over. city streets 
may be considered intraterminal in character,” although it 
might be necessary to pass through unimproved land in order 
to operate between points within a commercial zone. A question 
to be resolved, it continued. was whether the proposed service 
fell within the tyne of overation the Commission described as 
‘intraterminal.’”’ It said if like treatment was afforded section 
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203 (b) (7a) as was given 203 (b) (8) the Commission should 
find that the only movements to be afforded an exemption were 
those that were intraterminal in character. Such a finding was 
in harmony with the decision in Railway Express Agency, Inc., 
Extension—West Warwick, R. I., supra, the conference said, 
and continued: 


The examiner’s construction of the word ‘‘incidental,’’ though no 
doubt proper from a dictionary standpoint, forces a conclusion not in 
harmony with proper motor carrier regulation. The matter with which 
we are concerned herein is regulation of motor carriers performing a 
specialized service. The examiner’s use of the word ‘‘incidental’’ as 
establishing a standard to be utilized in evaluating the movement by 
motor vehicle against the line-haul movement by air is most improper. 
Under this fallacious standard, with testimony of record that the average 
domestic haul of the air line supporting the application is some 1,400 
miles in length, and international some 2,000 miles, a motor carrier 
movement of 100 or 200 miles, or even 1,000 miles in length, can be 
said to be comparatively ‘‘incidental.’’ 

Having in mind the examiner’s viewpoint that a line-haul motor 
movement from New York to Newark is exempt, the same reasoning 
would exempt a motor movement from New York to Trenton, N. J., 
or to Philadelphia, Baltimore, Washington or Richmond. For example, 
the reasoning applied in the recommended report would exempt a motor 
carrier movement from Washington to New York, 230 miles, when 
part of a through movement to Boston, the air line moving the ship- 
ment from New York to Boston, 223 miles. Certainly that motor carrier 
movement can hardly be classified as ‘‘incidental,’’ yet that is the 
conclusion that must be drawn from the report. 

An exemption of such a motor carrier operation was certainly not 
the intent of Congress when section 203(b) was placed in the act. 
The exemptions contained therein related to those motor vehicle services 
which are relatively unimportant from a regulatory standpoint, and 
whose absence from regulation will not impair the results sought by 
the national transportation policy. To find that a line-haul movement 
by motor vehicle under section 203(b)(7a) would be exempt does vio- 
lence to the very purpose of the section. 


The applicant, it said, should be found to require a cer- 
tificate. 


Motor Rate Bureau Asks Sugar 
Traffic Data Subpoena 


The New England Motor Rate Bureau, Inc., has asked the 
Commission to issue subpoenas duces tecum requiring the 
Revere Sugar Refinery and the American Sugar Refining Co. 
to furnish certain shipping records for use at a hearing to be 
held April 15, in Boston, Mass., in I. and S. M-2602, Sugar— 
N. Y., N. J.—Sugar Ratings in New England territory. 

._ Replies opposing the rate bureau’s request have also been 
filed by the two sugar companies, American describing the re- 
quest as “unreasonable and improper” and as seeking to im- 
pose on shippers a long, costly, tedious burden,” the net result 
of which would be a “grand fishing party.” 

It was necessary, said the bureau, for the Commission to 
have full knowledge of the volume of movement to all desti- 
nations, and it believed the sugar companies would not present 
evidence of such shipments within the area unless required to 
do so by the commission. 


Oppose Tariff Proposals 
of Pan-Atlantic 


The Secretary of Agriculture and the Price Administrator 
have asked the Commission to suspend two supplements pub- 
lished by Pan-Atlantic Steamship Corporation, to become ef- 
fective April 8, proposing to cancel absorption of a wharfage 
charge of 23 cents a ton at Tampa, Fla., and increasing about 
212 rates affecting approximately 125 commodities. The tariff 
supplements were described by the O. P. A. as: 

Supplement No. 10 to Pan-Atlantic Steamship Corpora- 
tion Tariff I. C. C. No. 99, effective April 8, 1946. 


Supplement No. 19 to Pan-Atlantic Steamship Corpora- 
tion Tariff I. C. C. No. 85, effective April 8, 1946. 


For the Secretary of Agriculture, Charles B. Bowling, 
chief, transportation rates and services division, Marketing 
Facilities Branch, Department of Agriculture, said the sup- 
plements proposed increases for the wharfage and transporta- 
tion of various commodities, including agricultural products 
between New Orleans, Mobile, and Tampa. 

The two protestants observed that there was a lack of 
data on which to justify the proposed increases, the Agricul- 
ture protest saying, among other things, that the publication 
was premature, that there was no assurance that when and 
if steamship service was resumed “even” the increases would 
be proper, and that in practically all instances the increases 
would have to be borne by the producer of agricultural 
products. 
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The O. P. A. said the proposed increased rates in suppie- 
ment No. 19 were to apply on commodities that vitally af- 
fected the cost of living of the ordinary person, naming beans 
and peas, beet pulp, candy, coffee, cotton, drugs and medi- 
cines, fruits and vegetables, etc., and that the increases ranged 
from 3.2 per cent to 40 per cent. 


O. P. A. Withdraws Protest 


It was said at the Office of Price Administration that the 
O. P. A. would withdraw its protest against the Pan-Atlantic 
tariff canceling absorption of wharfage at Tampa. The action 
would be taken, it was said, on “further information received 
from the war shipping administration.” The Commission offi- 
cials said’ they had been advised the Department of Agriculture 
would withdraw its protests. 


WAR DEPARTMENT WITHDRAWS FROM COAL CASE 


Headquarters of the Army Service Forces has informed 
the Commission that the Secretary of War, a protestant in 
I. and S. No. 5365, Bituminous Coal—TIll. and Ky. to Gulf Ports, 
would not participate further in the proceeding because investi- 
gation-by the War Department had revealed that the move- 
ment of bituminous coal for the department between the points 
involved in the proceeding had been discontinued. 

In that proceeding Examiner Frank C. Weems had recom- 
mended in a proposed report that the Commission find rea- 
sonable and otherwise lawful proposed rates on bituminous 
coal in carloads from points in southern Illinois and other mine 
groups in that state, Indiana and western Kentucky to Mobile, 
Ala., New Orleans, La., Gulfport, Miss., and Pensacola, for 
ey or bunkerage purposes (see Traffic World, Feb. 23, 
p. 519). 


SHORT LINE PER DIEM COMPLAINT 


The American Short Line Railroad Association has sent to 
the Commission for filing a formal complaint on behalf of its 
members against the Association of American Railroads, as 
agent for railroads subscribing to the car service and per diem 
agreement of that association, alleging that the per diem rate 
of $1.15 a car a day, which became effective February 1, 1945, 
is unjust and unreasonable to the extent of 20 cents a car a day. 


RACE TRACK RAIL EXTENSION PROPOSED 


The West Jersey & Seashore Railroad Co. and the Penn- 
sylvania-Reading Seashore Lines, lessee, have asked the Com- 
mission in Finance No. 15247, for authority to construct a line 
of railroad, about 3.25 miles in length, into the grounds of the 
Atlantic City Racing Association from a point north of Pomona, 
Atlantic county, N. J 


ASKS OHIO RIVER PASSENGER EXTENSION 


New St. Louis & Calhoun Packet Corporation, of Hardin, 
Ill., has filed an application in W-368, Sub. 1, asking the Com- 
mission for authority to extend its operations on the Ohio River 
in the transportation of passengers from Cincinnati, O., to 
Pittsburgh, Pa., in the period from April 1 to October 15 of each 
year. The applicant said it expected to carry 25,000 more people 
each season if the extension was granted, to increase passenger 
revenue $25,000, and concession revenue $12,000. 

“We have to repeat over our present route so much each 
season the revenue falls off,” the applicant said. 


N. & W. CINCINNATI IMPROVEMENTS 

In Finance No. 15248, the Norfolk & Western has asked 
the Commission for authority to construct'a line of railroad, 
7.90 miles long, in Adams county, O., extending from a point 
near the station of Plum Run to a point near Mineral Springs, 
immediately adjacent to the existing line, but on a different 
grade. The proposed construction was necessary, the applicant 
said, to improve operating conditions on that portion of its 
Cincinnati district by eliminating severe curves and improving 
the grade so as to permit of more economical operations. 


A. A. R. DIRECTORS. TO MEET IN CHICAGO 
The board of directors of the Association of American Rail- 
roads will meet in Chicago, April 23. The directors would meet 
at that time and place, it was said ,because they would be in 
Chicago in connection with the Post Office Deparment inquiry 
into railway mail matters. 


N. J. INDUSTRIAL TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League will celebrate 
its twenty-fifth anniversary with a dinner, April 30, at the 
Robert Treat Hotel, Newark. A, N, Granzen, Newark, is head 
of the dinner committee. 
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Commission Suspends Demurrage 
Rules on Bituminous Coal 


Saying there was a prospective stoppage in the production 
of bituminous coal, because of which the Solid Fuels Adminis- 
trator had issued an order requiring railroads, after 12:01 a. m., 
March 29, to hold unbilled loaded cars equivalent to not less 
than a full day’s production, and that the Office of Defense 
Transportation had made representations as to an emergency 
existing with respect to coal transportation, the Commission, 
division 3, effective from 4:00 p. m., March 28 to April 15, at 
11:59 p. m., issued service order No. 460, suspending tariff 
provisions governing free time on cars held, in so far as they 
apply on unbilled bituminous coal up to one day’s full produc- 
tion. 

Railroads are required to announce suspension of applicable 
tariff provisions, and the order was made to apply on intra- 
state as well as interstate traffic. The order suspends all rules, 
regulations and practices in conflict with its provisions. 

The pertinent portions of the order, titled “Increased Mine 
Holdings of Unbilled Bituminous Coal,” follow: 


It appearing that, due to a prospective stoppage in the production 
of bituminous coal, the’ Solid Fuels Administrator for War has issued 
an order pursuant to S. F. A. W. Regulation No. 1 directing that 
after 12:01 a. m., March 29, coal producers shall hold unbilled a number 
of loaded cars equivalent to not less than one full day’s production of 
bituminous coal in the proportion of sizes normally produced; and that 
such cars shall be held on mine or assigned tracks as far as practicable 
and consistent with continued full operation of the mine and the balance, 
if any, up to one full day’s production shall be held at the scales or 
other facilities made available by the railroads; the Association of 
American Railroads has increased the no-bill rule to 100 per cent; the 
Office of Defense Transportation has made representations to this 
Commission regarding an emergency existing with respect to coal trans- 
portation and has recommended that this Commission take such action 
as is necessary under the circumstances; the Commission is of opinion 


an emergency requiring immediate action exists in all sections of the 
country. 


It is ordered, That: (a) The provision in Agent B. T. Jones’ Tariff 
I. C. C. No. 3818, Item No. 255, Rule No. 4, Section B, quoted below, 
and all similar provisions in other tariffs, are hereby suspended insofar 
as they apply,on unbilled bituminous coal up to one day’s full produc- 


tion held pursuant to Solid Fuels Administration for War Regulation 
No. 1. 


‘“‘When cars so ordered are held at weighing stations, classification 
yards or elsewhere, for forwarding instructions (See Note 1), no trans- 
portation charge having been previously made, 24 hours (one day) 
free time will be allowed after which a demurrage charge of $2.20 


per car for each day or fraction of a day will be assessed until car is 
released.’’ 


The effect of the order is to allow unlimited free time on 
the one day’s production of coal held loaded pursuant to the 
order of the Solid Fuels Administrator. 


Krug Issues Two Orders 


Solid Fuels Administrator Krug issued two orders for the 

purpose of providing a reserve of bituminous coal for “con- 
sumers desperately in need of this fuel,” in the face of the 
mine workers’ strike threat. 
_ In one of those orders, operators of bituminous coal mines 
in all but two producing districts were directed to hold coal 
“on track” at the mine beginning at 12:01 a. m., March 29, 
and the operators were instructed not to ship any of the coal 
so accumulated after 12:01 a. m., March 31, except by permission 
of the Solid Fuels Administration. The other order by Admin- 
istrator Krug, effective at 12:01 a. m., April 1, was directed 
to retail coal dealers and tidewater and lake dock operators, 
limiting deliveries of coal to certain types of consumers, as 
follows: (A) gas plants having less than ten days’ supply; 
(B) hospitals having less than ten days’ supply; (C) industrial 
consumers having less than five days’ supply, and (D) house- 
holders having less than ten days’ supply. 


RAIL COAL STOCKS ON HAND 
Class I railroads reported that on March 1 they had coal 
Stocks of approximately 11,069,000 tons or an average of 32 
days’ supply and an increase of 18.5 per cent in the month, 
according to a statement issued by Solid Fuels Administrator 


Krug. Estimated consumption of coal by these roads in Febru- 
ary was 9,547,000 tons. 


CAR UNLOADING ORDERS 
_ By service orders Nos. 481 and 482, respectively, the Com- 
mission division 3, has ordered the Texas Mexican Railway Co. 
to unload eight cars, and the International Great Northern 
trustee, to unload 17 cars, all containing various commodities, 
at Laredo, Tex., the orders to be in effect until the unloadings 
have been completed and the Commission so notified. 
By service order No. 483, the Commission, division 3, has 
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ordered the Texas Mexican Railway Co. to unload forthwith a 
car loaded with cans now on hand at Laredo, Tex. 

By service order No. 484, the division ordered the Inter- 
national-Great Northern Railroad Co. to unload 9 cars, loaded 
with various commodities, now on hand at Laredo. 

Each qrder, by its terms, will expire when the director of 
the Commission’s Bureau of Service at Washington is notified 
that the unloading has been completed, and when, where, and 
by whom it was done. 


Restrictive Car Orders 
Suspended and Vacated 


On recommendations of the Office of Defense Trans- 
portation orders establishing penalty demurrage 
charges or restricting movements of certain commod- 
ities, suspended or vacated. Improvement of car 
situation cited as making the changes possible 


Following recommendations of the Office of Defense Trans- 
portation, based on an improvement of the railroad freight car 
situation in regard to certain commodities and in certain sec- 
tions, the Commission has acted to suspend or vacate restrictive 
service orders on box or refrigerator cars, and to lower penalty 
demurrage charges prescribed in the war period. 

By amendment No. 3 to fourth revised service order No. 
180, Demurrage on Refrigerator Cars, the Commission, effec- 
tive at 7:00 a. m., April 3, established lower demurrage charges 
after free time on refrigerator cars of $2.20 per car per day 
for the first two days; $5.50 for the third and fourth days, 
and $11 for each succeeding day, in lieu of the charges of $11 
per car per day for the first day; $22 for the second day, and 
$44 for each succeeding day, imposed in December. Exceptions 
are made for extreme weather as described in rule 8, section A, 
Agent B. T. Jones’ tariff I. C. C. No. 3963, when the provisions 
of the order are suspended, and when there is interference with 
the placing of refrigerator cars because of floods or strikes. 
Tariff provisions will then apply in the case of floods, or, the 
rule in the Jones tariff dealing with interference due to strikes, 
or similar rules in other tariffs. 

By amendment No. 3 to revised service order No. 188, 
Refrigerator Car Demurrage on State Belt Railroad of Cali- 
fornia, the same demurrage was set up for that railroad. 

By service order No. 474-A, Priority for Certified Seed Pota- 
toes from Maine, the Commission vacated service order No. 
474 which gave priority to the distribution of refrigerator cars 
for loading certified seed potatoes over cars for stock potatoes, 
effective March 30. The order was vacated as of 12:01 a. m.,, 
April 3. 

The O. D. T. said a sufficient supply of seed potatoes was 
now reaching growers in other states and there was a nine-day 
bank of cars in Maine. 

By service order No. 369-A, the Commission suspended 
service order No. 369, Demurrage Charges on Closed Box Cars 
until September 15. The suspension was made effective at 7:00 
a. m., April 3. The original order, effective last November, 
established on box cars after free time demurrage charges of 
$2.20 per car per day for the first two days; $5.50 for the third 
day; $11 for the fourth day; and $16.50 for each succeeding 
day. 

By service order No. 370-A, the Commission suspended 
service order No. 370, Demurrage on State Belt Railroad of 
California, to ‘bring the suspension of that order in line with 
the suspension of service order No. 369. 

By service order No. 462-A, the Commission suspended, 
from 12:01 a. m., April 3, to 11:59 p. m., July 21, service order 
No. 462, Movement, of Carbon Black for Export Restricted. 
The original order, issued to be effective from March 21 to 
July 21, provided that railroads might not furnish a box car 
for loading with carbon black unless the shipper or consignor 
certified that the carbon black was packed in containers suitable 
for export. Similar prohibitions applied to diversion or recon- 
signment of carbon black for export. 


BOX CARS FOR PERISHABLES 
Chairman Kendall, of the car service division of the Associa- 
tion of American Railroads, has issued Special Car Order No. 87, 
1946 Reissue, governing use of ventilated box cars of the 
A.C. L., C. of G., C. & W.C., L. & N., S. A. L., and Southern, 
on account of “impending heavy movement of perishable freight, 
principally watermelons and potatoes, with a reduced and pos- 
sibly inadequate supply of ventilated box cars.” 
The order, effective April 1 and continuing until further 
notice, provides, among other things, that in the territory north 
of the Potomac and Ohio Rivers or west of the Mississippi 
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River, ventilated box cars as indicated above must not be 
used for any loading but must be forwarded promptly to owners, 
or moved empty in home route in accordance with car service 
rules. Roads -in southeastern territory are directed to deliver 
ventilated box cars empty to their owners in accordance with 
the rules, unless otherwise mutually agreed upon between them- 
selves, or unless otherwise directed by the district manager. 
Cars on roads in southeastern territory must not be loaded be- 
yond home rails, except with perishable freight. Southeastern 
roads extending beyond territory defined must further restrict 
the loading of ventilated box with any freight, except perish- 
ables, to destinations within southeastern territory. 

Southeastern territory is defined as that lying east of the 
Mississippi River and south of and including Kentucky and 
Virginia. 





Grain Car Priority Service 
Orders Suspended 


Orders putting grain cars in northwest, and for the 
movement of grain from country to terminal elevators 
in the midwest, under permit systems suspended until 
June 5. O. D. T. explains car supply sufficient to 
move grain on hand and to meet requirements of 
overseas relief shipments 


On the recommendation of the Office of Defense Trans- 
portation, which said the demand for box cars for grain load- 
ings in the west did not justify priority orders, the Commission 
has suspended two service orders establishing priorities on 
grain cars. 

By amendment No. 2 to second revised service order No. 
450, Box Cars To Be Used for Grain in the Pacific Northwest, 
which appointed F. H. Hoken, at Portland, Ore., agent for the 
Commission to issue permits to provide box cars for loading 
with grain and grain products at points in Oregon, Washington, 
Idaho, or in Montana at or west of Paradise or Troy, the Com- 
mission, division 3, changed the expiration date of the order 
from June 30 to 11:59 p. m., June 5, and suspended the order 
until that date (see Traffic World, March 9, p. 668). 


By service order No. 458-A, the Commission, division 3, 
suspended until 11:59 p. m., June 5, service order No. 458, as 
amended, Priority for Grain from Country Elevators to Ter- 
minal Elevators, as amended. The order originally appointed 
Fred S. Keiser as the Commission’s agent at Chicago to regu- 
late the movement of grain as indicated in the title of the order 
(see Traffic World, March 2, p. 585, and March 9, p. 668). The 
original order was made effective and twice amended to add 
market points to those named in the original order. 

In explanation of the suspension of the orders, the O. D. T. 
said: 


The suspension of these orders was made possible because it now 
appears that there is a sufficient supply of box cars available to move 
all grain at hand in the west and northwest, and to meet the require- 
ments of the government program for relief shipments overseas without 
the need of priorities. 

For the week ending March 23, 1946, loadings of grain and grain 
products for the entire country totaled 43,457 cars, a decrease of 4,897 
cars below the preceding week and a decrease of 2,384 cars below the 
corresponding week of 1945. In the western districts alone, such load- 
ings for the week ending March 23, 1946, totaled 29,597 cars, a decrease 
of 3,378 cars below the preceding week and a decrease of 311 cars 
below the corresponding week of 1945. 

While loadings of grain and grain products have thus decreased, 
total box car loadings of all commodities continue, however, at wartime 
levels, and there is no surplus of box cars for the country as a whole. 


I. C. C. Restricts Potato Icing 
East of Mississippi 


The Commission, division 3, by service order No. 479, 
effective April 5 at 12:01 a. m., to September 15 at 11:59 p. m., 
has ordered that no railroad shall initially ice or reice in transit 
at any point east of the Mississippi River any refrigerator car 
or cars loaded with potatoes originating in Alabama, Georgia, 
Florida, South Carolina, North Carolina, Virginia, West Virginia, 
Maryland, Pennsylvania, Delaware, New Jersey or New York 
(Long Island only). The order applies to all such shipments 
billed or in transit on or after the effective date, and contains 
the usual provisions regarding suspension of regulations and 
special and general permits. 

By general permit No. 1 under service order No. 479, ef- 
fective from 12:01 a. m., April 5, and expiring at 11:59 p. m., 
June 30, the director of the Commission’s Bureau of Service 
has authorized railroads to provide initial icing only on any 
refrigerator car loaded with potatoes originating at any point 
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in or south of the counties Manatee, Hardee, Highlands, Okee- 
chobee and Indian River, in Florida. 
Waybills are to show reference to the general permit. 


Application of O. D. T. 18-A to 
Rail-Water-Rail Shipments 


“With the resumption of coastal and inter-coastal steam- 
ship service, shipments are being offered railroads at interior 
points for rail-water-rail movement, also at ports for move- 
ment inland traffic originating with the water carrier from 
which received,” said Chairman Kendall, of the car service 
division of the Association of American Railroads in a mes- 
sage to rail transportation officers. 

“In the handling of this business it is important that there 
be full attention paid to the requirements of General Order 
O. D. T. 18-A. In this connection please see Special Direction 
O. D. T. 18-A-3, effective November 1, 1943, and amendment 
No. 1 thereto, effective April 24, 1944, which in paragraph (A) 
applies to ‘carload freight moving by rail thence by water and 
thence by rail’ and in paragraphs (B) and (C) to freight 
‘moving by water and thence by rail’ except that the latter 
provisions do not ‘apply to carload freight moving first by 
water on the high seas and thence by rail.’ Therefore, these 
two paragraphs are not applicable to coastal and inter-coastal 
movements. On freight originating with a water carrier and 
moving ‘on the high seas’ the standard provisions of Order 
18-A and special directions thereto apply. Under these provi- 
sions, in the case of shipments offered a rail carrier that had 
not previously received a railroad movement where the unit 
of loading does not comply with the provisions of order 18-A, 
the rail carriers would be warranted in issuing special per- 
mits under Section 500.74 of the order to avoid undue car 
detention. Such permits will have to be reported to O. D. T. 
in usual way. Care should be used that they should not be 
promiscuously granted except under proper conditions. 

“A check recently made of certain traffic of this type 
being loaded on the Pacific coast from boats to cars indicates 
that violatigns of this order have occurred in the loading to 
the interior, and possibly in the movement to eastern sea- 
board points for trans-shipment to boats. 

“It is suggested that all lines concerned give this subject 
such handling as necessary to insure proper observance of the 
O. D. T. order.” 


O. P. A. P. & D. PRICES AT CHICAGO 


The Office of Price Administration has issued its SR 14H, 
Order 6, prescribing maximum rates of motor carriers for per- 
forming pick-up and delivery services for Western Trunk Line 
railroads within their terminal areas at Chicago, Ill. The order 
was issued under date of March 28, but is applicable ‘on and 
after January 1, 1946.””’ The maximum rate order is a revision 
of previously prescribed rates. In Zone 1 for lots under 6,000 
pounds the new rate is 19 cents a hundred pounds as against 
the former rate of 16 cents and the minimum charge a pickup 
or delivery is 60 cents as against 50 cents. The minimum a 
trailer load was increased from $4.60 to $5.50. In Zone 2 for 
lots under 6,000 pounds the rate was increased from 17 to 19 
cents a hundred pounds, and the minimum trailer load charge 
from $5.75 to $6.50. 


RAILROAD PERSONNEL PRACTICES 

The railroad committee for the study of transportation of 
the Association of American Railroads has issued in printed 
form, “Railroad Personnel Practices,’ which consists of the 
reports of its subcommittee on labor and personnel heretofore 
issued 

R. V. Fletcher, vice-president of the Association of Amer- 
ican Railroads, who is chairman of the committee, said minor 
revisions had been made in the material to take into account 
the conclusion of the war and to bring various parts of the 
report up to date as of October 1, 1945. 

“These reports discuss questions of major importance,” 
said Mr. Fletcher. “The success of the railroad industry de- 
pends in large measure upon harmonious and sympathetic re- 
lations between employers and employes. It is our hope that 
this report, dealing as it does with the human elements of the 
problem, will be widely read and with beneficial results.” 





CHANGES IN DOCKETS 

Hearing in MC 43246, Sub. 12, assigned for April 1, at Springfield, 
Ill., was transferred to April 1, at U. S. Ct., Springfield, Ill., before 
Jt. Bd. 21, instead of Hotel Abraham Lincoln. - 

Hearing in MC 105834, assigned for April 1, at Trenton, N. J., was 
cancelled. 

Hearing in MC 3700, Sub. 21, assigned for April 4, at/Newark, N. J. 
was postponed to April 15, at State Comm., Newark, N. J., before 
Jt. Bd. 119. 
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REGULATION OF COMMON CARRIERS 


(Court of Claims.) Purchasing agent of interior depart- 
ment had authority to contract with freight forwarder for 
transportation of freight, with provision for unloading and stor- 
age at destination. Executive Order 6166, 41 U. S. C. A. Sec. 7 
note. 

Rates fixed in tariff drafted at conference between repre- 
sentatives of freight forwarder and chief of federal traffic sec- 
tion, Procurement Division of the Treasury Department con- 
stituted fair and just compensation on which recovery of addi- 
tional freight charges in quantum meruit could be based. 

A freight forwarder which at a conference with the pur- 
chasing officer of the Interior Department and the chief of the 
federal traffic section, Procurement Division of the Treasury 
Department, outlined its practice of receiving freight from ship- 
pers in less than carload lots and consolidating the freight to 
ship in carload lots thus realizing profit from lower carload 
rates and its practice of providing unloading and storage serv- 
ice was entitled to recover additional freight charges on a 
quantum meruit on freight thereafter handled at request of 
purchasing officer, though statutory requirement of a written 
contract was allegedly not observed and no additional service 
by way of unloading and storage was in fact provided because 
not needed. R. S. Sec. 3744, as amended, 41 U. S. C. A. Sec. 16. 
— Carloading Corp. vs. United States, 64 Fed. Sup. 

(District Court, W. D. New York.) Provisions of Inter- 
state Commerce Act pertaining to motor carriers disclose leg- 
islative intent that transportation by motor vehicle conducted 
for a profit should be regulated. Interstate Commerce Act, 
Sec. 203, 49 U. S. C. A. Sec. 303. 

Where furniture manufacturer shipped some furniture by 
motor common carrier and shipped other furniture by its own 
trucks and charged for shipment by its own trucks same rate 
that motor common carrier charged without regard to actual 
cost, Interstate Commerce Commission was authorized to place 
manufacturer in a common or contract carrier classification 
rather than private carrier and require manufacturer to obtain 
a certificate of public convenience and necessity, file tariff rates 
or a schedule of minimum charges and file evidence of insur- 
ance for protection of public. Interstate Commerce Act, Sec. 
203, 49 U. S. C. A. Sec. 303. (Interstate Commerce Commission 
vs. Jamestown Sterling Corp., 64 Fed. Sup. 121.) 


























Alton Reorganization Plan 
Is Approved by Court 


A reorganization plan for the Alton Railroad Co., under 
which it will be taken over by the Gulf, Mobile & Ohio Railroad, 
was approved by Federal Judge John P. Barnes, of Chicago, 
March 29, in a memorandum opinion. 

Judge Barnes observed that no objections to the plan as 
approved by the Interstate Commerce Commission on Septem- 
ber 19, 1945, had been filed in the court, and that all parties 
had urged approval of the plan by the court at a hearing 
February 19, 1946 (see Traffic World, February 23, p. 532). 

Under the reorganization plan all assets of the Alton will 
be transferred to the G. M. & O., which will assume all out- 
Standing Alton obligations, which, on December 31, 1944, 
amounted to $4,410,598. G. M. & O. will issue to holders of 
Chicago & Alton 3 per cent refunding bonds $22,675,000 G. M. 
& O. general mortgage series B 4 per cent income bonds, and 
328,787% shares of G. M. & O. no par value common stock. 

The G. M..& O. will assume contracts of the Alton with 
the Chicago & Joliet Railroad Co., and the Louisiana & Missouri 
River Railroad Co., and will obtain a lease in perpetuity of the 
Kansas City, St. Louis & Chicago Railroad, all three lines now 
being subsidiaries of the Alton. 

In his opinion, Judge Barnes found the plan to be fair and 
equitable, affording due recognition to the rights of each class 
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of creditors and stockholders, not discriminating unfairly in 
favor of any class of creditors or stockholders, and conforming 
to law. 

Judge Barnes criticized one aspect of the plan, however, 
commenting that the court would have been better satis- 
fied ‘with a plan which eliminated three of the four corpora- 
tions, which have heretofore owned or received income from 
and will hereafter own or derive income from the reorganized 
properties,” adding: 


Had three of the four corporations been eliminated, the public 
interest would, in the court’s opinion, have been better served. 

The corporate setup which is being continued has, as the court 
believes, contributed in a major way to the necessity for the several 
reorganizations through which the property has passed, and to the 
present one. 


However, it is easier to criticize a plan than to formulate a better 
one, and to take the steps to put it into execution. 


Applications for allowances of fees and expenses have not 
yet come before the court. Findings on these will be made at a 
later date following a hearing, Judge Barnes said. 


Trucker Sues Chicago Teamsters’ 
Union for $250,000 


Chicago Local 705 of the International Brotherhood of 
Teamsters (AFL) was charged with forcing the liquidation of 
the ‘Chicago business of Associated Freight Forwarders, of Pitts- 
burgh, Pa., in a suit for $250,000 filed in the federal district 
court, Chicago, April 1, by O. G. Tiedeman, owner, and 30 
owner-operators and employes. The suit, docketed as 46C578, 
was brought under section 8 (C) of the War Labor Disputes Act. 

The suit charged that plaintiff was a common carrier en- 
gaged in the transportation of general commodities by motor 
vehicle on regular routes in Illinois, Indiana, Pennsylvania, and 
Ohio, and was a war contractor within the meaning of the War 
Labor Disputes Act; that Mr. Tiedeman operated a motor 
freight terminal in Chicago which handled an average of 150,000 
pounds of freight daily; that the plaintiff had an agreement 
with Local 705; and that on August 20, 1945, the union, six 
officers and eight members, listed as co-defendants, “conspired 
to hinder, incapacitate and eliminate” the trucking business of 
plaintiff, persuaded employes to cease employment, without 
giving due notice of a dispute to the Secretary of Labor, the 
National War Labor Board and the National Labor Relations 
Board. The company claimed that it had been prevented from 
transporting shipments to and from Chicago by the union, 
forcing liquidation of its Chicago business and placing Mr. 
Tiedeman in a “precarious financial position.” 


Named as defendants in the suit are Fred M. Tiedt, presi- 
dent of Local 705; H. E. Wood, secretary-treasurer; John J. 
Russo and Frank Krotky, business agents; Anthony Cerone and 
Albert Taphorn, organizers, and eight members. 

Plaintiffs demanded a trial by jury. 


Truckers Ask Court to Annul 
I. C. C. Hurst Extensign Order 


A suit asking the court to set aside an order issued by the 
Interstate Commerce Commission on August 24, 1945, in 
MC-102608, Sub. 4, R. J. Hurst Extension—Chicago, Ill., was 
filed March 29 in the federal district court at Peoria, Ill., by 
Dohrn Transfer Co., Scherer Brothers Transfer & Storage Co., 
and Burlington Transportation Co. The Commission’s order, 
stated plaintiffs, in effect confirmed the decision of joint board 
No. 149 which, on February 5, 1945, found that public con- 
venience and necessity required the operations by R. J. Hurst, 
dba Burlington Chicago Cartage, as a common carrier of gen- 
eral commodities, with certain exceptions, in interstate or for- 
eign commerce, between Kewanee and Chicago, over U. S. 
highway 34, serving the intermediate point of Princeton, Il. 

The suit charged that the operations authorized by the 
Commission “will be directly competitive with operations con- 
ducted by plaintiffs, and have resulted in diverting from plain- 
tiffs’ operations a substantial volume of tonnage and revenue, 
to plaintiffs’ irreparable loss, damage and injury .. . and plain- 
tiffs will be deprived of their property without due process of 
law unless the unlawful order issued by the Commission is set 
aside and annulled; that allowing the described order to remain 
in effect will result in unsound economic conditions and a sub- 
stantial diminution of traffic to plaintiffs contrary to the stated 
policy of Part II of the interstate commerce act.” 

Plaintiffs asked that the judge “to whom this bill of com- 
plaint is filed shall call to his assistance, in the hearing and 
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determination of this cause, two other judges, of whom at least 
one shall be a circuit judge.” 

David Axelrod, Jack Goodman, and Carl L. Steiner are 
attorneys for the Dohrn and Scherer companies, and Russell 
B. James is attorney for Burlington. 


Tidewater Co. Water Authority 
Taken to Court 


Alleging, among other things, that the Commission had 
erred in assigning the proceeding in W-507, Tidewater Trans- 
portation Co. Common Carrier for hearing before an examiner, 
and not assigning it for hearing either to an individual commis- 
sioner, a division of the Commission or a joint board, four 
northwestern water carriers have filed suit in the eastern Wash- 
ington district, northern division, to set aside the Commission’s 
order in that proceeding. 

The Commission, with Commissioner Miller dissenting, af- 
firmed the finding of division 4 in a prior report, 260 I. C. C. 
30, that the applicant was entitled to authority to continue 
operation as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally, and by towing vessels in the per- 
formance of general towage, between ports and points on the 
Willamette and Columbia Rivers, between Portland, Ore., and 
Pasco and Kennewick, Wash (see Traffic World, March 10, 
1945, p. 574). 

The complainants said the prior report had been issued 
without hearing and that they had filed suit in the eastern 
District of Washington, but that, when the Commission re- 
opened the proceedings for reconsideration and hearing, they 
had caused that suit to be dismissed. Hearings had been held 
before examiners at Spokane and at Portland, they said, but 
that, without a proposed report having been served on them, 
the prior findings had been affirmed. 

The plaintiffs alleged that Tidewater had made no “grand- 
father” claim for general towage service and had not contended 
that it had been rendering general commodity transportation 
service to or from any point or port on the Columbia River 
east or beyond Attalia. They said the applicant, without filing 
a proposed amendment with the authorities of Oregon, Wash- 
ington or Idaho, had petitioned the Commission by letter for 
authority to amend its application to include the right to 
conduct general towage within the territory described in the 
original application. They said they had no knowledge of the 
proposed amendment until after the Commission’s decision, but 
that, notwithstanding their understanding that the petition to 
amend the application had never been acted on by the Com- 
mission, that body, without notice to plaintiffs or other inter- 
ested parties, and without any hearing, had granted a certificate 
to Tidewater to engage in general towage not only between 
Portland and Attalia, but “into a territory beyond the scope of 
both the original application or the purported amendment 
thereto. .. .” 

The proceeding is docketed in the Washington court as civil 
action No. 527, Inland Navigation Co.; Upper Columbia River 
Towing Co.; C. T. Smith and Esson H. Smith dba C. T. Smith 
: Son; and Portland Tug & Barge Co., vs. United States of 

merica. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions .of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Southern Florida district, Jacksonville division. at Jackson- 
ville. McDowall Transport, Inc., and James A. McDowall, its 
vice president and general manager, both of Jacksonville, were 
fined a total of $450 following entry of their separate pleas 
of nolo contendere to an information charging violations of 
part II of the interstate commerce act. Each defendant was 
required to pay a fine of $225. The defendant carriers was 
charged with transporting trucks and- busses by the drive-away 
method as a motor-vehicle common carrier without a Commis- 
sion certificate authorizing the particular operations. James A. 
McDowall was charged with aiding and abetting the offenses 
committed by the carrier. 

Western Wisconsin district, at Madison. Ralph P. Casey, 
New Richmond, Wis., was fined a total of $200 following entry 
of a plea of nolo contendere to an information charging viola- 
tions of part II of the interstate commerce act. The’ fine was 
paid in full. The defendant was charged with operating as a 
common carrier of property by motor vehicle for compensation 
without a Commission certificate authorizing the particular 
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operations, with granting excessive extensions of credit to 
shippers by the device of withholding the issuance of freight 
bills to such customers for periods longer than those permitted 
by the Commission’s regulations concerning the collection of 
charges by common carriers by motor vehicle; and with failing 
to require his drivers to keep drivers’ logs. 


More Railroads Announce Speedier 
Freight and Passenger Service 


The Frisco, Milwaukee, Union Pacific, Chicago & North 
Western, and Burlington railroads announced during the week 
of April 1 that they were speeding up operations of freight 
and passenger service. Last week seven other roads announced 
increased train speeds and the introduction of new equipment 
(see Traffic World, March 30, p. 1011). 

Effective April 1, Frisco Lines speeded up its St. Louis 
freight service by extending operation from the Broadway 
freight house at 229 Biddle Street, to handle less-carload mer- 
chandise traffic, according to J. E. Payne, freight traffic man- 
ager. The Broadway operation, joint with Rock Island and 
Chicago & Eastern Illinois railroads, will greatly streamline 
and expedite St. Louis freight service on outbound shipments, 
said Mr. Payne, adding that the arrangement will enable the 
three carriers to interchange traffic without necessity of addi- 
tional drayage, insure prompt handling and eliminate delay 
in the joint traffic. 


A reduction of one hour in the running time of the Den- 
ver Zephyr between Chicago and Denver to restore that train 
to its pre-war schedule will become effective this spring, the 
Burlington Route announced. Westbound, the Denver Zephyr 
will operate on a 16-hour schedule, leaving Chicago at 5:30 
p. m. and arriving at Denver at 8:30 a. m. Eastbound, the 
train will leave Denver at 4 p. m. and arrive at Chicago at 
8:35 a. m. Running time of the train was lengthened one hour 
June 28, 1942, as a war-time measure. 


H. A. Scandrett, president, Milwaukee Road, announced 
that six new light-weight streamlined trains, costing approxi- 
mately $1,500,000 each, for daily service between Chicago-Mil- 
waukee-St. Paul-Minneapolis-Aberdeen-Miles City-Butte-Mis- 
soula-Spokane-Seattle-Tacoma, had been ordered and would 
probably be in operation soon after the first of the year. The 
schedule on which these streamliners would be operated has 
not yet been determined, said Mr. Scandrett, but he thought 
it would be slightly in excess of 40 hours—two days and two 
nights between Chicago and Puget Sound, instead of two days 
and three nights as at present. Each train, according to pres- 
ent plans, will consist of 12 cars, including a full mail car, a 
combination baggage and dormitory car, four coaches, a dining 
car, recreation-lounge car, three sleeping cars and an observa- 
tion compartment-drawing room car. 


Pre-war schedules of the streamliner, “City of Denver,” 
will be restored on June 2, according to a joint announcement 
by the Union Pacific and Chicago & North Western railroads. 
The streamliner will operate overnight and every night be- 
tween Chicago and .Denver, leaving Chicago at 5 p. m. and 
arriving at Denver at 8 a. m. the following morning. Depart- 
ure from Chicago will be 45 minutes earlier than at present, 
and arrival in Denver will be one hour and 45 minutes earlier. 
Eastbound the train will leave Denver at 5 p. m. and arrive 
in Chicago at 9:35 the following morning, one hour and 5 
minutes earlier than the present schedule. 


EXPOSITION FLYER IN THROUGH SERVICE 


Additional coast-to-coast sleeping car service, operating 
daily in both directions, between New York and San Francisco 
in conjunction with the Exposition Flyer over the Burlington, 
Denver & Rio Grande Western, and Western Pacific route has 
been announced jointly by the New York Central Railroad and 
the Pennsylvania Railroad. This will be the first of the new 
transcontinental through sleeping cars to serve Denver, said 
the railroads. The first car on this new route left San Fran- 
cisco, Sunday, March 31, at 4 p. m., arriving in New York at 
9:30 a. m., April 4. 

In connection with the recent inauguration of through 
coast-to-coast service for sleeping car passengers, D. A. Craw- 
ford, president of the Pullman Co., said that 72 Pullman cars 
would be used by the participating railroads in launching the 
service. He said the Pullman Co. has at all times been ready 
to cooperate with railroads wishing to initiate through inter- 
line service. Mr. Crawford recalled that a weekly through 
service of standard-class sleeping cars from coast to coast was 
tried out through the Chicago gateway for several months in 
the 1890’s, but that under the conditions then obtaining the eX- 
periment did not work out satisfactorily and was discontinued. 
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Georgia Governor’s Charges Aired 
in Bulwinkle Bill Hearings 


Gov. Arnall, sponsor of “conspiracy” suit against 
various railroads, takes three days of Wheeler com- 
mittee sessions to oppose measure exempting I. C. C.- 
approved agreements between carriers from anti- 
trust laws. Urges.dissolution of A. A. R., contending 
it has more power than Commission over rates. Coun- 
sel for Southern Governors’ Conference defended by 
four state executives after attack by Arnall. Commis- 
sioner Aitchison to follow Justice Department spokes- 
men as witness. President Truman noncommittal as 
to his attitude toward pending bill, H. R. 2536 


Some of the charges of railroad “conspiracy,” in violation 
of the anti-trust laws, to establish freight rates discriminating 
against the south—charges contained in a brief filed in the 
U. S. Supreme Court by Governor Arnall, of Georgia, in 
Georgia’s suit against certain northern and southern railroads 
—were answered by the chief traffic officer of one of the prin- 
cipal southern roads as the Senate interstate commerce com- 
mittee neared conclusion of the proponents’ first “inning” be- 
fore it in its hearings on H. R. 2536, the so-called Bulwinkle 
bill to exempt agreements between carriers from anti-trust law 
application after approval thereof by the Commission. 

Allegations among those set forth in Governor Arnall’s 
brief were read by Chairman Wheeler, of the committee, when 
John E. Tilford, vice president in charge of traffic of the Louis- 
ville & Nashville, was testifying as an endorser of H. R. 2536. 
Senator Wheeler also raised several other questions relating 
to differences in rate levels as between the north and the south, 
and asked Mr. Tilford to comment on these matters. 

Senator Wheeler asked who was responsible for the north- 
south rate dispute, and Mr. Tilford said he thought “public 
officers who undertook to handle the matter’ were mainly 
responsible, adding that rail rate bureau procedure was not 
responsible. Chairman Wheeler said that perhaps it was not 
the procedure so much as what had been done in rate bureau 
meetings that was responsible. He thought that if there had 
been discrimination, the rate bureaus could correct it. 


Mr. Tilford stated that the railroads would change the 
rates if they thought them wrongful, but that the north-south 
rate dispute involved class rates; that this had been shown 
clearly in the Commission’s decision in the class rate case (No. 
28300), and that it had been shown that the class rates were 
not made by the railroads but were the result of Commission 
decisions. The class rates had been prescribed by the Com- 
mission after an investigation, begun in 1923, and a class rate 
structure then proposed by the southern roads had been re- 
jected by the Commission in its decision, issued in 1928, he 
said. The I. C. C.-prescribed class rate adjustment in the 
south, he said, was “completely different from what we had 
before,” and, he added, if there was any hurtful discrimination 
it resulted from the prescription of class rates by the Commis- 
sion. He said the railroads were now adjusted to this structure 
and did not want to go back to the prior adjustment. 


Rate Adjustments 


To a suggestion by Senator Wheeler that the railroads 
might change the rates, and that the changes would go into 
effect unless somebody objected, Mr. Tilford replied that, when 
the Commission once had acted by prescribing a rate adjust- 
ment, “you have to go to it and ask for modification—you 
don’t just file a tariff.” It was true, he said, that the rates 
prescribed generally were maximum rates, and that the rail- 
roads could operate below that ceiling, but, he explained, if 
the roads undertook a general revision of rates they had to 
Pay attention to the revenue result. 

“We couldn’t undertake to revise the class rates and put 

them down on a low basis without finding some other place 
to get that revenue,” he said. 
._ He said that to reduce class rates to levels below the max- 
mum prescribed by the Commission, the roads would “cer- 
tainly” have to get fourth section relief and would have to 
Consider various conditions set forth in the Commission’s or- 
ders. He said that when the railroads found that the existing 
rates caused interference with the movement of traffic, they 
Went to the Commission to ask for modification. He was satis- 
fied, in his own mind, that “the system we have” was the best 
for southern industry, he added. 


Views on Mackey Co. Complaint 


Asked by Senator Wheeler to comment on the complaint 
of the Mackey Co., of Atlanta, Ga., that the southeastern rail- 
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roads were discriminating against southeastern shippers by not 
according storage in transit on cotton linters, Mr. Tilford said 
that the southern roads did not grant the transit privilege in 
question because their rates on cotton linters were so low that 
they could not afford to operate with the low revenue they 
would receive for ‘a double haul” involved in connection with 
transit-storage. The Mackey Company’s complaint, he said, 
showed that the southern roads were not under the domination 
of other carriers and that the southern roads made low rates 
on “raw goods” so that such commodities could be shipped to 
other territories. 

After Senator Wheeler commented that southern class 
rates were generally higher than those of the north, Mr. Tilford 
said that the southern roads accorded favorable rates where 
goods was manufactured in the south. 


Southern Paper Rate Case 


Senator Wheeler referred to an allegation in Governor 
Arnall’s brief that southern paper manufacturers, seeking 
lower rates to the north to meet competition of Scandinavian 
shipments, had been advised by Mr. Tilford that he believed 
they had not “made a case” for the reduction sought, but that 
their proposal would be put on the docket of rate proposals. 
Senator Wheeler averred that Mr. Tilford had prejudged the 
case and that he (the senator) would not want to try a case 
before a judge who told him in advance he did not have a case. 

Mr. Tilford said that rates on paper in the south had been 
adjusted some years ago on a basis 10 per cent higher than in 
the north; that the traffic officers of the southern roads, after 
the rate reduction proposal, had conferred with the northern 
lines as to a “compromise”; that ‘we had heard the whole 
story” of the southern paper interests earlier; that his opinion 
was based on the knowledge that what the southern paper in- 
terests feared was competition of Scandinavian pulp, but that 
this was while the war was on; that such competition would 
not materialize until after the war, and that the time in ques- 
tion was not the proper time for making a reduction. He said 
that “investigators” had taken “that one piece of paper” re- 
lating to the southern paper rate case out of the Southern 
Freight Association files; that the “investigators” had been at 
S. F. A. headquarters for months, and had taken “16,000 of 
our papers.” : 

Senator Wheeler asked Mr. Tilford if he knew anything 
about “the special ports committee of the railroads.” Mr. Til- 
ford said that when the war came on and submarines drove 
ships out of the north Atlantic ports, shipping had to go to the 
Gulf and Florida ports, mainly on business between Cuba or 
South America and the United States; that changes in rates 
were brought up constantly, for instant decision, and that the 
purpose of the ports committee was “quick action” by the rail- 
roads serving the Gulf and Florida ports. Answering further 
questions, he said that it was a war committee, and that it was 
no longer in existence. He added that it had conferred with 
northern lines, to obtain groundwork for its recommendations, 
that it was a subcommittee of “the regular organization,” and 
had no authority of its own. 


“Chairmen’s Committee” 


Senator Wheeler wanted to know at whose suggestion the 
“chairmen’s committee” was created. Mr. Tilford said the re- 
quest came from government agencies, mainly the army and 
navy, for setting up an organization on which the railroads 
could have continuous representation to consider emergency 
requests, and that, accordingly, the chairman of the three prin- 
cipal rate groups were authorized to function as a committee. 
He said that members of the committee were not responsible 
to the directors of the railroads, but that they frequently sub- 
mitted matters to their principals. No director of the L. & N. 
nor the president of the L. & N. knew of formation of this com- 
mittee until after it had been appointed, he said. The govern- 
ment agencies that dealt with the committee thought so well 
of it, he said, that they undertook to get the life of the com- 
mittee extended, but that “the relief from the Attorney Gen- 
eral” expired and was not renewed, so that the committee ceased 
to function. 


Senator Wheeler then referred to an allegation that a 
proposal for a‘reduction in iron and steel rates from Birming- 
ham that had~been approved by the southern roads had been 
“taken out of their hands” by the northern railroads, who dis- 
approved of it. He wondered what final action had been taken 
in the matter. 

Mr. Tilford said that the southern roads undertook a re- 
vision of rates from Birmingham to New Orleans to hold the 
traffic to the railroads, rather than permit it to go to the barge 
lines, then unregulated. He explained that there were other 
origin points for iron and steel articles in the south, from which 
the quantity shipped was relatively small, but that the southern 
roads thought it inadvisable to reduce the rates from Birming- 
ham without effecting similar adjustments for these other points, 
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The northern roads then immediately came in and said that 
if the rates were cut in the south there would be a violation of 
section 3 of the act unless the northern rates also were re- 
duced, he said. He added that, consequently, the southern roads 
agreed to a reduction from all points; that a petition for fourth 
section relief was filed with the Commission; that a Commission 
examiner found the petition not justified, contending that the 
railroads stood to lose more than they would gain through the 
proposed adjustment; that then the war came on, and the 
railroads subsequently withdrew the petition and did not renew 
it. tate 
Independent Action 


Mr. Tilford said, in his prepared statement, that a recent 
check had shown that in the years 1933 to 1944 inclusive, 19,309 
notices of individual or independent action were filed by rail- 
roads in the south, involving 4,522 separate readjustments of 
rates or rules affecting transportation charges. He said that the 
existing rate-making procedure might not be perfect in all re- 
spects, but that it should not be condemned ‘merely because 
it appears complicated to those not familiar with its purposes 
and accomplishments.” 

He raised the question of how uniform freight classifica- 
tion and uniform rates contemplated by the Commission in its 
decision in the class rate proceedings, Nos. 28300 and 28310, 
could be compiled unless there was a joint conference of the 
representatives of all the railroads involved. 

Herschel A. Hollopeter, transportation director of the In- 
diana State Chamber of Commerce, of Indianapolis, in testi- 
mony advocating passage of H. R. 2536, said that opponents of 
the bill were “the most vigorous contenders for uniformity in 
freight rates throughout the country” but that he did not think 
such uniformity in rates could be obtained “unless we permit 
the carriers and shippers to confer.” These opponents of the 
bill, he said, also had complained about delays that necessarily 
ensued when matters were taken to the Commission for a de- 
liberate and fair judicial determination, but, he added, “if we 
substitute for our normal rate procedure the action of the 
Commission in these thousands of cases, its procedure will be 
still further delayed.” 


Motor Packing Uniformity Plea 


D. J. Thurston, Jr., of Wilson, N. C., president of Thurston 
Motor Lines, pointed to carrier rate bureaus as means of main- 
taining a fair degree of uniformity in packing requirements. He 
said that if each carrier “published individually,” it was not in- 
conceivable that ten or twelve different packing requirements 
might exist in the same territory on the same commodity. 

Dabney T. Waring, general manager of the Middle Atlantic 
States Motor Carrier Conference, Washington, D. C., took the 
position in his testimony that it was desirable to permit rate 
bureaus to ask for suspension of rates filed by individual mem- 
bers. He said that some large motor carriers were each de- 
pendent on one shipper for “probably 20 per cent” of their busi- 
ness and that in such cases the shipper could practically dic- 
tate the carrier’s rates and had the power to force the rates 
down to a point where there was no profit in them. Generally 
speaking, the shippers were fair and farsighted and did not ex- 
ercise such power, but there were exceptions, he said. 

“To force a rate down so low as to be either clearly un- 
profitable, relatively unreasonable or unduly preferential may 
bring about serious consequences,” he continued. “Sometimes the 
establishment of rates of this character is attempted. Occasion- 
ally they go into effect. If the bureaus are prohibited from 
bringing such rates to the attention of the Commission, they 
would invariably become effective because the Commission does 
not have the manpower .. . to detect and analyze every rate 
filed with it. I still am unable to see how any possible harm 
can come from calling this kind of rate to the Commission’s at- 
tention, and that is all these so-called ‘protests’ amount to. . . 


Rate Cuts and Absence of Protests 


“It has been said that these requests for suspension of un- 
reasonably low or preferential rates might be made by inter- 
ested individual carriers. This is not practical. If a carrier is not 
competitive in some way, it would have no interest in the rate 
and no standing before the Commission. If directly competitive, 
it would be suicidal to ask for suspension because it (the com- 
peting carrier) has too much at stake in handling the traffic 
for that shipper who may have business moving to other des- 
tinations. In short, if it rested with the competitors of a carrier 
attempting to establish an unreasonably low rate to bring it 
to the Commission’s attention, it would never be done, and I 
think that anyone knowing the intensity of competition in the 
transportation business will easily understand this.” 


As to the position of the carriers on the use of their dues 


or assessments for protesting their own rates, Mr. Waring said, 
“our members are entirely willing that this be done.” He con- 
cluded with the assertion that to make public stenographic 
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transcripts of rate bureau meetings and to make public the 
vote of bureau members would “crucify” the members; that 
they would not vote their own convictions, and that bureau 
meetings thereby would develop into contests for shippers’ 
favor. That, commented Senator Reed, was “good testimony.” 

Roland Rice, general counsel of the American Trucking As- 
sociations, Inc., of Washington, undertook an analysis of H. R. 
2536, paragraph by paragraph. He said he believed the amend- 
ment to paragraph (6) proposed by John B. Keeler, on behalf 
of the National Industrial Traffic League (see Traffic World, 
March 30), was not necessary, but that the A. T. A. would “go 
along” with the amendment if its position otherwise would in- 
terfere with passage of the bill. He said he thought the bill had 
enough standards in it for guidance of the Commission; that 
Congress would not be in a position to change the rules as 
readily as the Commission, and that a short bill like H. R. 2536 
was preferable to a long one that attempted to spell out all the 
reg. ‘ations the Commission must promulgate and follow. Having 
Commission representation at rate bureau meetings would in- 
termingle the functions of management and regulation, he 
averred. 


“Intimidation” by Shippers 


If rate bureaus were prohibited from protesting individual 
rate proposals, he contended, Congress would have to amend 
other sections of the interstate commerce act, under which 
Commission proceedings were open to all interested parties. 
It would be better to leave to the Commission the question of 
permitting or prohibiting rate bureau intervention in individual 
rate cases, he maintained. He added that it sometimes hap- 
pened that a carrier published a rate merely to please a shipper 
it served, hoping that the rate bureau of which it was a member 
would come in and ask for suspension, so that the rate would 
not go into effect. 

Some shippers now were calling in the truck lines serving 
them and telling them that if the carriers did not reduce their 
rates, they would lose the business of these shippers, said Mr. 
Rice. He said that after the Central States Motor Freight Bu- 
reau had obtained a general increase, over 100 carriers, mem- 
bers of that bureau, had “flagged out” the increase because of 
shipper pressure. A shipper would call in one carrier and de- 
mand elimination of the increase, then would call in another 
carrier and tell the second one that the first carrier had agreed 
not to raise his rates, Mr. Rice declared. He maintained that 
this was fully as much intimidation, on the part of shippers, 
as the motor carriers had been accused of exercising. 

He suggested that the provision of paragraph (3) of the 
bill, limiting anti-trust exemption of agreements between dif- 
ferent types of carriers to those involving joint rates and 
through routes, be amended to include, in the exemption, agree- 
ments with respect to freight classification. 


Witness for Forwarders 


Giles Morrow, of Washington, executive secretary and gen- 
eral counsel of the Freight Forwarders Institute, said the for- 
warders were wholeheartedly in favor of the bill, but that they 
desired amendment of paragraph (3) so as to include, within the 
anti-trust law exemption there provided, “through service” as 
well as joint rates and through routes. He said he thought it 
would be helpful, also, to add “freight classification” to the 
exempt list, as suggested by Mr. Rice. 


G. Stewart Henderson, acting traffic director of the Balti- 
more Association of Commerce, submitted a resolution adopted 
by the directors of that association, favoring enactment of H. 
R. 2536. Robert France, general counsel of the Public Service 
Commission of Maryland, likewise presented a_ resolution 
adopted by that commission, endorsing the bill. 

F. L. Thomas, traffic manager of the Wisconsin Canners AS- 
sociation, Madison, Wis., said he had appeared before various 
rate committees in a period of years and that, although in many 
cases he had not gained his objective, he was always satisfied 
that he had had a fair hearing. He opposed I. C. C. repre- 
sentation at rate bureau meetings and publication of votes of 
bureau members. 


Locomotive Engineer’s Testimony 


Sam B. Winn, of Deer Lodge, Mont., locomotive engineer 
and chairman of the joint legislative board of the Railroad 
Transportation Brotherhoods of Montana, said that, though 
there was much talk now about cutting down the cost of govern- 
ment, “if failure to pass this bill means the Department of Jus- 
tice instead of the Interstate Commerce Commission is to largely 
regulate the railroads, I doubt if hardly any expense will be 
curtailed as far as the I. C. C. is concerned, while a corps of 
lawyers, trials and court cases will run into hundreds of thou- 
sands of dollars.” 

E. L. Hart, secretary and traffic manager of the Atlanta 
(Ga.) Freight Bureau, defended the existing conference method 
of rate-making, voiced approval of H. R. 2536, and answered 


April 6, 


many q 
the que 
that th 
Commis 
rious el 
the Col 
28300. 
Mr. 
a need 
it prope 
tions, a 
front in 
“Su 
in rate 


Aft 
force th 
tions pr 
if they 
was ab 
such ac 
Commis 
dissatis: 
these ag 
prevent 
carry © 
and fea 
of Geo1 
“made 1 
Court is 
continu! 
conspir% 
of H. R 

if | 
the shi 
for rate 
handled 

He 
tees or 
in his « 
had tw 
their p: 
Commi: 

As] 
the Gec 
but tha 
by the 
had tri 

Se 
an ind 
manufa 
in the 
object 
this wa 
that tr: 
to be,” 
and tha 
to “pro 

Ra 
the oth 

He 
of mak 
group 
ratings 
north, 
on sucl 
commo 
the sou 
comme 
that w 
“on a \ 


Se 
ations 
South |} 
ous ins 
reducti 
that th 
Other j 
With n 
of prot 
of com 


Corpor 
of coal 
his cor 





There was no sound reason why a steamship line that was 
unable to operate (because of low rates) should not be per- 
mitted to confer with a railroad regarding any rate that was 
too low, he maintained. 


Southern Paper Rate Adjustment 


Answering a question by Senator Wheeler as to rates on 
paper articles from the south to the north, Mr. La Roe, noting 
that he had represented the southern paper interests in such 
rate proceedings before the Commission, said he did not think 
the southern paper manufacturers were entirely satisfied with 
the existing joint through rate basis of 110 per cent of. “the 
flat eastern paper scale’ and that a majority of the southern 
paper shippers felt that the 10 per cent over 100 should “come 
off,” but that this rate level was not maintained by conspiracy 
of the carriers, the rate having been effected by an order of 
the Commission. However, he said, Senator Wheeler was right 
in his assumption that the northern railroads had in the past 
tended to keep up the paper rate structure from the south, 
which the I. C. C. had “broken down” to 110. 


After Senator Wheeler had read from the Georgia gover- 
nor’s brief in the Supreme Court “conspiracy” case that publi- 
cation of independent rates on paper articles by the Illinois 
Central had been held up as a result of a Central Freight 
Association appeal to Vice President Cleveland, of the A. A. R., 
and, of pressure applied to the Illinois Central by official terri- 
tory a Mr. La Roe commented that “that is very 
possible.” 


“I think you understand,” Mr. La Roe added, “that the dif- 
ference in policy between the northern lines and the southern 
lines is not restricted to paper. The northern lines have had a 
policy for many years of trying to move traffic on their own 
rails. That civil war between the northern and southern rail- 
roads has been going on for as long as I can remember and is 
going on today.” 

As to the rates on paper, he said, he had a strong suspicion 
that the Commission, in the light of what it had done in the 
Southern Governors’ case (No. 28300, Class Rate Investigation, 
1939), would reduce the rates from the south to 100 per cent 
of the eastern paper scale. The developments in the paper 
rate controversy proved, he remarked, that if two groups of 
conferences disagreed, the Commission could come along and 
“use the big stick.” 


Proposed Restrictions 


Answering further ion by Chairman Wheeler, Mr. 
La Roe said he favored limiting discussion and voting at rate 
conference meetings to subjects and proposals that had been 
placed on the public docket, and that giving the Commission 
broad authority and direction to establish rules and regulations 
for conference procedure would result in better procedure than 
the prescription of such rules, etc., by Congress in legislation. 
Mr. La Roe observed that sometimes several years were 
required to get a matter adjudicated before the Commission, 
but that he did not know how speedier action by the Commis- 
sion could be legislated. He asserted that the conference 
method of making rates tended to create uniformity, by which 
discrimination against small shippers was avoided. 


_ “The worst thing you can do for the little fellow,” he said, 
“is to let each one of these carriers go it alone. Then the little 
fellow will get burned.” 


He saw no public reason for not making the minutes of 
carrier conference meetings available to the Commission. 


Commission Procedure and “Delays” 


A comment by Senator Reed that he had one case before 
the Commission that was decided within a year and another 
case that took eleven years for its disposition by that body, led 
to expression by Mr. La Roe of the views that, on the whole, 
the Commission did “a pretty good job,” and did not delay 
cases unduly. He said he had called Senator Wheeler’s atten- 
tion to the Allied Van case in which, he stated, the Commission 
‘just wouldn’t proceed with it, year after year,” but that this 
pn finally had been brought to hearing and was nearing con- 
clusion. 


Generally speaking, said Senator Reed, “my experience 
has been that you could not get a decision in formal complaint 
cases short of a year.” One defect or weakness in connection 
with I. C. C. procedure, he said, was that the man who heard 
the testimony did not make the decision, and the men who 
made the decisions did not hear the testimony. 


The commissioners could not hear every case, said Mr. 
La Roe. He added that the Commission had a very good corps 
of examiners, that the examiners were well qualified and han- 
dled cases expeditiously, that there was a spirit of getting 
things done, and not a spirit of loafing, within the Commission, 
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and that when there were unusual delays, there was usually 
a rational explanation for the delay. 


Bus Association Witness 


Jack Garrett Scott, of Washington, general counsel of the 
National Association of Motor Bus. Operators, testifying as a 
proponent of H. R. 2536, said that the network of bus opera- 
tions by which a person might now travel by bus on one ticket 
from almost any point in the United States to any other point 
in the United States, created by means of through route and 
joint rate arrangements, would have been impossible if the 
carriers could not have conferred and acted jointly in fare 
publication. He said that, among fields in which conference 
and joint action in the motor bus field were important, was the 
installation of mobile radio communication—a service the 
establishment of which, he said, would be beyond the financial 
ability of practically all the bus operators acting individually. 

C. C. Hanson, of Washington, testifying on behalf of Rufus 
M. Howard, of Lincoln, Neb., president of the National Associa- 
tion of Commissioners, Secretaries and Directors of Agriculture, 
said that the best interests of agriculture and the public at 
large would be served by enactment of legislation embodying 
the principles of H. R. 2536. 


“Prelude” to Arnall Testimony 


A “prelude” to testimony begun April 1 by Governor Arnall 
was presented by Clark Foreman, president of the Southern 
Conference for Human Welfare. His organization, he said, 
opposed “legislation that would allow the immunization of the 
actions of any group or combination that imposes economic 
burdens upon the economy of the south.” Once anti-trust law 
immunity for the railroads was made possible, he averred, 
additional pressure groups would demand similar relief for their 
industries. He contended that the courts, not administrative 
agencies, were the proper vehicles for enforcement of anti- 
trust laws. He read into the hearing record an excerpt from a 
report of the A. A. R. traffic department, submitted as an 
exhibit by the Justice Department at the 1943 hearings on 
S. 942, to the effect that “accomplishments” of the traffic de- 
partment had included activity resulting in a 10 per cent in- 
crease in the level of rates on paper proposed by southern 
and southwestern railroads, in an increase of 3 to 6 cents a 
hundred pounds on imported vegetable oils from Gulf and 
south Atlantic ports, and an increase in the rates on rice. He 
urged that approval of H. R. 2536 be withheld and that “the 
railroads be made to answer to the charges in the pending 
court cases.” 

Governor Arnall, after a round of hand-shaking with per- 
sons assembled in the hearing room, began the presentation of 
his case against the railroads and against railroad associations 
and rate committees in a jovial yet aggressive manner—aggres- 
sive to the extent that he answered questions of committee 
members before they had fully stated their questions. 


Georgia Governor’s Position 


The substance of his presentation to the committee on the 
first day of his testimony was that the Association of American 
Railroads was all-powerful over the making of rates; that the 
Commission was relatively impotent in the rate-making field; 
that the A. A. R. and, “subordinate” associations and committees 
conspired to stifle free and open competition in the publication 
of freight rates; that this would be proved conclusively in fur- 
ther testimony before the committee and in the Georgia suit in 
the Supreme Court; that enactment of the Bulwinkle bill would 
result in that suit being thrown out of court and would amount 
to a change in “the rules of the game” by Congress; that the 
Supreme Court would, in its decision in Georgia’s case, define 
“the permissive field” of collaboration of carriers in making 
joint through rates, and that, after the court had done that, 
Congress could consider legislation in line with the findings of 
the court. 

Existing industry in the south had developed, said Governor 


Arnall, because the south had advertised itself as a low cost}' 


labor market and because of proximity to raw materials. How- 
ever, he continued, enactment of the wage-hour law—a law that 
he favored—had wiped out the south’s advantage in labor costs, 
and if the success of southern industries depended on rates, he 
feared they would move away from the south. 

Senator Wheeler said that the committee had heard about 
64 witnesses favoring the Bulwinkle bill, and that it proposet 
to give Governor Arnall all the time he needed for his testi 
mony. He had requested permission to testify for five days 
(see Traffic World, March 30, p. 950). 


“Encouraged” by F. D. R. 


Governor Arnall, discussing developments that he said had 
led to his filing the suit of Georgia against certain northern 
and southern railroads in the U. S. Supreme Court, said he had 
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talked with the late President Franklin Roosevelt about his 
(the governor’s) conclusion that Georgia was “hemmed ‘in” by 
freight rates; that President Roosevelt was “familiar with the 
case” and encouraged Governor Arnall in filing the suit, and 
that Georgia had now introduced evidence in the Supreme Court 
- the [to show “a gigantic conspiracy by southern railroads and their 
as a |northern allies to blockade the south.” 
yer a- Through the railroad “hierarchy” that had “culminated” 
icket | in formation of the Association of America Railroads, Governor 
point | Arnall said, unlawful regimentation of the railroad industry 
and {had been fortified with sufficient “teeth” to boycott any rail- 
* the froad refusing to serve “the purposes of the conspiracy.” 
fare He charged that the railroad industry had “flaunted the 
rence Ilaws of Congress” and had prevented individual railroads from 
s the Jappealing to the Commission with respect to publication of 
the independent rates. Many cases that he would cite, he said, 
ncial |would disclose that I. C. C. orders requiring establishment of 
Jally. [rates more favorable to the south had been circumvented by 
Rufus | the carriers. 
$0cia- 
lture, 
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Views About Hart, Norman, Etc. 


Senator Wheeler wondered why Mr, Hart, of the Atlanta 
Freight Bureau, J. V. Norman, counsel for the Southern Gov- 
ernors Conference, and various southern shippers had testified 
in favor of the bill. 

Referring to Mr. Norman, Governor Arnall expressed bit- 
terness with the remarks that he thought there was “such a 
thing as legal ethics among lawyers” and that Mr. Norman had 
taken money from Georgia for his services for the Southern 
governors, then added that Mr. Norman made his living before 
rate tribunals and was, therefore, not a disinterested witness. 
Mr. Hart, the governor said, was one of those who first encour- 
aged him to file his suit against the railroads and who had 
joined with the governor and others to raise money for prose- 
cution of the suit. He added that “the railroads are very 
— anti- powerful” and that “Mr. Hart works for a living.” 
rom a As to the shippers who supported the bill, Governor Arnall 
as anfsaid, it would be shown to the committee that the railroad 
igS On fconspiracy ‘was so broad that no shipper dared oppose the 
fic de-fwishes of the railroads; that the shippers were under duress 
ont in-fand threats, conscious of the “vast aggregate of economic 
uthern Jpower” that the railroads possessed. He said the railroads had 
ents afmisled shippers and chambers of commerce by telling them 
lf and §that unless the Bulwinkle bill was passed, joint through rates 
ce. He fcould not be maintained. He added that his charges would be 
it ‘“‘the proved by “this record” and “without a doubt.” 
ending Senator Reed read a list of southern manufacturing asso- 
ciations and shipper associations that had supported the bill, 
th per-fand Governor Arnall dismissed their endorsements with the 
tion of fstatement that “they are afraid to buck this economic power.” 
“iations [When Senator Reed said that the railroads were “about the 
ageres- § easiest target politically in the United States,” Governor Arnall 
amittee said that what he was doing was “about the most unpopular 
thing you can do.” Who,.he asked. put up the money for po- 
litical campaigns? Not the railroads, said Senator Reed. Gov- 
ermor Arnall chuckled. Senator Reed said that if there was 

on the §aything in the country that was easier to fight than the rail- 
nerican fT0ads it was the A. A. R., and that he and Senator Wheeler 
hat the #had been free in expressing their opinions of the A. A. R. 
g field; {Governor Arnall wondered how it could be explained that the 
mittees | Bulwinkle bill went through the House practically without 
lication § (PPosition. ; 

in fur- “Because every shipper said it would be impossible to 
suit inf Make rates without the conference method,” said Senator Reed. 


chttee Says He Represents Consumers 


that the The shippers were interested primarily. not in what the 
, define frate would be, but in rates that were not disadvantageous to 
making fthem; they passed the freight charges on to the consumers, 
ne that, fand “I’m appearing for the consumer,” said Governor Arnall. 
dings of He asserted that the A. A. R. controlled the price of “every 
article in the United States that moves in commerce, by rail 
rovernor for by truck.” He digressed to state that “we in the south” had 
low cost f‘Quislings” who spoke for their northern bosses, but that he 
s. How- {Would not undertake to name the “Quislings.” 
law that Senator Hoey, of South Carolina, said there were some 
or costs, JWho did not think the Bulwinkle bill would affect the Georgia 
rates, he fsuit. He said the bill did no more than guarantee exemption 
from the anti-trust laws if the Commission found such exemp- 
rd about ftion to be in accord with the public interest and the national 
proposed f'tansportation policy. 
ris testi “The whole purpose of the Bulwinkle bill,” said Governor 
ive days Arnall, “is to defeat the Georgia case and the government’s 
tase (at Lincoln, Neb.). The result will be to exempt the rail- 
toads and the transportation industry from the anti-trust laws. 
If you do that, you will be hit square between the eyes with a 
said had Phill to exempt communications, then with a bill to exempt the 
northern [Power industry.” 
d he had 
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Senator Hoey said Congress would have to take each bill 
on its own merits, and added that he did not see a thing in the 
Bulwinkle bill that would interfere in the slightest with Geor- 
gia’s suit or with that of the federal government against the 
railroads. 

Governor Arnall said that his attorney had concluded that 
the Bulwinkle bill would result in dismissal of Georgia’s suit. 

Senator Reed commented that the conference method of 
making rates by air carriers and water carriers was exempt 
from anti-trust laws. Governor Arnall answered that those 
exemptions applied only to foreign carriers, and that not a 
single domestic rate had ever been established under those 
exemptions. : 

Senator Hoey wanted to know how rates would be adjusted 
if, as a result of the pending suits against the railroads, the 
carrier rate bureaus or conferences were enjoined from oper- 
ating and if there was no legal way for the carriers to confer. 

“All I’m asking the committee to do is to let the judicial 
mill grind,” said Governor Arnall. ‘The Supreme Court has 
said that there is a sphere in which collaboration for joint 
through rates is permissible. We believe the court will define 
this permissive field of collaboration . . . but it can never be 
secret agreements, hidden from the public. The court’s answer 
will be forthcoming . . . unless Congress changes the rules of 
the game.” 

Senator Reed pointed out that the considered bill set forth 
a limitation as to agreements that the Commission might ap- 
prove—that the bill required that such agreements must be 
found by the Commission to be in furtherance of the national 
transportation policy. 

“That leaves it wide open,” said Senator Wheeler, Gover- 
nor Arnall emphatically concurring. “It depends on the con- 
struction the Commission membership, as now constituted, puts 
on the language in the national transportation policy.” 

Governor Arnall said the railroads always talked about 
what a “holy” tribunal the Commission was, that they regarded 
it as “the Pope,” capable of no wrong-doing. He said he re- 
garded the Commission’s decisions in the class rate case (No. 
28300) as “rather strange,” but that ‘we have sat at the bot- 
tom table so long we were glad to get anything.” As soon as 
the Commission had issued its order in that proceeding, he said, 
the railroads “came in” and joined with eastern industries in 
filing an injunction suit. 

“They went to the same place they told me I had no right 
to go, and enjoined the order,” he added. “They sang two 
songs—whichever way the music fit.” 

“You’re now talking about the procedure under the law,” 
said Senator Reed. “Where would they go, if not to the courts ?” 

“The Commission would be the czar, under this bill,” said 
Governor Arnall. 

__ Senator Reed said there was procedure, under the bill, per- 
mitting an aggrieved shipper or carrier to go to court, but the 
governor maintained that no shipper would go to the court un- 
less he had railroad “sanction.” 


Reed Disagrees 


. PY ae statement ‘does not state the facts,” said Senator 
eed. 

“In my opinion, it does,” Governor Arnall retorted. “The 
Commission today is impotent to control the Association of 
American Railroads. Congress itself, in some instances, has 
been impotent to control the railroads.” 

Senator Reed said the class rate proceeding was one under 
the interstate commerce act and that the method prescribed 
in that act had been followed by the carriers. 

“Do you say that Georgia has no right to recourse in 
court?” asked Governor Arnall. 


Senator Reed said the Supreme Court decision accepting 
jurisdiction in Georgia’s suit was a 5 to 4 decision, and that, 
in his opinion, the four dissenting justices were “a good deal 
sounder” than the five who joined in the majority opinion. 

“In other words, the senator is disagreeing with the de- 
cision in the case of Georgia vs. Pennsylvania Railroad et al?” 
asked Governor Arnall. 

“Yes,” said Senator Reed. 


The great difficulty in the considered bill, the governor said, 
was that that not only was it vicious as to the issues involved, 
but it would also establish a pattern for “monopoly controls” 
that would hit Congress day after day. If the Senate was going 
to try Georgia’s case, he wanted to acquaint the senators with 
the alleged conspiracy, to show how it operated, he said. He 
then proceeded to read into the hearing record the brief he 
had filed in the Georgia case in the U. S. Supreme Court. 

After the governor had asserted that the Bulwinkle bill 
had been drawn for the purpose of defeating Georgia’s case, 
Senator Reed remarked that the committee had held hearings in 
1943 on another bill having the same general purpose—regula- 
tion of rate bureaus—and that this was before the Georgia suit 
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was filled. Governor Arnall said proponents of the Bulwinkle 
bill ‘“‘acted mighty fast” after the Georgia suit was filed. 

“I wouldn’t expect the governor of Georgia to make any 
admission to this committee that in any way affected his case 
in court,” said Senator Reed. 


A. A. R. “Great Hierarchy” 


Governor Arnall read from his brief the charge that the 
“great hierarchy” of the railroads had deprived individual 
members (of the A. A. R.) from instituting independent rates. 

“Do you hang your whole case on the correctness of that 
assertion ?”’ asked Senator Reed. 

“The statement is correct,” said the governor. 

“The railroads always have been free to take independent 
action, and they do it,’’ said Senator Reed. 

Governor Arnall said they did not, and he could prove they 
did not. 

“If you can prove that assertion, you will win your case 
in any event,” said Senator Reed. 

“If you will help defeat the Bulwinkle bill, I’ll be well re- 
0 aaa I can prove that assertion,” Governor Arnall re- 
torted. 

The criterion of illegality of freight rates was the mode of 
ntaking the rates, not the level of the rates, he declared. He 
said the bill would legalize the present mode of rate-fixing 
under which, he contended, member railroads were required to 
do the bidding of the railroad association. 

Asked by Senator Hawkes, of New Jersey, whether he be- 
lieved in free enterprise, the governor said he believed in 
competitive free enterprise. Senator Wheeler said the committee 
had had complaints that some of the “big” railroads exerted 
pressure against independent publication of rates by individual 
roads by threatening to divert traffic away from such roads. 
Senator Reed asserted that the interstate commerce act pro- 
hibited discrimination by a railroad against connecting carriers, 
as to shipments not routed by the shipper. Senator Wheeler 
said the complaint had been made by the Cotton Belt that the 
Missouri Pacific did not give it traffic to which it was entitled. 
Senator Reed said his recollection of the complaint was that 
the Southern Pacific, owner of most of the stock of the Cotton 
Belt, did not favor the Cotton Belt. Senator Wheeler said the 
law forbade discrimination, but that ‘we all know there are 
innumerable violations,’ and that it was a difficult matter to 
deal with because, if no one showed up the violation, there 
would be no prosecution. 


Will Win in Supreme Court—Arnall 


In the course of further discussion, Governor Arnall said, 
with reference to the Georgia suit in the Supreme Court, that 
“we will win that case; I state that authoritatively.” If the 
court in that case would clearly define the field in which the 
carriers could collaborate, he said, “perhaps someone will want 
to consider defining that field by law.” He added that Congress 
ought not to change “the rules of the game” in the meanwhile. 

Senator Reed said Governor Arnall had almost lost his case 
in the first instance. 

“T have enough confidence in the court to feel sure it will 
do what’s right,” said the governor. “If it does, Pll win the 
case. All I’m asking the committee to do is to let me see if 
I’m right.” , 

He undertook a discussion of the “sphere” of reasonableness 
of rates, suggesting, by gestures, that the range between floor 
and ceiling of the “sphere” of reasonableness might be nearly 
as great as that between the floor and ceiling of the hearing 
room. Under questioning, he indicated that he objected to secret 
sessions of rate committees or bureaus, and that the secret 
sessions were objectionable because the shippers did not know 
what transpired in them. 


Defense of Secret Sessions 


A very large majority of the shippers desired that these 
sessions, after the open hearings or meetings of the bureaus, 
remain secret, said Senator Reed. He said they felt so because 
of the pressure that might be put by some other railroad or 
large shipper against adoption of a rate proposal by a railroad 
on behalf of a small shipper served by it. 

Senator Hawkes suggested that creation of unfair competi- 
tion in the making of freight rates would “upset the whole 
applecart” in the United States, with some shippers being 
favored over others. That, said Governor Arnall, was what 
he would prove. Gn 

Senator Hawkes wondered whether the governor thought 
that, with the power the Congress had given the Commission 
to handle rate matters, the A. A. R. was more powerful to 
“handle these things.” 

Governor Arnall said he would offer two illustrations to 
show that the A. A. R. had “flaunted” orders of the Commission 
and laws of Congress. When Senator Reed said the committee 
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was not trying the Georgia case, and that he had hoped it 
would “get into” practical methods of making rates, Governor 
Arnall said he was presenting Georgia’s case because his at- 
torney had told him the Georgia suit would be dismissed if the 
Bulwinkle bill were passed. Senator Reed said that his lawyer 
friends told him that that was not the case. Senator Wheeler 
said he would give the governor all the time necessary for him 
to point out the abuses he claimed, so that the committee could 
determine what kind of legislation was needed. 

Governor Arnall suggested that if the railroads were 
exempted from anti-trust law violation, it would be difficult 
to determine a boundary for such exemptions as applied to 
other industries. 


Regulation and Competition 


Senator Reed observed that if carriers and shippers were 
to be subjected to the hazard of violation of the anti-trust laws, 
their business would cease, and the Georgia governor asked 
him if he was advocating that there be no competition in trans- 
portation. Senator Reed said that there was regulation, as in 
the field of transport, there might be harmful complications if 
competition ran loose. Unregulated competition in transporta- 
tion would be the most harmful thing imaginable to transporta- 
tion, said Senator Reed. 

Governor Arnall agreed with Senator Hawkes’ observation 
that “we’ve got to have competition, but in the case of the 
railroads it has to be limited within a certain sphere.” 

Senator Wheeler said the bill went beyond approval of 
rate agreements only, by the Commission, and provided for 
exemption of almost any other agreement. He said it was 
impossible for the Commission to go into every agreement, 
without knowing what was behind it. 

Senator Hawkes said that “you can’t have two masters in 
anything and have it a success,’ that some way had to be 
found by which the railroads could function intelligently and 
serve the shippers. If the Commission was not regulating freight 
rates effectively, the question to be considered, he said, was 
why the government was not doing its job. 


Charges Commission Orders “Flaunted” 


To show that the A. A. R. had “flaunted” the Commission’s 
orders, Governor Arnall referred to proceedings before the 
Commission in I. and S. 3636, Cotton, Woolen, and Knitting 
Factory Products, 211 I. C. C. 692, 220 I. C. C. 189. 

He said the Commission, in its first report in that proceed- 
ing, had found the rates on cotton piece goods and certa’n other 
articles, from manufacturing points in southern territory to 
destinations in trunk-line and New England territories, and 
from manufacturing points in the latter territories to po‘nts in 
the south, unreasonable to the extent they exceeded 50 per 
cent of constructive first-class rates made by the use of the 
Q-I and K-2 scales under the southern class-rate revision for 
the portion of the hauls without and within southern territory, 
respectively. Shortly’ after this report had been issued, said 
Governor Arnall, the Traffic Advisory Committee of the A. A. 
R. adopted a resolution to the effect that classification excep- 
tions effected under Commission orders should not be made 
unless approved by the territorial freight associations or com- 
mittees in which the exceptions were to apply. 

In a supplemental report in this proceeding, said the gov- 
ernor, the Commission chided the railroads for not conforming 
to its original order by saying that “our prior report here‘n 
contains no authority for exceeding the maximum prescribed 
basis by the use of any such minimum basis of rates as that 
outlined in the petition. There is no justification of record for 
applying as a minimum from manufacturing points in southern 
territory, on traffic to the east, the full class basis from ncn- 
producing intermediate gateways.” 


Cleveland States Objection 


A. F. Cleveland, vice president, traffic. of the A. A. R. 
arose to take exception to Governor Arnall’s implication that 
the Commission’s order in I. and S. 3636 had not been complied 
with because of a resolution adopted hv the A. A. R. Traffic 
Advisory Committee. Mr. Cleveland said the resolution was to 
the effect that no changes should be made in exceptions to clas- 
sification ratings in a territory without concurrence of lines in 
territories beyond that of the exceptions ratings, and that “it 
seemed to us no more than fair” that if exceptions applied on 
lines in one territory the connecting lines in other territories 
should have opportunity to know about them and act on them. 
pies a had nothing to do with cotton textiles, he de- 
clared. 

“How does the gentleman explain the I. C. C. report criti- 
cizing the railroads’ action?” asked Governor Arnall. 

Mr. Cleveland said that that matter would be discussed by 
another witness for the railroads, later. ; 

Senator Wheeler said he permitted Mr. Cleveland to voice 
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ae his objection because he (the senator) wanted to “clear these 
at. [things up as we go along.” Senator Reed told Governor Arnall 
the [that the instance he cited of the Commission scolding the rail- 
vyer roads was not an isolated case, though he would not want to 
ler [Say it was a common occurrence. He said that sometimes he 
totes thought the railroads made mistakes and sometimes he thought 
ould the railroads had “fudged.” There was no doubt about that, 
said Governor Arnall. 
ee The A. A. R., the governor said, could thumb its nose at 
icult the Commission and at Congress, but could not get away from 
a ta the courts, and that, he contended, was the reason it was now 
urging enactment of the Bulwinkle bill. 
Need for New Commission? 
“If the Commission lets them flaunt its orders, then we 
* ought to have a new Commission,” said Senator Wheeler. 
= S, Governor Arnall said “the record is here” to prove that the 
isked J ilroads had done that. If it was true that a new Commission 
rans- fwas needed, then, he asked, what about Congress—was a new 
aS IN ICongress needed ? 
ns if Senator Wheeler thought that perhaps there was such a 
orta- Feed. However, he remarked, the Commission had power to 
orta- Tbring offending carriers to court. Governor Arnall agreed as 
f to that, but said it had not been done in all instances. 
vation The most vicious example of the A. A. R. “technique” in 
f the |faunting” Congress, he asserted, was a resolution “directed” 
by President Pelley, of the A. A. R., to prevent establishment 
‘al of fof joint rates with truck lines where the truck lines went into 
d for [territory of competing railroads. This, he said, was done de- 
L was Espite legislation enacted in 1935 under which the railroads 
ment, |might establish joint rates with trucks or bus lines. 
ers in C. G. W.-Keeshin Case 
to be 


To portray, further, what he described as the “titanic” 
y and fpower of the A. A. R. over its member roads,“he said that, 
‘reight Jpursuant to a recommendation of the Federal Coordinator of 
1, was | Transportation, that railroads experiment»with containers, the 
Chicago Great Western undertook an “arrangement” with 
Keeshin Motor Lines but was told that such action was in vio- 
lation of a resolution of the A. A. R. Governor Arnall said that 
the “manager” of the Great Western was thereupon summoned 
before the board, for reprimand, but that the Great Western 
said the resolution was contrary to the 1935 acti:and that it 
would proceed with the arrangement in question. According 
to Governor Arnall, Mr. Pelley then warned the Great Western 
that its action was nothing more nor less than invasion of rail- 
road territory by another railroad, and that he (Mr. Pelley) 
apprehended that if the Great Western adhered to its position in 
not going along with the A. A. R. “extensive retaliatory de- 
50 per §’elopments will take place.” 
of the § . The Great Western went ahead with its plan, the other 
jon for p'ilroads went to the Commission to ask for suspension of the 
rritory, }'tes in controversy, but the Commission approved the rates, 
.d. said §8aid the governor. Later, he said, Trustee Joyce and President 
e A.A Sargent, of the Great Western, “paid dearly for their folly 
- excep- §2 undertaking to buck the A. A. R.,” since according to the 
e made §°vVernor, the Great Western was penalized by the A. A. R. 
or com- §" the making of divisions of rates. He quoted Mr. Sargent as 
having said that it was “a delicate thing’ for an individual 
the gov- §ailroad to appeal to the Commission, because if it did so there 
forming Vas a tendency for the railroads to penalize it in the form 
t here'n §°f diversion of traffic away from it, and that this was “the 
escribed ffear of traffic men.” 
as that Senator Wheeler said he recalled that Messrs. Joyce and 
cord for Sargent had come to him with complaints about divisions of 
southern dint rates. 
om nen- “You have put your finger there on what has long been a 
sore spot,” said Senator Reed, adding that it had long been 
true in the traffic world that it was “pretty tough to have a 
tow with the Union Pacific.” 
Governor Arnall said that the case he had cited was evi- 
dence that the A. A. R. was “actually robbing” independent 
tailroads of their right to appeal to the Commission for justice. 
Senator Reed said that he could offer a “more shocking” 
*xample, and he proceeded to relate that the Rock Island 
formerly had transported as far as Denver traffic that it had 
originated on its line, but that the Union Pacific had “closed 
the Denver gateway,” insisting that the traffic be turned over 
pplied on !o it at Council Bluffs, Ia. Senator Reed said he had asked 
erritories {' Union Pacific man who assumed responsibility for this ar- 
‘on them. F@gement why he had done this, and that this man’s answer 
s, he de- ad been, “Because I could.” 


Reed Defends A. A. R. 


The matter of joint rates and divisions that Governor 
Amal! discussed, said Senator Reed, could be “fixed” by Con- 
press by a requirement that the Commission prescribe joint 
hrough rates. The governor said the situation could be 
Teached” by “breaking up the A. A. R.” 
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“T doubt whether I want to dissolve the A. A. R.,” said 
Senator Reed. “I think it performs many useful functions.” 

“When it violates the law, it ought to be abrogated,” Gov- 
ernor Arnall averred. 

After Mr. Cleveland had said that the divisions affecting 
the Great Western were prescribed by a Commission order, 
that the controversy had taken place before the A. A. R. was 
organized, that the Commission in its final report approved 
divisions that the lines had agreed to in conference, and that at 
no stage in the proceedings had the A. A. R. had anything to 
do with it, Senator Reed received from Mr. Cleveland an affirma- 
tive answer to a question as to whether the Justice Department 
had gone to court and obtained a consent decree against the 
A. A. R. 

“There was a violation of the law if the A. A. R. got a 
consent decree forbidding that policy,’’ said Senator Reed. 

“Mr. Joyce was penalized for independent action,” said 
Governor Arnall. 

“That is not a fact,” said Mr. Cleveland. 

“I don’t think the railroads are 100 per cent pure,” said 
Senator Reed. 


“T’m sure they’re not,” remarked Governor Arnall. 


A. A. R. and Lobbying 


The Georgia governor then undertook presentation of a file 
of correspondence and other material relating to railroad lobby- 
ing activities, to support his contention that the railroads had 
the greatest and most highly organized lobby in the United 
States and that thereby they exercised economic control over 
the country. 

He said one of the first efforts of the A. A. R. in that 
direction was to eliminate the Federal ‘Coordinator of Trans- 
portation, and that, at a meeting of tlie A. A. R. board of 
directors in April, 1935; R. V. Fletcher, A. A. R. counsel, re- 
ported he had called together members of the state railroad 
associations to get reports and to establish contacts with mem- 
bers of Congress. The governor said 92 members of state asso- 
ciations, representing 40 states, attended the meeting, and sub- 
sequently: “contacted” members of Congress. 

Governor Arnall said that the “lobby” working on the Bul- 
winkle bill had “the number’’of every Senator and member of 
Congress and was trying to bring as little public attention to 
the bill as possible, because, the governor averred, the bill 
“won't stand the light of day.” 


Referring to the “drive” to oust the late Joseph B. East- 
man as coordinator, Senator Reed said that that was not the 
first time that Mr. Eastman had run into trouble. He said 
that former President Hoover, after having become President, 
was inclined not to reappoint Mr. Eastman; that he (Senator 
Reed) as governor of Kansas had appointed Henry J. Allen 
to be United States senator and had instructed him to see 
President Hoover and “change his frame of mind” as far as 
Mr. Eastman was concerned. Senator Reed added that ‘Joe was 
reappointed.” Senator Wheeler said he knew that both the 
railroads and the railroad brotherhoods were opposed to East- 
man as coordinator, but'that “I was for his staying.” 


Governor Arnall said that the A. A. R. set up in each 
state a state railroad association, with instructions to each to 
give attention to state and federal legislation. He referred to a 
stack of purported photostatic copies of letters and said one 
of them was addressed to Mr. Fletcher, of the A. A. R., by 
W. L. Stanley, chief public relations officer of the Seaboard, 
reporting that certain people had been assigned to “contacting” 
named congressmen from Georgia and Florida “from time to 
time as emergencies may arise.” 


The governor read from the correspondence statements 
that “we employ necessary help if needed and distribute the 
cost among the railroads on a mileage basis” and that “we 
have found this plan to work most successfully.” 


Wheeler on Lobbying 


Senator Wheeler said that he always felt that if members 
of the Senate did not have the moral character to stand up 
against “that kind of lobbying” he did not deserve a place in 
the Senate. Governor Arnall thought it was “an awful shame” 
that the A. A. R. worked on the theory it could “pressure and 
squeeze” members of Congress. 

He read a letter he said was addressed by Mr. Fletcher to 
O. W. Dynes, counsel of the Milwaukee, in which the former 
requested that a list of men be selected “to come to Congress” 


- to present their views with respect to certain legislation; that 


the men selected should be made familiar with the provisions 
of the -bill in question, and that they should be men so re- 
spected sby members of Congress as to make it unlikely that 
the latter would “rise in their places and denounce these friends 
as lobbyists.” 


There had never been an aggregation in the United States 
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with as strong and powerful a lobby as the A.A. R., continued 
the governor. He said it would be shown that the A. A. R. 
“ran in a few opposition witnesses” in a “shadow boxing” 
gesture, so that it would not appear that the testimony ran 
“all one way.” 

Senator Reed said the railroad lobby was not as effective 
as the brotherhood lobby or as the post office employes’ lobby. 

Reading from another letter he said had been addressed 
by Mr. Fletcher to D. E. Riordan, counsel of the Wisconsin 
Railroad Association, in September, 1934, Governor Arnall 
quoted excerpts to the effect ¢hat each state railroad associa- 
tion should put into use a plan to learn who were the influential 
men behind the Congressmen of the state, so as to make it 
possible to influence “in a perfectly proper way” the minds of 
the Congressmen who relied on “these men” for advice. The 
letter contained the further suggestion that each association 
might “go so far’ as to prepare statements for the A. A. R. 
file as to who each Congressman was, his profession, his social 
and political background, and who his friends were, and, also, 
the background of the senators and the persons on whom they 
relied for their advice. 

Senator Wheeler said he was “surprised that a lawyer 
who has had so much to do with legislation should be so foolish 
as to write letters like that.” Governor Arnall said that he, 
too, was “amazed about this correspondence.” 


Interviews “at Home” 


The governor read another letter he said had been sent by 
Mr. Fletcher to the chairmen of the legislative committees of 
the state railroad associations, suggesting that arrangements 
be made to have each congressman interviewed at home by as 
many constituents as would undertake the task, that it would be 
helpful if 100 could be assigned to each congressman, and that 
it “certainly” would be helpful if about 35,000 influential cit- 
izens in the United States would speak to the members of 
Congress “between now and January.” The letter added that 
“we are prepared to supply in practically unlimited quantities 
a statement we have as to policies.” 

Governor Arnall said that the A. A. R. worked through 
taxpayers associations and Chambers of Commerce by “rigging 
up” resolutions which were adopted by those organizations and 
by trying to keep authorship of the resolutions by the A. A. R. 
from becoming known. ’ 

When Senator Wheeler wondered whether the witness 
thought all who had testified in support of the Bulwinkle bill 
had been induced to do so by the railroads, Governor Arnall 
said it would be interesting if all those witnesses were sub- 
penaed “to tell who paid their expenses.” : 

Senator Reed said that many letters that senators received 
were the result of propaganda campaigns, and that the senators 
could usually tell whether the letters were spontaneous or 
whether they were inspired by some organization. 


Supporters of Bill “Stooges” 


Governor Arnall said that in his judgment many of the 
witnesses who appeared in support of the Bulwinkle bill had 
read a statement prepared for them urging passage of the bill. 

Commenting on further correspondence read by the gov- 
ernor, Senator Wheeler said that his committee, in its investi- 
gation of railroad financing and its report thereon in 1941, had 
discussed activities of the railroad lobby. 


Governor Arnall then proceeded to relate his story about 
how the A. A. R. was organized. He said the foundation for 
the association was laid at a meeting of a number of financiers 
in the Metropolitan Club in New York City, attended by, 
among others, Pierre du Pont, Jeremiah Milbanks, W. A. Har- 
riman, Milton W. Harrison, and Will Hays, and that it was 
their purpose to set up a “super private government to control 
the destiny of transportation in the United States.” This 
“super government,” he said, could point to Kansas or any 
other state and say that it should not be an industrial state. 
The governor said the formation of the A. A. R. was predicated 
on the proposition that every railroad had to become a mem- 
ber, and that it provided that no member road could change 
its rates unless approved by the A. A. R. or a subordinate body. 
The governor related that Mr. Fletcher had urged caution in 
the drafting of the association’s by-laws, so as to avoid viola- 
tion of the anti-trust laws, but it was Governor Arnall’s con- 
tention that there was now in effect among A. A. R. members 
a “gentlemen’s agreement” that no member would take action 
contrary to the will of the association. He said that President 
Pelley, of the A. A. R., had asked at the outset for “teeth” in 
the plan of organization, and that the plan finally adopted 
contained “all the teeth that Mr. Pelley was asking for.” 


Arnall Testimony Ends 


The Georgia governor concluded his testimony before the 
committee April 3 with a plea that the committee, “in a spirit 
of justice,” permit him to have his “right in court.” 


TRAFFIC WORLD 


He said the committee “might as well” decide whether to 
have anti-trust laws in the United States. Though emphasizing 
that he opposed. the Bulwinkle bill “in toto,” he urged that if 
the bill were reported, it be so amended as to preserve free en- 
terprise in the United States and that it be made so “harmless” 
that no one would have any serious objections to it. His prin- 
cipal concern was that the A. A. R. be dissolved, because, in 
his opinion, there could be no freedom of action by individual 
railroads as long as it existed and as long as the member roads 
were, as he thought, bound by the obligations of A. A. R. mem- 
bership to bow to the will of the A. A. R. board of directors. 

Approval by the Commission of the agreement under which 
the A. A. R. operated would be forthcoming “instantaneously” 
in event of enactment of the Bulwinkle bill, because the Com- 
mission had a “revulsion” at the thought of being compelled 
to exercise the duties vested in it and found it easier to let the 
carriers regulate themselves, Governor Arnall contended. He 
referred to testimony by Commissioner Johnson, also Direc- 
tor of the O. D. T., before the House interstate commerce com- 
mittee, in which the commissioner said that rate bureaus were 
creatures of necessity. 


I. C. C. Recommendations Solicited 


When Governor Arnall concluded his testimony, Chair- 
man Wheeler announced that, after additional opposition wit- 
nesses, including some from the Justice Department, had been 
heard, the committee would hear Commissioner Aitchison. He 
said he and Senator Reed had conferred with members of Di- 
vision 4 of the Commission and had asked them to submit pro- 
posed amendments to H. R. 2536 to the committee. Senator 
Wheeler expressed disagreement with Governor Arnall with 
respect to the latter’s contention that the Commission would 
approve all carrier agreements it was asked to approve. 

When the April 3 hearing began, Senator Wheeler read a 
telegram he had received from J. V. Norman, of Louisville, 
Ky., counsel for the Southern Governors’ Conference, whose tes- 
timony in support of the Bulwinkle bill Governor Arnall had 
regarded as contrary to ethics of the legal profession. 

“The sole excuse given for this unwarranted attack,” said 
Mr. Norman in his telegram, “was the fact that I am counsel 
in the class rate case for the Southern Governors’ Conference, 
to which the State of Georgia contributed, and the proposed 
legislation would, in his opinion, render moot a wholly different 
case instituted by the State of Georgia in which I am not 
counsel and in which the other Southern governors did not 
participate. In accepting employment by the governors I did 
not surrender my right to support any legislation that I be- 
lieve to be in the public interest, nor do I think anyone but 
Governor Arnall would insist that I did. In my opinion, should 
Governor Arnall succeed in obtaining the injunction he seeks 
and also succeed in defeating the pending legislation, he would 
destroy any present hope of the South obtaining relief from 
discriminatory freight rates. Conferences and agreements among 
carriers are necessary in the preparation of a uniform classifica- 
tion which is essential step in removing the discrimination. Such 
conferences are now in progress at direction of Interstate Com- 
merce Commission. While I did not appear before your com- 
mittee as representing the Southern Governors’ Conference, yet 
I submit my testimony was in furtherance of the case I am 
handling for it, and it is Governor Arnall who is guilty of be- 
traying the interest of the conference in order to protect the 
court case instituted by him. In view of the personal attack on 
me, I will appreciate your reading this telegram to the committee 
and inserting it in the record.” 

Commenting on that message, Governor Arnall said he 
adhered to the views he had expressed previously concerning 
Mr. Norman and that he (the governor) would, at the next meet: 
ing of the Southern Governors’ Conference, move to dismiss 
Mr. Norman as counsel for the conference. 

Later in the hearing, Senator Wheeler read another tele- 
gram, addressed to Mr. Norman by Governor Sparks, of Ala- 
bama, chairman of the freight rate steering committee of the 
Southern Governors’ Conference, reading as follows: 


We—Governor Caldwell, of Florida, Governor Cherry. of North 
Carolina, Governor Davis, of Louisiana, and myself, members consti- 
tuting the freight rate steering committee of the Southern Governors’ 
Conference—do not think you have violated any ethics of your profes 
sion in appearing before a Senate committee in favor of the Bulwinkle 
bill. While we may not advocate passage of this bill, that is a matter, 
however, of private opinion and does not affect your right to express 
your own opinion of your relationship with the southern governors, nor 
become a breach of faith on your part. You have as much right to youl 
individual views on political and legislative matters as we do. We have 


for the South. We do not wish to interfere with any other state 0 
group of states in attacking the unfair rate structure in any way !t 
may see fit. By one or more of these efforts, at some time in the future 
the South may obtain deserved relief. 


Governor Arnall’s comment on that telegram was that 
“those gentlemen”—the governors whose views it represented— 
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had nothing to do with the Georgia case, and that he still insisted 
that Mr. Norman was trying to sabotage the Georgia suit against 
the railroads. 

Resuming the discussion of railroad lobby activities that he 
had launched the preceding day, Governor Arnall pointed to 
financial contributions he said the railroads had made to cham- 
bers of commerce, including, among others, a contribution of 
$50,000 by the Southern Pacific to the California C. of C. Senator 
Wheeler said he believed that chambers of commerce were to an 
extent influenced by large contributions, and Governor Arnall 
said that, when big corporations made large contributions to 
chambers of commerce, they had much to do with shaping of 
policies of the latter organizations. He said that to tolerate a 
lobby such as the A.A.R. had was to encourage a “gigantic con- 
spiracy.” 

Asks Subpeona of A.A.R. Files 


“T call on this committee to subpoena the files of the Asso- 
ciation of American Railroads bearing on these legislative activi- 
ties,” said Governor Arnall. 

Senator Wheeler thought that, after the 1941 investigation 
made by his committee with respect to railroad lobbying, etc., 
it was improbable that more letters of the kind uncovered in that 
inquiry would be found in the A.A.R. files. He thought the 
A.A.R. officials had “learned their lesson.” He added that that 
investigation had brought about “a good many” reforms in 
railroad financing, and that he had been informed that a pro- 
posal presented in a railroad conference after that investigation 
had been rejected because of a fear that the matter would come 
to the attention of his committee. 

The thing that irked him most, he said, was that railroads 
would “put pressure to bear” on individual lines and would tell 
them that “you can’t put that into effect, because if you do 
you'll be penalized.” He said the bill should be amended, but 
that if rate making conferences were not permitted a chaotic 
condition would be created. He averred that the Commission 
ought to have “all the facts” and ought to examine the rates. 
He believed the Commission had been derelict of its duty, in 
many instances, in not “going into” the rates. 


Question of Coercion 


When Governor Arnall insisted that enactment of the Bul- 
winkle bill would not forestall coercion of individual carriers, 
because the A.A.R. would continue to exist, Senator Reed said 
that he did not want to be understood by silence (he was vocally 
repressed by hoarseness) as agreeing to that. He said the bill 
as written preserved the right of independent action as fully as 
that could be done by legislation. The intangible question of 
pressure was to be found in many business activities, he added. 
Senator Wheeler said that a railroad ought never to give up its 
right to appeal to the Commission, and that anything that meant 
forfeiture of that right was in violation of the Sherman act. 

“You say this bill would immunize the A.A.R. from the 
Sherman act,” Senator Wheeler continued. “I’m frank to say I 
can’t find anything in this bill that does that... if the A.A.R. 
does coerce members to do something .. . it is not immunized 
from prosecution unless . . . it is possible that the Commission 
would say that ‘all agreements among yourselves are approved’ 
... 1 can’t conceive of the Commission approving the A.A.R.’s 
saying that ‘you can’t appeal to the Commission unless you first 
submit it to us.’ I don’t know of anybody in Congress who would 
approve of the Commission’s doing anything of that kind.” 

Governor Arnall ‘insisted that the bill would permit this to 
be done, and that by approving an organization, such as the 
A.A.R., it would approve the by-laws of the organization. He 
thought there probably would be no violation if one or two rate 
bureaus existed and they agreed to formulate rates and if there 
was no appeal to some eastern organization. 

Senator Reed interjected the comment that he had lis- 
tened to all of Governor Arnall’s testimony because “I have been 
more intrigued and entertained by your testimony than by all 
the rest put together.” Governor Arnall said he had high admi- 
ration for Senator Reed. 


Comment by President 


In his press conference on April 3, President Truman said 
that the Bulwinkle bill had been discussed in the course of a 
White House visit by Governor Arnall. The president said he 
had listened with interest to what the governor had to Say. 
Asked what he would do if the bill was passed, the president 
said he would take care of it when the time came. 


Wiprud Asks Recess 


Arne C. Wiprud, Washington, D. C., attorney, former chief 
of the transportation section of the Justice Department’s anti- 
trust division, asked the committee to recess its hearings on 
the Bulwinkle bill until after the Supreme Court had made its 
determination in the Georgia suit because, he said, in that de- 
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cision the court would define “for the first time’ the meaning 
of the word ‘coercion’ as related to practices of carrier asso- 
ciations or bureaus and would define, also, the ‘‘area of per- 
missible collaboration” by the carriers. 


It was Mr. Wiprud’s view that the railroads did not v-olate 
the anti-trust laws in conferring on the establishment of joint 
rates and through routes, but that, if a group of carriers op- 
erating between the same points got together and established 
a rate between those points, they did violate the anti-trust 
laws because, as he put it, the rate agreed on would be non- 
competitive. The effect of carriers collaborating in making of 
such a rate, he argued, was to establish the rate at a maximum 
level within the ‘“‘zone of reasonableness.” When a rate within 
that zone was filed with the Commission, he declared, the 
Commission could de nothing about it. Removal of coercion by 
carrier associations and bureaus over individual carriers—co- 
ercion that, he said, was inherent in the present organization 
of those associations and bureaus and that had its source in 
eastern financial interests intent on dominating the nation’s 
economy through manipulation of freight rates—would permit 
the play of free competition between carriers within the “zone 
of reasonableness” and result in disestablishment of artificially 
high freight rates, he contended. 

Chairman Wheeler disagreed as to the alleged inability of 
the Commission to aet on rates filed with it, saying that the 
Commission always had the power to say whether a rate was 
reasonable or not and to prescribe rates. He also disagreed 
with Mr. Wiprud’s view that carriers operating between the 
same points violated the anti-trust laws if they conferred on 
establishment of a rate. 


When Mr. Wiprud asserted that only 1 per cent of the rates 
filed with the Commission were subjected to its review through 
suspension proceedings, Senator Hawkes, of New Jersey, cited 
testimony of Commissioner Aitchison in the House committee 
hearings on H. R. 2536 to the effect that more than 40 per cent 
of the tariffs filed with the Commission received direct I. C. C. 
approval, were required by its orders or received its adminis- 
trative consideration. Senator Wheeler inquired of Examiner 
Howard Hosmer, of the Commission, what happened when rates 
were filed at the Commission. Mr. Hosmer said the tariffs were 
looked over by tariff examiners for determination as to their 
compliance with Commission requirements as to form of filing 
and other technical requirements. Senator Wheeler said it was 
the plain duty of the Commission to go into the question whether 
the rates filed with it were just and reasonable, and that if 
looking into technicalities was all it did, it seemed to him the 
Commission was not doing its duty. 


When Mr. Wiprud directed his attack against the A. A. R., 
saying that it eliminated competition through rail rate-making 
machinery, Senator Hawkes said he knew of no association in 
the United States that, in trying to help the industry by which 
it was constituted, did not have “some unseen power you might 
call coercion.” If the A. A. R. should be abolished, then prac- 
tically every association in the United States should be abol- 
ished, he averred. He said that “we have got to know facts” 
before doing something to disrupt “a very efficient organiza- 
tion,” and thought there was need for relief of business men 
who were trying to comply with the law from “being always 
subject to harrassment by the Department of Justice.” 


“Quite a Lobby” 


Senator Capehart, of Indiana, suggested that it was not a 
“conspiracy” for carriers to file rates within the zone of rea- 
sonableness. He wondered how, under the competitive rate- 
making plan advocated by Mr. Wiprud, the carriers ever would 
know whether they were within the law. He digressed to in- 
quire how many representatives of the Department of Justice 
were present in the hearing room. About ten men raised their 
hands. Senator Capehart regarded that group as “quite a lobby.” 
He said he disliked the idea of railroads and other groups that 
came to Congress to “protect themselves” being assailed as 
great lobbies, and that he disagreed with the idea that if the 
government engaged in lobbying, it was “perfectly O. K.,” but 
if private enterprise did it, it was all wrong. 

Mr. Wiprud concluded his prepared statement with the as- 
sertion that enactment of the Bulwinkle bill would lead to 
anti-trust law exemptions for other industries and that the bill 
“may well be the touchstone of our future economic life.” 


ADMINISTRATIVE PROCEDURE BILL 


Representative Wolfenden, of Pennsylvania, has introduced 
H. R. 5988, an administrative procedure bill, differing in some 
respects from S. 7, the McCarran bill on administrative pro- 
cedure, reported by the Senate judiciary committee. 

Chairman Sumners, of House judiciary committee, some 
time ago introduced H. R. 4941, a companion bill to the Mc- 
Carran bill. 
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Federal Transportation Employes 
Submit Views to Lea Committee 


See need for professionalization of traffic manage- 
ment. Propose that responsibility for execution of 
national transportation policy be vested in one man. 
Oppose consolidations of carriers of different types 
on any substantial scale at this time. Urge “effective 
traffic manager for the government” 


A major underlying cause of the difficulties with America’s 
transportation is the lack of “a large supporting mass of 
skilled, interested, professional, continuing thought on the 
broader and more difficult problems,” says the Federal Trans- 
portation Association in a statement submitted to Chairman 
Lea, of the House committee on interstate and foreign com- 
merce, in response to the suggested topics prepared by the 
transportation subcommittee of the committee. : 

The association is composed of ‘300-odd employes in 
eighteen government agencies,” and describes itself as “A 
Society of Transportation Specialists.” Gilmer B. Randolph is 
chairman of the board of governors, and other principal offi- 
cers are J. A. Hurney, president; J. B. Green, first vice-presi- 
dent; E. M. Singer, second vice-president; C. E. Milford, treas- 
urer, and B. W. Musselwhite, secretary. 

“Compared with occupations of equal or less importance, 
the field of transportation economics—that is, rates, tariffs, 
and their regulation—offers very little attraction as a career,” 
says the association, adding: 


The formally trained economist does not consider it an inviting 
specialty, nor is he usually skilled in its complexities. Ordinarily, the 
interest of lawyers practicing in this particular field is directed to 
the usually one-sided requirements of their clients, rather than toward 
broad questions affecting varied interests. The war has emphasized all 
too well that skilled manpower in the field of traffic management is 
searce, and that normally it receives insufficient recognition. 


Qualifications 


The Federal Transportation Association believes that it is in the 
national interest to establish minimum standards of qualification for 
the profession of transportation, and to make that profession more 
attractive than at present by offering to the young man choosing a 
career a dignified, remunerative field, which excludes pretenders, 
amateurs, and transients. A number of sincere and varied interests in 
the transportation world for a good many years have sought such an 
end through action by state legislatures, but with little tangible suc- 
cess. Federal action to professionalize technical transportation crafts 
would be as effective as state action, for practically no one could 
successfully practice traffic management upon intrastate traffic alone. 
It would possess the additional merit of uniformity. We urgently 
petition your committee to include this subject among those upon 
which legislative action is contemplated. We realize this is an unusual 
field of federal legislation. 


On the question of unified or separate regulation of trans- 
portation agencies, the association said a single agency could 
more effectively prevent wasteful duplications “for which the 
consumer and traveler always pay in the end,” adding that its 
remarks “presume .. . fine administration, which is not neces- 
sarily to be expected.” ; 

In dealing with postwar transportation, says the associa- 
tion, Congress and the agencies “it empowers must, by both 
mandate and vigilance, guard against any situation wherein 
monopoly, apathy, or inefficient regulation may impede rapid 
and sound improvements in the technology of transportation.” 


Central Control Proposed 


“Prime responsibility for execution of whatever national 
transportation policy the country has should be vested in one 
man,” it continued. “Administrative boards are sound in 
theory but have proved poor in practice. . . . The choice of the 
federal administrator of the national transportation policy 
would, of course, largely control its success. He should be a 
strong, broad, impartial, forward-looking man who refuses to 
permit his mission to pecome lost in technicalities.” 

Continuing, the association said, in part: 


The regulatory agency, by whatever name, should be organized so 
that an adequate staff of executives, under the director, will be charged 
with supervising accomplishment of his various objectives in carrying 
out the national policy. These men should not function as do the 
present Interstate Commerce Commissioners, but should be relatively 
free from the burden of technical detail and complexity. The agency 
must not function merely as a referee between parties in interest, 
as the Interstate Commerce Commission now so largely does. It must 
be so staffed and supplied with appropriated funds as to enable it 
to exercise much initiative particularly in examining and prescribing 
rates and service. Under the same administrator for purposes of coor- 
dination, but separately organized within the agency, should also come 
research, investigative, and promotional functions. 

A regulatory agency must take active jurisdiction over divisions 
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of joint earnings among carriers. The practice of deciding only disputes 


submitted by carriers is inadequate. To the health of our transporta- 
tion system, an equitable and unconfused divisional structure is at 
least as important as’a good rate structure. 

While we recognize the logic of arguments that the Interstate 
Commerce Commission should be divorced of its quasi-judicial functions, 
we believe that the weight of wisdom is to the contrary. Most con- 
troversies hinge around technical considerations, which the Interstate 
Commerce Commission is peculiarly equipped to handle. We believe 
the courts, in the aggregate, could do no better on initial cases, 
and that the present provisions for court action are adequate. 

Government employes naturally appreciate the merits of the so- 
called career system. However, there is reason to question whether 
the personnel policies of the Interstate Commerce Commission are in 
the best public interest. It is understood to be the general policy to 
take employes into the rate regulation field of the Interstate Commerce 
Commission as ‘‘tariff examiners’’ only. Roughly, this job comprises 
examining tariffs for compliance with tariff rules, etc, and is a 
low-paid job. While this practice doubtless has the internal benefits 
of the career system, it has several disadvantages. It means that 
practically all employes in that field have gained their experience with 
carriers. It means that many desirable recruits are barred from employ- 
ment because they will not accept the low pay or do not have the 
particular experience required of tariff examiners. We believe the 
practice also helps to invite the most frequent criticism of the Com- 
mission: that it is ‘‘dead in the hull.’’ Often by the time employes have 
attained positions of even moderate influence and importance they 
have become so thoroughly indoctrinated in internal procedures, tradi- 
tions, and precedents that they have lost perspective. We do not make 
this statement as a blanket accusation, but feel that this result exists 
to sufficient extent in the Commission to retard it as an instrument 
of congressional policy. A modicum of new blood is usually good for 
any organization. The employment restriction referred to is one con- 
trolled by the Interstate Commerce Commission, not the Civil Service 
Commission. However, the Civil Service Classification Act of 1923, as 
interpreted by the Civil Service Commission, does keep salaries too 
low in the Interstate Commerce Commission in common with those in 
the transportation field throughout Government service. This does not 
make for the quality of regulation which your committee desires, 
although we realize that another committee has jurisdiction over civil 
service legislation. aie 


, Antitrust Laws 


Unless and until a great change takes place in rate regulation, we 
believe that carriers should not be exempt from application of the 
antitrust statutes. Such statutes are designed to protect the public 
from injury and, notwithstanding supervision by regulatory agencies, 
common carriers are still in position:‘to injure the public through 
illegal joint action. Whether they ‘do actually injure the public is a 
separate question. If the statutes work an undue hardship on carriers, 
the answer should be found by means other than exemption... . 


Government Operation 


We believe the federal government should not operate transporta- 
tion for public hire unless there is strong and unquestionable affirm- 
ative finding of public need which will not be met by privately owned 
carriers, and except transportation strictly incidental to its own 
necessary transportation operations, as in the case of the for-hire 
services of the Army Transport Command and the Naval Air Transport 
Service. 

Rate Differentials Necessary 


Rate differentials between different types of carriers are part and 
parcel, it seems to us, of the principles of private ownership and public 
benefit. Unless the country is to set foot down the road which leads 
to wholesale subsidy, artificial support, and perhaps even Government 
ownership, the inexorable laws of supply and demand must be per- 
mitted to take effect at some point, notwithstanding the Government’s 
benevolent interest in the tranportation system as a whole. The rates 
of each form of transportation should be soundly based upon costs 
reasonably spread over operations. Competing transportation having 
higher costs must either reduce costs, attract traffic with better service, 
or go out of business. Conversely, carriers furnishing premium service 
should be permitted to charge premium rates. 


Coordination 


The various forms of transportation must be forced, if necessary, 
to make joint rates and interchange arrangements with one another, 
and to pool terminal facilities where feasible. Progress must be made 
—government-sponsored, if necessary—in the mechanics of transferring 
freight quickly and economically between carriers. Besides the obvious 
benefits to carriers and public, these factors will encourage some 
gravitation of the various forms to their respective economic spheres— 
presuming, of course, equitable divisions of joint earnings. The induce- 
ment for carriers to serve points for which they are poorly fitted will 
lessen as and if these developments take place. 


Consolidations = 


The association said that consolidations among carriers 
of the same type certainly permitted savings in capital outlay 
and operating costs, and created greater stability by uniting 
strong with weak carriers. It said it believed that consolida- 
tions of carriers of different types should not be permitted on 
any substantial scale at this stage in the technological de- 
velopment of transportation. It submitted views in support 
of the assertion that “better and cheaper” transport required 
competition. 

There should be a “commities clause” for all forms of 
transportation, not only barring carriers from owning com- 
modities they transported, but also barring commodities—that 
is, producers or manufacturers—from owning common cal- 
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riers, said the association. It said the regulatory agency should 
have and exercise jurisdiction over private carriers where 
operations of such carriers “work an undue hardship on the 
public by stifling adequate service by public carriers.” 

The association urged that management “try to sell labor” 
desirable consolidations in good times and that labor liberalize 
its position in connection with consolidations. 

On the question of federal aid, the association said it 
should be given based on the national defense and the public 
interest and suggested that the desirability of specified aids 
be decided by the federal transportation administrator. 


“The Government as a Customer” 


Under the quoted heading, the association had the fol- 
lowing to say: 


The United States government buys more transportation than any 
other customer in the world. The bill has run as high as three billion 
dollars in a year. The government’s activities as a transportation cus- 
tomer should be consistent with its activities as a regulator. Govern- 
ment routing policy should not be dictated entirely by economy, but 
must also consider other traffic advantages as does the policy of busi- 
nessmen generally, and should further the national transportation 
policy. Government procedures in buying and paying for transportation 
should parallel more closely the practices prevailing in commerce gen- 
erally. While some effort has been exerted to simplify and liberalize 
the prerequisites to payment for transportation services, carriers still 
often find themselves entirely helpless to obtain payment, through no 
act or omission of their own. In other cases, payment is prevented 
by minor flaws which would be brushed aside by prudent businessmen 
in their dealings with each other. In still other cases, because of 
overexacting accounting requirements, it costs the government more to 
pay a bill than the sum involved. Carriers suffer similarly. The Comp- 
troller General should be given, and should exercise, great latitude in 
permitting common sense to control such procedures. 


Traffic Manager Needed 


Not only does government travel and shipping comprise the greatest 
volume of commercial traffic in the world, but it possesses more dif- 
ferent peculiarities’ than the business of any other customer. Conse- 
quently, the United States government should have the finest possible 
traffic management. Precise uniformity of practices among the various 
departments and establishments is not essential, but integration of 
major phases should be accomplished so that government traffic will 
be managed according to definite, purposeful, overall policies. Matters 
affecting the traffic of more than one agency must be coordinated. 
Carriers and regulatory bodies preferably should have only one organ- 
ization with which to deal on major questions common to various 
agencies. Somewhere in the government should be an effective traffic 
manager for the government. His job must not be subordinated to 
other functions of his parent organization, and he should be responsible 
only to the head of that organization. Preferably he should have even 
more independence of action, but we naturally would not suggest an 
additional agency outside the department structure at a time when the 
number of government agencies is being reduced. Failure of the 
Central Traffic Section in the Procurement Division, Treasury Depart- 
ment, to provide adequate coordination and management of government 
traffic of the various departments has been due to mistakes in not 
providing or earmarking sufficient funds, slowness on the part of the 
Bureau of the Budget in recognizing the need for a central traffic 
manager and in completing investigation of the subject, and adminis- 
trative error in the Treasury Department in not retaining sufficient 
nuclear personnel at least. 

Throughout the government generally, great difficulty has been 
experienced in obtaining and holding competent adequate staffs of 
rate and traffic technicians because of ignorance and misunderstanding 
of that field of technical endeavor. This exists among administrative 
superiors, in the Civil Service Commission and among the public. We 
cannot dispel the feeling that probably the transportation problem today 
is keener because of a similar attitude throughout the country. The 
greatest single step toward changing this attitude would be profes- 
sionalization .of traffic management. 


Return of Debtor Railroads 
to Their Owners 


In reporting favorably on H. R. 4779, a bill for immediate 
return to old stockholders, under certain conditions, of rail- 
roads in reorganization (see Traffic World, March 30, p. 953), 
the House judiciary committee said that it must be obvious 
that when Congress enacted the several acts for the relief of 
the railroads it did not intend that they should be kept in 
bankruptcy in perpetuity, but clearly intended bankruptcy and 
reorganization to be transitional, the property to be returned 
to private management as soon as reorganization was effected 
or solvency demonstrated. 

_ The depressing fact about the present situation, the com- 
mittee said, was that the forecasts of earnings on which the 
Commission largely predicated its plans of reorganization had 
been later proved to be too low “by shockingly wide margins.” 


It said the purpose of H. R. 4779 could be stated “very simply” 
as follows: 


When a federal judge finds that a railroad corporation, a debtor in 
bending proceedings under Section 77 of the bankruptcy act, has had 
average annual earnings during the latest period of seven preceding 
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calendar years sufficient to pay its fixed charges during those years, 
he shall, upon application by any party to the proceedings, direct the 
return of the possession of the properties, their management and oper- 
ation, to the debtor railroad, in order that it may proceed to effectuate 
a voluntary adjustment of its financial obligations and through such 
adjustment secure its dismissal from bankruptcy proceedings. To ac- 
complish such a voluntary adjustment the bill provides a period of 18 
months or such additional time as the judge may allow. It permits the 
debtor railroad to effect its financial readjustment under any federal 
statute that makes provision for the relief of railroad corporations or 
under which its financial structure may be readjusted without resort 
to Section 77 of the bankruptcy act. 

In the event a railroad does not accomplish a voluntary adjustment 
within the period allowed, the bill provides that the proceedings under 
Section 77 shall be resumed and brought to a conclusion, subject to 
the requirements of that section. 


The proposed legislation is made inapplicable in cases where at the 
time of filing the petition for reorganization under Section 77, more 
than 90 per cent of the outstanding voting stock of the debtor railroad 
corporation was owned or controlled by another railroad corporation. 


Revised Bill Introduced 


Representative Reed, of Illinois, has introduced H. R. 5924, 
a bill to enable debtor railroad corporations, whose propert’es 
during a period of seven years have provided sufficient earn- 
ings to pay fixed charges, to effect a readjustment of their 
financial structure without further proceedings under section 77 
of the bankruptcy act, with the explanation that the bill em- 
bodied a revision of H. R. 4779 as approved by the House ju- 
diciary committee. H. R. 4779, dealing with the same subject, 
was introduced by Mr. Reed November 23, 1945. 

“This bill, if enacted,” said Mr. Reed, “will permit solvent 
railroads to be returned to their owners. Then for a period of 
at least 18 months they will be accorded the opportunity of 
adjusting their differences with their creditors under the terms 


of the McLaughlin act if reenacted, or any other available 
statute.” 


Insolvent Rail Inquiry 
Voted by Senate 


Without objection, the Senate, April 1, agreed to S. Res. 
192, submitted by Senator:Wheeler for himself and Senator 
Reed, providing for inquiry by the Senate interstate commerce 
committee of the operation and handling of railroads by 
trustees and receivers, for inquiry into the causes “for the 
long-drawn-out period of insolvency handling; to investigate 
fees paid trustees, receivers, counsel, bankers or bank syndi- 
cates, and any and all matters relating thereto.” The resolu- 
tion was introduced November 16, 1945 (see Traffic World, 
Nov. 24, 1945, p. 1277). 

Senator Wheeler said, April 2, he would appoint a sub- 
committee of five members to make the investigation but that 


he himself would not serve on the subcommittee because he 
was busy with other matters. 


House Subcommittee Acts on Bill 
Raising Rail Employe Benefits 


The transportation subcommittee of the House interstate 
commerce committee on April 3 ordered reported to the full 
committee, “with a (legislative) drafting service resume of 
what has been accomplished by the subcommittee,” H.R. 1362, 
the Crosser bill to amend the railroad retirement, unemployment 
— and carrier taxing acts (see Traffic World, March 30, 
p. 946). 

It was said that the subcommittee’s statement would not be 
available until later. Its consideration of the bill has extended, 
intermittently, over many weeks since hearings on the bill were 
held, early in 1945. Representative Lea, of California, chairman 
of the full committee, is also chairman of thé subcommittee. 


Warehousemen Protest 


An American Warehousemen’s Association committee on 
railroad retirement legislation, headed by J. Leo Cooke, of the 
Lehigh Warehouse & Transportation Co., Newark, N. J., has 
written Senator Wheeler, chairman of the Senate committee 
on interstate commerce, describing as “excellent in several 
respects” the recent report of a subcommittee of the Wheeler 
committee on S. 293, but taking exception to the report in 
several respects. 

S. 293 and its companion bill, H. R. 1362, would place rail- 
road owned and railroad related public merchandise warehouses 
under the jurisdiction of the Railroad Retirement Board and 
the railroad unemployment insurance acts. 

The report of the Senate subcommittee, wrote the A. W. A. 
committee to Senator Wheeler, “raises the erroneous impres- 





. 


































































































































































































TRAFFIC WORLD 


ts just 
around the 





.D | April 6, 1946 1055 





Nobody expected the interlude between war and ravaged world is to go to peace, rather than 
peace to be short. It is proving to be longer than _— pieces, we must do all we can to supply the 
most of us thought... and hoped: The after- physical means of relief and rehabilitation, 

math of war is still exerting a heavy strain . and quickly. 
upon our sea-borne transportation. Its emer- The nation is so committed...and the 
gencies forestall the priorities of peace. facilities of Tidewater are indispensable to the 
Tens of thousands of our troops are being meeting of these commitments. The urgencies of 
returned to the United States every month. world-distress and dislocation sometimes leave 
Those who re- our availabilities unpredictable. We are as 


7) COT mer main in the anxious as you aré for the return of normal 


armies of occu- conditions. Please contact us for current 
pation must be adequately supplied. If a war- availabilities. 














YOU IN THE WAREHOUSE BUSINESS? SURE! 


Set up a warehouse right on your own premises, where your inventories are 
stored, and make money on it! You can replenish those inventories, avail 
yourself of tempting Government surplus goods, if desired, by the simple, con- | 
venient device of Tidewater Field Warehousing. This bona fide warehousing 
procedure provides sound collateral for bank-loans, augments your line of 
credit at a time when credit is vital. If you are a manufacturer, distributor, 
or processor, with stocks of raw materials or finished merchandise, you should 
investigate the advantages of Tidewater Field Warehousing without delay. 


TIDEWATER FIELD WAREHOUSES, INC. 


John J. MeMackin, Vice-Pres.—17 State St., New York 4, N.Y. 
E. C. Thomson, Vice-Pres.— Pleasant St., Easthampton, Mass. 


A Unit of the Chain of Tidewater Terminals and Inland Warehouses 


THE CHAIN OF 
TIDEWATER 
TERMINALS 
ANDO INLAND 
WAREHOUSES 








air’ Tidewater Terminals and Inland Warehouses 


© 
WALTER B. McKINNEY, President, Broad Street Station Building, Philadelphia 3, Pa. 


W YORK 4, L. J. Coughlin, Executive Vice-President, 17 State St. ¢ CHICAGO 5, R. D. Jones, Western Traffic Manager, 1610 Transportation Building 
SEATTLE 4, R. M. Costigan, Pacific Coast Representative, Spokane St. Wharf 


MERCHANTS WAREHOUSE COMPANY KEYSTONE WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION MERCHANTS WAREHOUSE COMPANY 
5 


10 Chestnut St., Philadelphia 6 15-541 Seneca St., Buffalo 4, N. Y. (operated by Lincoln Tidewater Terminals) 131 Beverly St., Boston 14, Mass. 
George M, Richardson, Vice-President W. J. Bishop, Vice-President Bayway (Elizabeth) 2, New Jersey J. F. O'Halloran, Manager 
R. S. McElroy, Vice-President.& Gen. Mgr. 
RFOLK TIDEWATER TERM \ . NEWARK TIDEWATER TERMINAL, INC. >= 
Norfolk 10, wa Port Street, Newark 5, New Jersey LINCOLN TIDEWATER TERMINALS BOSTON TIDEWATER TERMINAL, INC. 
James A. Moore, Vice-President J. A. Lehman, Vice-President 17 State Street, New York 4, N.Y. 131 Beverly St., Boston 14, Massachusetts 
ond General Manager and General Monager Arthur Link, Vice-President T. W Haskell, Vice-President & Gen. Mgr. 
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sion that the railroad companies are the only opponents of the 
bill who voiced opposition at the hearing. At the hearings before 
each of the two Congressional committees the warehouse indus- 
try and other non-carrier industries vigorously opposed the 
enactment of the bill; for example, the National Industrial 
Traffic League which represents thousands of shippers,” adding: 


This bill reaches far beyond the (railroad) industry to unfathomable 
limits through repeated use of the ‘‘catch all’’ term ‘‘any person.’’ That 
all-embracing term plus the unlimited authority to interpret, given 
to the Railroad Retirement Board in sub-paragraph 11, means that any 
shipper, including any warehouse company, can be transformed into 
an employer under the railroad retirement act by the fiat of the Railroad 
Retirement Board. Affiliation with the railroad industry will be imma- 
terial if and when this bill is enacted. 


The letter stated that both the Social Security Board and 
the Treasury Department had challenged the coverage para- 
graphs, the former having stated that ‘while one may be 
sympathetic with the desire to prevent railroads from escaping 
coverage by contracting out their normal work, it appears 
that the bill, as drafted, goes to too great an extreme in an 
attempt to preclude such arrangements. . . . The definition is 
susceptible of interpretations which would include under the 
railroad retirement system much incidental employment of 
clearly nonrailroad personnel.” 

The A. W. A. committee urged that the paragraphs in the 
bill proposing expansion of coverage which, “if enacted, will 
bring shippers and others who are outside the railroad industry 
within the scope of the railroad retirement act,” be eliminated. 

The A. W. A., at its annual meeting February 20-22, at the 
Edgewater Beach Hotel, Chicago, had unanimously adopted 
a resolution endorsing the fight of Mr. Cooke’s committee 
against S. 293 (see Traffic World, February 23, p. 550). Mr. 
Cooke told the warehousemen at that meeting that the bill, 
if enacted, would place railroad-related public merchandise 
warehouses under the railroad retirement act, “which would 
either devour all profits or would raise warehouse fees to a 
prohibitive level.” 





Airport Bill Conferees Report 
Adopted by House 


The report of the House and Senate conferees on S. 2, 
the federal-aid airport bill, was filed in the House by Repre- 
sentative Bulwinkle, of North Carolina (see Traffic World, 
March 23, p. 829). 

In the conferees report it was stated that the bill, as 
agreed to in conference, provided in general that in the case 
of any project for the development of a class 3 or smaller air- 
port the federal government’s share of the cost should be 50 
per cent of the allowable project costs and that, in the case 
of a class 4 or larger airport, the federal government’s share 
of the cost should be “such portion of the allowable project 
costs (not. to exceed 50 per cent) as the administrator of the 
Civil Aeronautics Administration might deem appropriate for 
carrying out the provisions of the legislation.” 

“An exception is provided,’ continued the report, “with 
respect to the United States share in the case of a project in 
any state containing unappropriated and unreserved public 
lands and non-taxable Indian lands (individual and tribal) 
exceeding 5 per cent of the total area of all lands in the state. 
For such a project, the United States share in the case of a 
class 3 or smaller airport (or the maximum United States 
share in the case of a class 4 or larger airport) is increased by 
whichever is the smaller of the following percentages thereof: 
(1) 25 percent, or (2) a percentage equal to one-half the per- 
centage that the area of all such public lands and Indian 
lands in the state is of the state’s total area.” 

The House adopted the conference report on the airport 
bill April 2. 


AIR MAIL POSTAGE RATE 
The postage rate on domestic air mail would be reduced 
to 5 cents for each ounce or fraction thereof, under terms of 
H.R. 5942, a bill introduced by Representative Boren, of Okla- 
homa. 





D. C. UNION STATION CRITICIZED 


Representative Bender, of Ohio, in remarks in the House, 
said he did not know of a building that was a worse advertise- 
ment for the city of Washington, D. C., and the national gov- 
ernment than the Washington Union Station. Representative 
Hoffman, of Michigan, averred that “the confusion and over- 
crowded condition” at the Washington Terminal Co. was due 
to overstaffing of government departments and agencies, and 
Mr. Bender said he thought that ‘“‘we can do very well without 
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about 50 per cent of the employes now on the federal pay 
roll.” He directed criticism against what he described as a 
“closed _contract” for the furnishing of taxi service at the sta- 
tion. He said that when other cabs brought their patrons to 
the front of the station and unloaded them they were sent on 
without any passengers, and that “all the passengers are 
herded at great inconvenience to them to this concession that 
is operated by the one particular cab company.” 


Steamship Group Spokesman Raps 
International Air Agreements 


Almon E. Roth, president of National Federation of 
American Shipping, tells Senate commerce commit- 
tee that C. A. B. has descriminated against U. S. ship 
lines in favor of foreign lines, in granting of over- 
seas aviation rights: joins other witnesses in endors- 
ing bill to require that pacts relating to international 
aviation be in form of treaties 


In testimony before the Senate commerce committee, April 
2, Almon E. Roth, president of the National Federation of 
American Shipping, of Washington, D. C., asserted that the 
Civil Aeronautics Board, in granting overseas aviation rights 
to air carriers of other countries under agreements entered 
into with representatives of the governments of such countries, 
had flagrantly discriminated against American steamship lines 
in favor of the foreign airlines. 

He testified in support of S. 1814, a bill introduced by 
Senator McCarran, of Nevada, proposing to amend the civil 
aeronautics act of 1938 by addition thereto of a provision that 
“no agreement with any foreign government restricting the 
right of the United States or its nationals to engage in air- 
transport operations, or generally granting to any foreign gov- 
ernment or its nationals or to any air line representing any 
foreign government any right or rights to operate in air trans- 
portation or air commerce other than as a foreign air carrier 
in accordance with the provisions of the civil aeronautics act 
of 1938, or respecting the formation of or the participation of 
the United States in any international organization for regula- 
tion or control of international aviation or any phases thereof, 
shall be made or entered into by or on behalf of the govern- 
ment of the United States except by treaty.” 

Mr. Roth said that the handing out by the C. A. B. of 
overseas air routes to “our principal maritime competitors” 
under the series of bilateral agreements between the United 
States and foreign governments was an “amazing and incred- 
ible spectacle.” 

“Under these circumstances,” he said, “it is perfectly 
obvious that every passenger route which is now being served 
by American steamship companies will be blanketed completely 
by foreign airlines. It would be difficult to find a more glaring 
example of discrimination against American citizens by their 
own government.” 

Rights of Swedish Airline 


The C. A. B., he said, had granted with “alacrity’” an 
application of the Swedish International Air Line (SILA), but 
had placed hurdles in the way of the Moore-McCormack steam- 
ship line, the American applicant for “practically the same 
route,” and had denied the Moore-McCormack application. 
He said the stock of SILA was partially owned by a Swedish 
steamship company. 

Mr. Roth said competent surveys showed that 50 per cent 
of the first class overseas passenger business would be carried 
by air, and he contended that as a result of “the wholesale 
issuance of permits to foreign airlines now in process” the 
American merchant marine would face a serious situation. 

“Over a long period of years American steamship lines 
have devoted much effort and great expense to the promotion 
of overseas passenger traffic,” he said. “They have maintained 
contact men, agents and business establishments throughout 
the ports and inland cities of the world since the days of the 
Clipper ships. They have risked their capital to build trade 
routes where none existed. They have developed new terri- 
tory, thereby opening new fields to the American manufacturer 
and exporter. They have spent large sums in promotional 
activities. They have built or helped finance hotels and other 
tourist facilities. American ‘steamship companies have done all 
this because they realize that an efficient passenger service 
affords valuable contacts with shippers and potential shippers, 
and is a most effective means of building and maintaining 
overseas commerce. 

Merchant Marine Policy 


“It has been our national policy to encourage the develop- 
ment and maintenance of overseas steamship passenger services 
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for the two-fold purpose of servicing our overseas commerce 
and of providing troop ships which are so vital to our national 
security in time of war.” 


Mr. Roth told the committee that all the steamship com- 
panies asked was that they be given the right to provide a 
complete overseas transportation service to the public in areas 
which they have been serving for many years by adding the 
airplane to their existing facilities. Airplanes and surface ves- 
sels, he pointed out, are simply different tools for carrying on 
the over-all job of American overseas transportation. 


“American shipping companies were among the first to 
recognize the advantages and future role of the airplane in 
overseas transportation,” he continued. ‘““‘They were among the 
first to encourage and develop its use. Despite many discour- 
agements a shipping company built and successfully operated 
the only American-flag competitor of the Pan-American Air- 
ways in the Atlantic until the recent entry of T. W. A. and 
American Overseas Airline into this field. It was a company 
with shipping interests which jointly pioneered the first air 
transport service under the American flag to the west coast of 
South America. It was another shipping company which by 
investing large sums of its own capital and by the use of its 
facilities aided in the establishment of the only American-flag 
overseas service in the Pacific.” 


The shipping federation head testified that at the very 
moment when this government was denying American steam- 
ship companies the right to engage in air transport, it was 
issuing permits to foreign aviation companies, some of which 
were controlled by foreign steamship lines, to carry American 
passengers over the trade routes which American shipping 
companies had pioneered and developed at great expense and 
effort. 

























Cites 14 Agreements 






“As of March 28, 1946, the government of the United States 
has entered into fourteen air transport agreements with foreign 
countries, to carry passengers to and from the United States 
and, in many instances, to pick up passengers in the United 
States and carry them to third countries,” he said. “These 
agreements have been concluded between the United States 
and France, Spain, Denmark, Sweden, Iceland, Ireland, Greece, 
Belgium, United Kingdom, Canada, Switzerland, Norway, Por- 
tugal, Czechoslovakia (subject to approval of its president), 
and Turkey (to become effective with exchange of notes). 


“But this is not the whole picture. U. S. airlines are now 
operating in approximately 70 countries. It is highly probable 
that many of these additional countries will seek reciprocal 
rights from the United States.” 


In conclusion, Mr. Roth told the committee that of the total 
of nearly 100 American steamship lines, only 8 had applied for 
the right to correlate aviation with their surface operations. 


They are: Atlantic, Gulf and West Indies Steamship Lines, 
whose route is the Atlantic coast, Gulf of Mexico and the 
Caribbean; Grace Line, covering the west and north coasts of 
South America; Matson Navigation Company, to the Hawaiian 
Islands; Moore-McCormack Lines, Inc., operating to the east 
coast of South America, Scandinavia and the Baltic; Oceanic 
Steamship Company, to Australia and the Antipodes; Seas 
Shipping Company, to South Africa; American South African 
Line, Inc., to: South and East Africa; and Waterman Steam- 
ship Corporation, covering the Caribbean, Puerto Rico, certain 
British Isles and offering a world-wide service. 


Others who testified in support of the McCarran bill in- 
cluded Martin Miller, national legislative representative, 
Brotherhood of Railroad Trainmen; Donald W. Hornbeck, 
counsel for that brotherhood and for the Brotherhood of Loco- 
motive Engineers, of Cleveland, O., and Lewis G. Hines, na- 
7 legislative representative of the American Federation 
of Labor. 







































NEW RETIREMENT BOARD CHAIRMAN 


_ President Truman sent to the Senate April 3 the nomina- 
tion of William J. Kennedy of Cleveland, O., to be a member 
of the Railroad Retirement Board. The President said in his 
Press conference that day that Mr. Kennedy serve as chairman 
of the board. His appointment is for the period ending August 
29,.1947—the unexpired term of Murray W. Latimer who re- 
Signed recently as chairman. 


_ Mr. Kennedy is a former city councilman of Cleveland, 
director of public service of that city, assistant director of pub- 
lic welfare of Ohio in the administration of Governor White, 
Secretary of State of Ohio, regional manager of the Home 
Owners Loan Corporation, and head of the O. P. A. rent divi- 
Slon in Cleveland. 


















Local Feeder Air Service in 
Rockies Area Approved 


Civil Aeronautics Board, acting in first consolidated 
proceeding for local, feeder air service operations, 
sets forth guiding principles which, it says, should 
govern disposition of issues in such a proceeding. 
Says this type of service is experimental. Temporary 
certificates granted carriers 


4 


Local feeder air service in the Rocky Mountain states area 
has been authorized by the Civil Aeronautics Board which 
granted three-year temporary certificates of public convenience 
and necessity to Ray Wilson, Inc., and to Summit Airways, Inc. 
The board also authorized Western Air Lines and Inland Air 


Lines to serve additional points on their existing routes in the 
same area. 


Ray Wilson, Inc., was authorized to transport persons, 
property, and mail subject to the conditions that the carrier 
should serve each intermediate points on each schedule between 
the terminal point Salt Lake City, Utah, the intermediate points 
Provo and Price, Utah, and .the terminal point Grand Junction, 
Colo.; between the terminal point Grand Junction Colo., the 
intermediate points Cortez, Colo., Farmington and Gallup, N. M., 
and the terminal point Albuquerque, N. M.; between the ter- 
minal point Denver, Colo.,;’*the intermediate points, Boulder, 
Grandlake, Craig, and Glenwood Springs-Rifle, Colo., and the 
terminal point Grand Junction Colo.; between the terminal 
point Denver, Colo., the intermediate points Leadville, Salida, 
Gunnison, and Montrose-Delta, Colo., and the terminal point 
Grand Junction, Colo.; and between the terminal point Denver, 
Colo., the intermediate points Colorado Springs, Pueblo, Canon 
City, Alamosa-Monte Vista, and Durango, and the terminal point 
Cortez, Colo. 


Summit Airways Inc., was authorized to transport persons, 
property, and mail subject to the conditions that the carriers 
should serve each intermediate point on each schedule between 
the terminal point Billings, Mont., the intermediate points Lovell- 
Powell-Cody, Greybull, Worland, Thermopolis, Riverton-Lander, 
Rawlings, Laramie, and Cheyenne, Wyo., Ft. Collins, and 
Greeley, Colo., and the terminal point Denver, Colo.; between 
the terminal point, Billings, Mont., the intermediate points, 
Lovell-Powell-Cody, Greybull, Worland, Thermopolis, Riverton- 
Lander, Rock Springs, Kemmerer, and Evanston, Wyo., and the 
terminal point Salt Lake City, Utah, the intermediate points 
Evanston, Kemmerer, Rock Springs, Rawlins, .Laramie, and 
Cheyenne, Wyo., Ft. Collins, and Greeley, Colo., and the ter- 
minal point Denver, Colo. 


The C. A. B. added: 


In amending the existing certificate of Western Air Lines the board 
named Richfield, Cedar City and St. George, Utah, as intermediate points 
between Salt Lake City, Utah, and Las Vegas, Nev.; and Yuma, Ariz., 
as an intermediate point between Palm.Springs and El Centro, Calif., 
on Western’s route No. 13. The board also designated Logan, Utah, and 
Jackson, Wyo., as intermediate points on Western’s route No. 19. 


Inland Air Lines route No. 35 was amended by the board to extend 
beyond Rapid City, S. D., to Sheridan, Wyo. Inland’s routes Nos. 28 and 
35 are extended from Cheyenne, Wyo., Denver, Colo., and Cheyenne 
thus becomes an intermediate point instead of a terminal point. 


The statutory duty of this board to promote and develop air trans- 
portation must be construed in harmony with its statutory obligation to 
regulate air transportation in such manner as to recognize and preserve 
its inherent advantages and to foster sound economic conditions in the 
industry. As stated in the board’s first decision authorizing a new 
route under section 401(d) (1) of the act, conditions surrounding the 
operation of any service receiving a certificate should be such as to 
justify an anticipation that commercial revenues will show a continuing 
tendency to increase, with a consequent progressive decrease in the de- 
gree of the carrier’s dependence upon the government for financial sup- 
port. In authorizing local-feeder services, therefore, it is incumbent 
upon us to provide certain safeguards for the over-all economy of our 
air transportation system and for the financial obligation of the govern- 
ment in the form of mail compensation. Safeguards which we shall pro- 
vide initially will be the issuance of certificates for only such operation 
as show a justifiable expectation of success at a reasonable cost to the 
government, and the limitation of such certificates to a temporary or 
experimental period of three years. At the end of such trial period it 
will be possible to determine upon the facts developed whether the con- 


















































1058 


tinuance of such a service is justified within the standards of the civil 
aeronautics act. 
Linking the Smaller Communities 


In determining whether the public convenience and necessity require 
a proposed local-feeder service, the board will consider, among other 
things, importance to our nation of linking smaller communities with air 
service where there is the best prospect of its financial success, as well 
as, of course, the question of whether the communities involved will 
benefit by substantial improvement over the existing surface transpor- 
tation facilities. Considerations entering into such a determination in- 
clude the distance of a community from its normal metropolitan trading 
center; the time presently required to travel the distance by existing 
surface transportation as compared with the estimated time required for 
accomplishing the trip by air including the travel time to and from the 
airports to be used by the service; and the frequency of existing trans- 
portation schedules as compared with that proposed or practicable for 
the air transport service. Distance between communities, of course, 
will not always be the determining factor. Thus conditions of inter- 
vening mountainous terrain may result in the isolation of communities 
which can best be overcome by the inherent advantages of air transpor- 
tation. ; 

As in all new route cases, consideration must be given to the antici- 
pated financial cost to the government in the requirements of mail com- 
pensation. Because of the low traffic potential of the smaller cities and 
towns to be served by the local-feeder services and the intense competi- 
tion to which they will undoubtedly be subjected by rail and highway 
transportation, economy of operation must be a primary concern of 
local-feeder service operators. if the cost to the government is to be 
kept. within reasonable limits. We cannot emphasize too strongly there- 
fore that the carriers authorized to operate such services will be ex- 
pected to be on a constant search for methods of achieving economies in 
operations. The issuance of temporary certificates will give a measure 
of assurance that efforts in this direction will be made, and provide a 
safeguard against a static or progressively increasing dependence on 
the government, and also will permit the granting of permanent status 
only to such services as have been shown to be capable of operation 
without undue cost to the government. 


Helicopter Would Be Different 


The foregoing considerations relate to proposed local-feeder services 
utilizing conventional types of aircraft. Operations using a different type 
of aircraft, such as the helicopter, would doubtless present new and 
different considerations. It is possible that a combined pickup-passenger 
service, once proved safe and practicable, would also offer opportunities 
to inerease the number of short-haul operations.. Such questions will be 
considered when they come before the board in~future proceedings in- 
volving proposals for such new types of service. 


Air Mail Rate Order Issued 
in Northeast Case 


Civil Aeronautics Board asks airline to show why 
board should not fix final revised rates expected to 
increase line’s mail compensation. Believes costs, 
estimated for future, will take care of contingencies 
beyond managements control. Rates set up for three 
periods of time 


The Civil Aeronautics Board has issued an order asking 
Northeast Airlines, Inc., to show cause why the board should 
not fix as final certain revised rates of pay for the transporta- 
tion of mail over that carrier’s entire system on an air-port- 
to-airport mileage basis, as specified in a statement of tenta- 
tive findings and conclusions accompanying the order. The 
new rates ordered by the board, for three different periods of 
time, were expected to result in increased mail compensation 
for the carrier, said the C. A. B. It announced the new rates 
as follows: 


(a) For the period May 1, to October 31, 1945, both dates inclusive, 
a rate of 18.65 cents per airplane mile to be paid without reference to 
base mileage or base poundage. 

(b) For the period November 1, 1945, to April 30, 1946, both dates 
inclusive: 

(1) For any month during which the average daily designated 
mileage does not exceed 10,930 miles (a) a base rate of 18.65 cents 
per airplane mile to be paid for a base poundage of 300 pounds of 
mail; (b) plus an excess poundage rate of 0.03 cents per airplane mile 
for each pound, or fraction thereof, of mail in excess of the base 
poundage. 

(2) For each month during which the average daily designated 
mileage exceeds 10,930 miles, (a) an effective rate per airplane mile 
(computed to the nearest hundredth of a cent) to be paid for an 
adjusted base poundage of mail (computed to the nearest pound), such 
effective rate and adjusted base poundage to bear the same relation 
to 18.65 cents per airplane mile and 300 pounds, respectively, as 10,930 
miles bears to the average daily designated mileage; (b) plus an 
excess poundage rate of 0.03 cent per airplane mile for each pound, 
or fraction thereof, of mail in excess of the adjusted base poundage. 

(c) On and after May 1,.1946: 

(1) For any month during which the average daily designated mile- 
age does not exceed 11,472 miles, (a) a base rate of 14.37 cents per 
airplane mile to be paid for a.base poundage of 300 pounds of mail; 
(b) plus an excess poundage rate of 0.03 cent. per airplane mile for 
each pound, or fraction thereof, of mail in excess of the base poundage. 
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(2) For each month during which the average daily designated 
mileage exceeds 11,472 miles, (a) an effective rate per airplane mile 
(computed to the nearest hundredth of a cent), to be paid for an 
adjusted base poundage of mail (computed to the nearest pound), such 
effective rate and adjusted base poundage to bear the same relation to 
14.37 cents per airplane mile and 300 pounds, respectively, as 11,472 
miles bears to the average daily designated mileage; (b) plus an excess 
poundage rate of 0.03 cent per airplane mile for each pound, or fraction 
thereof, of mail in excess of the adjusted base poundage. 


The costs, as estimated for the future, said the C. A. B., 
were believed to be fully adequate to provide for the necessary 
and reasonable contingencies that were beyond the control of 
management. It said that in the long range, the cost estimates 
for the future might well prove to be unduly high because of 
the realization of substantial economies as a result of full 
conversion to more modern and economical equipment and the 
development of more effective cost controls. The C. A. B. added 
that under present conditions the future mail rate was in many 
respects of an interim character, and was intended to provide 
a reasonable margin of security against the risks inherent in 
the respondent’s current transitional period. 

Northeast Airlines, Inc., said the C. A. B., filed a petition 
on May 14, 1945, for determination of fair and reasonable rates 
of compensation for transporting mail over its route No. 65 
on and after May 1. The C. A. B. said that, pursuant to the 
civil aeronautics act, particularly section 406, it instituted a 
proceeding to determine and fix the rate of compensation for 
air mail transport over routes Nos. 27 and 65 for the period 
on and after May 1, 1945, and further ordered that North- 
east’s petition be consolidated with the board’s proceeding, 
thus removing from the proceeding any consideration of a 
separate rate for air mail transportation over Northeast’s 
new route No. 65. The C. A. B. added: 


Subsequent to the institution of this proceeding, the board by 
order approved October 19, 1945, consolidated routes 65 and 70 into 
route 27, but created a separate route No. 27-F which included the 
operations between Burlington, Vt., and Montreal, Canada, and between 
Bangor, Me., and Moncton, New Brunswick. Since it is deemed neces- 
sary to fix a rate for respondent’s entire system herein, this proceeding 
will be amended to include the fixing of rates for all points which 
Northeast has been or hereafter is certificated to serve for mail. 


C. A. B. Acts in “Consolidated 
Florida Cases” 


The Civil Aeronautics Board has announced its decision in 
the “consolidated Florida cases,” authorizing a route extension 
and amendment for National Airlines and granting a tempo- 
rary certificate of public convenience and necessity for local- 
feeder service to Thomas E. Gordon operating under the name 
“Orlando Airlines” for a period of three years. 

The board extended National’s route No. 39 from Pensa- 
cola to Miami, via Tampa, thus establishing a route across the 
Gulf of Mexico from Pensacola and New Orleans that would 
provide shorter and more direct service between the areas 
involved. Panama City, Fla., and Valdosta, Ga., were added 
as intermediate points on route 39 between New Orleans and 
Jacksonville. 

The new local-feeder line certificate granted Thomas E. 
Gordon, said the C. A. B., permitted operations between Or- 
lando and Jacksonville via De Land-Sanford, Palatka and St. 
Augustin, Fla.; and between Orlando and Gainesville, Fla., via 
Ocala; beyond Gainesville to Jacksonville on one segment and 
beyond Gainesville to Tallahassee via Lake City and Live Oak 
on another segment. The board explained its selection of 
Gordon to operate the local feeder service as follows: 

As a local operator with a long residence in the state we believe 
that Gordon’s primary interest in providing service to the local area 
would mean a maximum development of the traffic potential. We con- 
clude for the foregoing reasons that Gordon should be selected as the 
operator to provide the experimental service which we have found to be 
in the public interest. * * * 

In his fixed base of operations the applicant employs four licensed 
pilots, each with instrument ratings and each qualified to operate both 
single and twin-engine aircraft. One pilot has had previous experi- 
ence in commercial airline operations. In addition, two mechanics 


and certain ground, office, and other personnel are presently employed 
by the applicant. 


Applications of Chicago and Southern Airlines, Eastern 
Airlines, and Southern Airways were denied, said the C. A. B. 

Member Josh Lee, in a separate opinion, concurred with 
the majority in the designation of the points to be served on 
the feeder system, but dissented with respect to the selection 
of carrier. He stated that on the basis of the record Southern 
Airlines is the best qualified of the applicants to operate this 
service and be certificated in place of Thomas E. Gordon, dba 
Orlando Airlines. 

The C. A. B. said this was the third new, feeder airline 
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authorized by it in the last week. In the Rocky Mountain area 
case, it said, Ray Wilson, Inc., and Summit Airways were 
granted temporary certificates to operate feeder routes in Col- 
wo Mexico,. Utah, Montana and Wyoming (see else- 
where). 


Landis to Succeed Pogue as 
C. A. B. Chairman 


James M. Landis, former chairman of the Securities Ex- 
change Commission and dean of the Harvard Law School, 
will be nominated as a member of the Civil Aeronautics Board 
to succeed L. Welch Pogue, who has resigned effective June 8, 
according to information from the White House. It was said 
that President Truman later expected to name Mr. Landis as 
chairman of the C. A. B. to succeed Mr. Pogue in that position. 

At the C. A. B. it was explained that the chairman of that 
body was named from among its memsers, who were Presiden- 
tial appointees. Mr. Pogue, it was said®had served as chairman 
in the war period and. wished to resign, but had agreed to stay 
on in that position for an indefinite period. 

Mr. Pogue, according to C. A. B. sources, would soon 
return from France, where he had just represented the United 
States in the international air conference in which the U. S. 
and France entered into a reciprocal agreement with respect 
to air traffic between the two countries. 

C. A. B. sources said it was likely that Mr. Pogue would 
still be connected with the air transport industry, probably in 
the private practice of law. These sources said he had received 
a number of offers of positions from the manufacturing and 
transport branches of the industry. 


SERVICE STOP AT W. VA. AIRPORT 


Although improvements had been made at the Clarksburg 
and Morgantown, W. Va., airports, the basic difficulties at each 
must still be overcome, viz., the inadequate runway lengths 
and runway obstructions, said Examiners William J. Madden 
and Frank J. Trelease, Jr., of the Civil Aeronautics Board, in a 
proposed report in No. 2030. They recommended that the 
board find temporary suspensions of service by Pennsylvania- 
Central Airlines Corporation at those two points, by American 
Airlines, Inc., at Clarksburg, and by T. W. A. at Morgantown 
were in the public interest and not violations of the civil aero- 
nautics act of 1938 as amended. 

They also recommended that the board permit Pennsylvania- 
Central to serve Elkins, W. Va., on route No. 55, the order to 
expire on the resumption of service at Clarksburg, W. Va., as 
- a of relief for travelers to Clarksburg, 44 miles from 

ins. 

Lightening of loads was not a satisfactory solution of the 
problem, said the examiners, because the flights had not carried 
maximum loads. Neither was the use of lighter plans, they said, 
as the carriers were of the opinion that the DC-3 was the 
most suitable aircraft available today “for marginal operations.” 





DENMARK-U. S. AIR OPERATION 


The civil aeronautics board has granted authority to Dan- 
ish air lines to operate between Copenhagen, Denmark, and the 
alternate terminal points, New York, N. Y. and Chicago, Ill. 


- SURPLUS TRANSPORT ALLOCATIONS 


The War Assets Administration has announced allocation 
of six surplus Douglas C-54A four-engine transports to Pennsyl- 
vania-Central Airlines which previously had been assigned 17 
C-54 basics; one Douglas C-54B to Northwest Airlines, and one 
each of Douglas C-53 to Pan-American Grace Airways, Inc., 
Transcontinental & Western Air, Inc., and Hawaiian Airlines, 
Ltd. 


SURPLUS AIRCRAFT LEASING TO CEASE 


The leasing of surplus transport aircraft will be discon- 
tinued effective July 1, 1946, the War Assets Administration has 
announced. This will not affect leases now in effect or under 
negotiation, it said, adding: 


In addition to outright sales, transports have been leased in the 
past for a term of five years, when requested. At the end of five years 
the planes are to be returned to the government. The War Assets 
Administration stated that this arrangement was originally made in 
order to expedite the disposal of surplus transports and to make them 
more widely available for civil use. Over 250 leases are now in effect. 

It is felt now that the leases have served their primary purpose and 
if they were continued it would merely prolong the disposal operation. 


C. A. A. SPEEDS CERTIFICATE SERVICE 
_ To expedite service to the aviation public in processing 
aircraft registration and ownership certificates, the Civil Aero- 
nautics Administration has requested that no special inquiries 
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concerning such certificates be made by telephone or personal 
visits. It said: 


The flow of surplus military planes into commercial use, plus the 
increasing production of new civil planes, has increased the backlog 
of registration applications to more than 10,000. 


Air Certificate Applications 


Trans-Canada Airlines, Winnepeg, Manitoba, has asked the 
Civil Aeronautics Board for a foreign air-carrier permit to trans- 
port persons, property, and mail between Halifax, N. S., and 
Boston, Mass. (No. 2253, between Toronto, Ont., and Cleveland, 
O. (No. 2254), between Toronto and Chicago, Ill. (No. 2255), 
between Port Arthur, Ont., and Duluth, Minn. (No. 2256), and 
between Victoria, B. C., and Seattle, Wash. (No. 2257). 


The Canadian carrier said it was at present operating trans- 
continentally in Canada and, under U. S. permits, between 
Toronto and New York, N. Y., and between Whitehorse, Yukon 
Territory, and Fairbanks, Alaska. 


It noted that the Canadian and U. S. governments _inter- 
changed notes of agreement effective February 19, 1945, pro- 
viding that an airline operated between the points named in its 
instant applications should be an airline designated by the 
Dominion government. 


Controlling stock interest in Trans-Canada was owned by 
Canadian National Railway Co., said the carrier, adding that in 
turn the railway company’s stock was beneficially owned “for 
and on behalf of the Dominion of Canada. i 

Additional applications for air transport authority or amend- 
ments to existing certificates were filed with the C. A. B. as 
follows: 


No. 2251; United Air Lines, Inc., Chicago, for approval of an airport 
agreement entered into on March 7, 1946, by United and Catalina Air 
Transport. 

No. 2148, Eastern Air Lines, Inc., New York, amendment No. 1, 
to delete request for service between Miami, Fla., and San Juan, P. R., 
the remaining flights being between San Antonio, Tex., and San Fran- 
cisco-Oakland, Calif., Beaumont, Tex., and San Francisco-Oakiand, 
and New Orleans, La., and Miami, Fla., all extensions of route 5 and 
all via specified intermediate points. 


C. A. A. Directed to Take Over 
200 Foreign Flying Aids 


Civil Aeronautics Administrator T. P. Wright has esti- 
mated that nearly 200 air navigation facilities installed in 68 
countries by our military forces will be kept in operation for 
the benefit of U. S. international air commerce, under a Presi- 
dential executive order giving the Department of Commerce 
such authority. 


“We now are in a position,” Mr. Wright said, “to take ac- 
tion on a problem that has been disturbing everyone concerned 
with the maintenance for civil aviation use of the U. S.-con- 
structed air navigation facilities that played such a vital role 
in establishing our world leadership in military aviation. 


“Under the president’s order, we can proceed in several 
different ways, according to the local situation. Where the 
country in which the facility is located desires to operate it, we 
can arrange, through the State Department, to give its na- 
tionals whatever training is necessary, and to operate the 
facility pending completion of such training. Where a nation 
does not desire to operate such a facility, we can negotiate, 
again through the State Department, for its operation by (1) 
the C. A. A., (2) a U. S. air carrier or other suitable U. S. pri- 
vate agency, or (3) by an international organization. 


“We are also empowered to accept funds from any foreign 
government or from any air carrier in payment for services 
rendered in the operation of these facilities. It is our intention 
to do this, for while we recognize the great benefits to the na- 
tion of international air service, the necessary navigation fa- 
cilities should not become a permanent U. S. government ex- 
pense. 

“The President’s order, it should be noted, provides that 
facilities shall be transferred to the Department of Commerce 
only when they can be continued in operation with funds avail- 
able to the department. No funds for such operation are avail- 
able to the department at present, and while we expect to dele- 
gate a large part of the responsibility outside of the federal 
government, it will be impossible to execute the program with- 
out some additional appropriations.” 

Mr. Wright said that the authority given the Department 
of Commerce did not cover landing fields built by U. S. forces, 
but applied only to “air navigation, air traffic control, airways 
communication and meteorological facilities.” 
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Airlines Ask Inclusion of Charges 
in O. P. A. Seafood Prices 


Asserting that volume shipments of fresh fish and seafood 
by air have been restricted by local ceiling prices, representa- 
tives of the 19 domestic airlines have appealed to the Office of 
Price Administration to permit the cost of air transportation 
to be included in the market price regulations. ; : 

Secretary Emery F. Johnson of the Cargo Traffic Section, 
Air Transport Association of America, has pointed out to 
O. P. A. that amendments made in regulations to cover fresh 
fruits and vegetables could also be applied to salt water edibles 
as a means to prevent evasive practices which might adversely 
affect the price control program and lend relief to airlines. 

“The amendments require that airborne produce be dis- 
tinctly labeled and packaged prior to shipment to preclude any 
confusion with surface-borne products,” said the air association. 

“The transport of seafood has grown so rapidly in recent 
years that today a majority of airlines have established special 
air express commodity rates running 40 per cent and more 
under regular air express rates between scores of seashore and 
inland cities from coast to coast. 

“In addition, transcontinental airlines are moving increas- 
ing quantities of seafoods and fresh water fish in bulk ship- 
ments at the cheaper air freight rates. Special freight tariffs 
of at least two major airlines have dropped to 15 cents per 
ton-mile on planeload lots of 3,000 pounds and above. 

“Recent single shipments of seafood and fish included 5,000 
pounds of Chesapeake Bay oysters from Washington to Chi- 
cago; 5,000 pounds of fish from Boston to Mid-West and West 
Coast cities, and 4,000 pounds of freshly caught Great Lakes 
fish to San Diego and Los Angeles. Considerable shrimp is 
flown annually from Gulf waters to inland cities. Live lobsters 
are also being air shipped with increasing regularity. 

“Meanwhile, airlines are testing several new lightweight 
containers which have been designed exclusively to carry air- 
borne salt and fresh water delectables. Some of these may be 
shown by air carriers which have been invited to display air- 
borne seafood at the annual convention of the National Fish- 
eries Institute at Chicago April 25-29.” 


Air Transport Performance 
in War Period 


Statistics indicating the scope of air transport perform- 
ance in the period of the war have been rounded up by the Air 
Transport Association of America. 


The association said that 18,624,596 pounds of medical sup- 
plies and surgical equipment moved by air transport to over- 
seas areas. 


“The bulk of the critical articles, transported between 1942 
and June 30, 1945, were flown by the Army Air Forces which 
handled 17,337,540 pounds, while navy airmen flew 1,287,056 
pounds,” it added. ‘In addition, thousands of pints of whole 
blood were flown from donor stations in the United States to 
the European and Pacific war zones and nearby hospitals. The 
commercial airlines of the United States shared in the service 
both on their domestic routes and under military contracts 
overseas, 


“Data compiled from records of the Army, Navy, Marine 
Corps, Red Cross and similar organizations, include the follow- 
ing facts and incidents: 


About 1,033,481 wounded and ill military patients of the American 
and Allied forces were evacuated by the Army Air Transport Com- 
mand. That total covers the period from the fall of 1942, when mass 
air evacuation was initiated in the South Pacific during the counter 
offenses on Guadalcanal and New Guinea, to April 30, 1945. 

A total of 586,000 pints of whole blood were flown overseas for 
treatment of American fighting men. Of this, 206,000 pints went to 
European fronts and 180,000 to the Pacific area. 

An idea of the tremendous movement of supplies by the Army 
overseas is given in the report that nearly 3,000 tons, or 6,000,000 
pounds, of medical supplies were moved from England to the continent 
by air from August 1 to December 25 of 1944. Much of the tonnage 
consisted of whole blood, penicillin, medicines and surgical materials. 

The A. T. C. alone flew 240,000 tons, or 480,000,000 pounds, of whole 
blood to the European theatre operations from January to May 13 
of 1945. By October 25, 1944, an average of one and three-quarter 


tons of whole blood was leaving the United States daily via air bound 
for Paris. 


“To give an idea of the gigantic activities carried on by 
the military and war-geared civilian air transport services, 
550,000 tons of material was flown into Burma in one 12-month 
period. During the first three months of 1945 a total of 250,000 
tons was carried an average of 500 miles. By the end of 1944 
the Army Air Transport Command was averaging 47,200,000 
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plane-miles per month, with the Navy Air Transport Service 
adding another 7,450,000 miles.” 





National Aviation Trades Association 
Meets at Chicago 


Fixed base operators from eight surrounding states attended 

the one-day meeting of region 3 of the National Aviation Trades 
Association, April 1, at the Hotel Morrison, Chicago. 
. E. Merritt Anderson, president, Aircraft Acceptance Cor- 
poration, Milwaukee, speaking on ‘‘Charter Flights and Feeder 
System Opportunities,’ described the fixed base operator as 
“the backbone of American aviation.” He criticized efforts of 
municipalities and states to control the regulation of aviation, 
cited the evils of state control in thetmotor carrier industry, and 
said such control would be disastrous for aviation. Mr. Ander- 
son recommended that the fixed base onerators build up strong 
organizations in each state, each with a full-time executive 
secretary; that the state organizations affiliate to the N. A. T. A. 
regional organizations, which in turn would elect directors of 
the national organization. To raise funds to hire top-flight 
regional and national executives, the speaker recommended 
that associate memberships be issued to manufacturers and 
suppliers. 

H. C. Thomas, assistant chief, component parts section, air- 
craft division, War Assets Corporation, said that a government 
sales and display depot for surplus aircraft parts and acces- 
sories would be opened immediately at Cleveland. He said the 
government still had approximately 40,000 surplus planes of all 
types. 

Following an address by Charles Cox, assistant regional ad- 
ministrator, Civil Aeronautics Administration, the meeting voted 
unanimously to draft a resolution opposing a C. A. A. proposal 
- modify the present provisions for training and certifying 
pilots. 

Brigadier General Charles F. Born, commanding general of 
the second air force, Colorado Springs, Colo., spoke on ‘“Avia- 
tion-—Its Growing Importance in National Defense,” at a din- 
ner. Jennings Randolph, a member of Congress from West Vir- 
ginia, spoke on the subject, “Let’s Organize for the Future of 


Aviation and the Success of the Independent Fixed Base Op- 
erator.” 


TRANSPORTATION TAX RULINGS 

In answer to an inquiry relative to the application of the 
federal tax on amounts paid for transportation of property to 
charges made by common carriers for storage and demurrage, 
Deputy Commissioner D. S. Bliss, of the Washington office of 
the Bureau of Internal Revenue, has written E. F. Lacey, execu- 
tive secretary of the National Industrial Traffic League, dealing 
with specific cases submitted by Mr. Lacey. In his letter Mr. 
Bliss included the following comments: 


In general, amounts paid for storage occurring before or after a 
transportation movement or for storage in transit occurring at the 
instance of the shipper or consignee are not taxable, if billed separately. 
However, an amount paid to a carrier for storage which is incident to, 
or necessitated by, the transportation movement performed by such 
earrier is subject to the tax, irrespective of the manner in which the 
charge for such service is billed. 

Since the storage in the above case was occasioned by the failure 
of the consignee to pick up the shipment at the freight station after 
the transportation movement was completed, and was not necessitated 
by the transportation movement performed by the carrier, no tax 
will apply to the charges billed by the carrier for such storage, provided 
such charges are shown as separate items on the bills rendered by the 
earrier. ... 

Pursuant to the provisions of section 143.1(d) of Regulations 113, 
the Bureau has consistently held that the 3 per cent tax applies to 
amounts paid for demurrage furnished in connection with any transpor- 
tation movement where the transportation charges are subject to the 
3 per cent tax rate. However, since the tax on the transportation of 
coal is imposed at the rate of 4 cents per short ton on the first trans- 
portation for hire originating on or after December 1, 1942, without 
regard to the amount paid for the transportation or accessorial charges 
in connection therewith, amounts paid for demurrage furnished in con- 
nection with the transportation of coal are not taxable. 

Since the shipment involved apparently consisted of some com- 
modity other than coal, the tax properly applies to the demurrage 
charges billed by the carrier in the above case. The bureau does not 
consider that demurrage and storage are identical services and, there- 
fore, the rulings issued with respect to storage are not applicable with 
respect to demurrage. 


M. |. T. LEAGUE TO MEET 


The Michigan Industrial Traffic League will hold its regu- 
lar monthly meeting, April 10, at the Olds Hotel, Lansing, Mich. 
Mr. Kuhnert, Michigan Intra-state Tariff Bureau, will speak on 
a proposed amendment to the concealed loss and damage rules. 
The various state weight and length laws, as they pertain to 
highway transportation of freight, will also be discussed by the 
group. 
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April 6, 1946 


Public Warehousing 
Helps to Win the War 


At the war’s outbreak, public merchandise warehouses in the 


United States were operating at normal average capacity, with 
but a small margin of unused capacity. This is the first of a 
series of articles that will tell how they rose to their new 
responsibilities as partners of the military 


By SAMUEL G. SPEAR 


@_ This is an introduction to a series 
of articles designed to give readers 

a story of the part played by public mer- 
chandise warehouses in World War II. 

Before plunging into the story of war 
activities of the industry, let us inquire 
as to the what and why of the public 
merchandise warehouse. We shall de- 
scribe the type of operations usually in- 
cluded under the head of public mer- 
chandise warehousing as well as the stor- 
age operations which are not generally 
so included. 

The public merchandise warehouse, as 
treated in these articles, may be de- 
scribed as a merchandise bank. Whereas 
the owner of merchandise in trade places 
his cash for safekeeping and distribution 
in the hands of a bank—a sort of public 
money warehouse—he often places his 
merchandise in a public merchandise 
warehouse. The bank is operated in a 
substantial structure, as a rule, with 
burglar-proof vaults and is well equipped 
with protective devices against fire and 
theft. The government, through special 
laws, frequent examination, and by other 
means, protects the merchant’s money 
during the time in which the bank holds 
it in trust. 

The public warehouse is likewise usu- 
ally operated in a substantial building 
designed to protect the merchandise 
from damage from the elements, includ- 
ing fire and flood. insect and rodent in- 
festation. theft, and pilferage. In other 
words, the warehouseman, in becoming 
bailee for the merchandise, takes the 
responsibility of returning the goods to 
the owner or his order in practically the 
same condition as when they were de- 
posited with him. For his services a mod- 
erate fee is charged. The banker, how- 
ever, having the use of the money dur- 
ing the time it is deposited with him, 
often finds it unnecessary to make a 
charge and may even pay the merchant 
interest on his depositd funds. 

Th goods stored in public merchandise 
warehouses are in great variety and of 
enormous value. Packaged food’ stuffs 
that do not require refrigeration—such 


as canned fruits, vegetables and meats, 
dried beans and peas, sugar, coffee, 
spices and cereals—comprise one large 
group. Liquors and tobacco products are 
stored in volume and have great money 
value. Metals and manufactures of met- 
als, manufactures of wood, paper and 
paper preducts, rubber and its manufac- 
tured articles, fibres and rope, cloth, bur- 
lap, petroleum products, and chemicals 
take up much of the floor space in pub- 
lic merchandise warehouses. 


Variety of Operations 


Types of warehouse operation vary 
greatly. At the ports are some of the 
largest warehouses to be found in the 
country. These are designed to handle 
foreign imports in shipload quantities, 
some of considerable density, such as pig 
tin and antimony, and others bulky, such 
as wool and vegetable fibres. Other op- 
erations specialize in handling raw sugar, 
a commodity of considerable density, and 
large rolls of newsprint paper received 
by water. 

In all the larger cities of the country 
are distribution warehouses, usually 
multi-storied and with elevators and 
other hoisting facilities, into which goods 
come from the factory, the farm, or from 
abroad. in carload lots. to be distributed 
in the trading area of the particular city 
in which the warehouse is located. 

In the outskirts of the large cities and 
in smaller communities. in the line of 
transit between producing and consum- 
ing points, are often to be found one- 
story, rail-served buildings. sometimes 
eauipped with overhead cranes in which 
seasonal over-production can be stored 
in large volume, to be forwarded later to 
the distribution warehouses in the pe- 
riods of lesser or no production 

The railroads quite generally accord 
storage-in-transit privileges at such 
warehouses For a small service charge 
to cover extra switching and record- 
keeping, a carload of freight originating 
at Chicago and destined eventually for 
sale or overseas shipment at or from 
Philadelphia, may be stopped in transit 








The author of the series of nine 
articles, of which this is the first, 
is one of the most widely known 
public merchandise warehousemen 
in the United States. For more 
than thirty years, prior to his re- 
tirement in 1940, he was chief op- 
erating executive of the Wiggin 
Terminals, Boston, Mass. He was 
soon recalled from that retire- 
ment to become a cost expert for 
the Port of New York Authority. 
. In 1941 he was made assistant 
storage consultant for the advis- 
ory commission of the Council for 
National Defense. When the Of- 
fice. of Defense Transportation 
was organized, Mr. Spear was se- 
lected as assistant director of its 
Division of Storage. In 1944, he 
was appointed director of the divi- 
sion. In that capacity, he also 
acted as advisor on merchandise 
storage to the Army, the Navy, 
the R. F. C., the Treasury Procure- 
ment Department, Lend-Lease, 
W. S. A., and other governmental 
agencies, and was O. D. T. mem- 
ber of the ocean shipping commit- 
tee of the Army and Navy muni- 
tions board. He was also O. D. T. 
consultant on the space control 
committee under the Surplus Prop- 
erty Administration. 

He withdrew from all these ac- 
tivities at the end of 1945. A 
month later he was appointed to 
the Washington staff of the Mer- 
chandise Division of the American 
Warehousemen’s Association, with 
the stated duty, among others, of 
compiling the series of articles be- 
gun herewith. 





at an intermediate point, such as Pitts- 
burgh, and placed in a public warehouse. 
On later delivery, the freight charges on 
the carload will be adjusted to equal the 
through rate from Chicago to Philadel- 
phia, saving to the shipper the difference. 
between the combination of the local 
rates, Chicago to Pittsburgh and Pitts- 
burgh to Philadelphia, and the through 
rate from Chicago to Philadelphia—a 
very considerable sum. Storage and han- 
dling in the public warehouse is paid for 
by the owner whether the goods are 
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stored in Pittsburgh or, at the end of 
the haul, in Philadelphia. 

The great advantage of this arrange- 
ment is to make it possible to divert the 
shipment, when loaded out of a ware- 
house in Pittsburgh, to another eastern 
destination, such as New York or Balti- 
more, thus preventing backhauls from 
one port or distribution center to an- 
other when the carload is needed at a 
point different from that originally 
planned. 

Some warehouse buildings are set 
aside for the storage of chemicals, pe- 
troleum products, etc., when danger of 
contamination to other merchandise ex- 
ists and where fire insurance rates are 
high on account of the inflammable na- 
ture of the goods. Fibres such as cot- 
ton, hemp, sisal, and flax require segre- 
gation. 

The U. S. Treasury requires special 
protection for goods on which customs 
duties have not been paid or on which 
no customs entry has been made. Spe- 
cial areas may be set aside by a ware- 
house operator for such “bonded” or 
“general order” goods, which will be 
kept under government lock and key. 
The warehouseman operating bonded 
space must furnish a surety bond to 
the government guaranteeing that no one 
shall have access to, or obtain possession 
of, any of this bonded freight until writ- 
ten permits have been issued by the 
collector of customs. In addition, the 
warehouseman must pay the salary of 
the government storekeeper or inspector 
whenever this official is on duty at the 
warehouse. The keys to the bonded 
premises are always in the hands of the 
government official in charge. 

Domestically produced alcoholic bev- 
erages on which the tax has not been 
paid are stored in public warehouses that 
_are approved by the Bureau of Internal 
Revenue. The buildings or sections of 
buildings used for this purpose must be 
kept under government lock, and no 
other storage may be handled in these 
segregated areas. The warehouseman 
storing alcohol and liquor is under the 
strictest sort of regulation, with heavy 
bond required. 

Certain imported animal products, 
such as hides and skins coming from 
countries where anthrax and other ani- 
mal diseases are prevalent, are subject 
to quarantine by the Bureau of Animal 
Industry. These may be stored in pub- 
lic warehouses in segregated areas sub- 
ject to Government supervision. 


The Federal Warehouse System 


Public warehousemen may store cer- 
tain domestic agricultural products, such 
as cotton and tobacco, in segregated 
areas subject to government regulations 
under the United States Warehouse Act, 
supervised by the Department of Agri- 
culture. The Federal Warehouse System 
was devised to assist farmers and co-op- 
eratives in storing their products safely 
awaiting more favorable marketing con- 
ditions and to prevent the necessity of 
dumping products at harvest time at de- 
pressed prices. Another feature is the 
ability to obtain loans on agricultural 
products to assist in carrying the crops 
until favorable prices are obtainable. 

. Usually the ordinary public merchan- 
dise warehouse receipts are accepted as 
collateral by loaning institutions. Oc- 
casionally, because of government owner- 
ship of cotton, tobacco, etc., use of the 
Federal Warehouse System is required 
if the commodities are to be stored in 
general merchandise warehouses. In 
such comparatively rare instances, the 
public warehouseman may be licensed 


under the United States Warehouse Act, 
set aside certain space, and accept the 
federal regulations, issuing federally li- 
censed warehouse receipts. 

Foreign cotton is quarantined but may 
be stored in separate areas prior to fu- 
migation. This is under control of the. 
Bureau of Entomology and Plant Quar-* 
antine of the Department of Agriculture. 
The imported cotton comes from coun- 
tries where the pink boll worm, cotton’s 
worst enemy, is found. Egypt, China, In- 
dia, Brazil, Peru, and parts of Mexico 
are in the list of such countries. The 
fumigation requirements are strict, cya- 
nide gas being forced through the bales 
in high vacuum. Warehousemen in New 
York, Boston, San Francisco and else- 
where have heavy investments in fumi- 
gation plants for this and other simi- 
lar work. 

Field warehouses, also, are operated by 
public warehousemen. Stocks of raw 
materials or finished products are placed 
in the custody of an employe of the field 
warehouseman at the factory, refinery, 
or smelter, or at ports, where piles of ore 
may be dumped in the open from ship- 
side. The warehouseman undertakes the 
same responsibilities as if the goods were 
moved to a general merchandise ware- 
house building at some fixed location. 

Open or yard or farm storage is per- 
formed by public warehousemen, storing 
materials on uncovered hard-standing 
land usually served by railroad sidings, 
overhead cranes for heavy lifts, and 
fenced in for security. 


Services Performed 


The principal services performed by 
merchandise warehouses are twofold. 
One is the physical handling of goods 
from truck, freight car, or boat to final 
point of rest in stack or pile in the ware- 
house, and redelivery to truck, freight 
car, or boat on receipt of owner’s de- 
livery order. The other principal mer- 
chandise warehousing service is storage, 
which entails the preservation and safe- 
guarding of the goods during the inter- 
vening period between receipt and de- 
livery. 

Still another service quite commonly 
furnished is called pool car handling. 
One or more shippers may consolidate 
in a freight car or truck a number of 
individual shipments destined to retail, 
chain or independent stores, wholesale 
houses, or individual users. The pack- 
ages may or may not be marked with 
the addresses of the final consignees. 
Some of the goods may be destined for 
further short-haul shipment in less-car- 
load lots. The warehouseman acts as 
agent for the shipper, sometimes for- 
warding on his own or contract trucks 
and in other cases notifying the con- 
signee to pick up the goods at the ware- 
house dock or platform. 

The warehouseman must account to 
the shipper or shippers for the entire 
carload, furnishing bills of lading or de- 
livery receipts, amount of cash collec- 
tions, if any, and over, short, and damage 
reports to balance the entire load of the 
car, with the reported disposition. Often 
the goods are not put in any permanent 
resting place (pile or stack) and they may 
not even be put on the receiving floor. It 
may be possible to deliver some of the 
goods directly from the car and the 
balance from the platform. In other 
cases, the entire shipment may have to 
be put onto the warehouse receiving floor 
for sorting and marking. 


Other Services 


There are many other services which 
owners of merchandise require at one 
time or another, some of which are: 


- 
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. Marking for shipment. 

. Re-labeling, defacing old marks, 

and remarking. 

. Coopering, repairing, and re-pack- 

aging. 

. Weighing. 

. Sampling. 

. Examination. 

. Fumigation. 

. Reporting marked numbers and 
weights. 

9. Trucking. 

10. Collecting owners’ invoices. 

11. Advancing money for transporta- 

tion charges. 

12. Re-conditioning damaged goods. 

In addition, the warehouseman often 
furnishes office and display space for its 
out-of-town storers’ local salesmen, acts 
as the branch offices of such storers, re- 
ceiving orders direct from them, with 
the use of approved credit lists, and 
even invoicing and collecting cash for 
the merchandise he delivers for the 
storer. 

Some warehouses at shipside combine 
the functions of stevedoring and stor- 
age, furnishing the ‘labor to unload 
steamers and barges, as well as stowing 
the freight safely away in the ware- 
houses. 
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Some Excluded Types 


Information about the following types 
of warehousing is not included in this se- 
ries of articles: 

1. Refrigerated warehouses, operated 
for the storage of products needing for 
their preservation lower than normal at- 
mospheric temperatures. These are di- 
vided into so-called freezer space at tem- 
peratures of 30° and below and cooler 
space from 31° to 50°. These are public 
warehouses largely and form a most im- 
portant segment of the storage indus- 
try, but do not come under the category 
of general merchandise warehouses. 

2. One-crop warehouses, usually lo- 
cated near the production area. The larg- 
est group is comprised of cotton ware- 
houses generally operating in connection 
with a cotton gin or a cotton compress. 
Another group includes the tobacco 
warehouses located largely in Kentucky, 
Virginia, and the Carolinas. Tobacco 
auctions are held in many of these, and 
as a rule no other merchandise is stored 
in the buildings. Similarly, wool ware- 
houses, where auctions are often held, 
are located in Texas, Montana, and other 
important wool-growing centers. Other 
single-crop warehouses handle dried 
beans, peas, beet sugar, soy beans, 
grains, vegetable oils, hemp, and other 
vegetable products. These warehouses 
are often operated by large growers. 
dealers, or co-operatives and, while often 
operated as public warehouses, are not 
generally grouped under the heading 
of general merchandise warehousing. 

3. Brokers’ warehouses are usually 
used as a combination of sales and serv- 
‘ice for special accounts represented by 
the broker. Some of this type, however, 
in addition to this special service, per- 
form storage for the general public and 
come within the public merchandise 
warehouse category. 

4. Manufacturers, wholesale grocers, 
department and chain stores, and mail 
order warehouses do not act as public 
warehousemen, as a rule, and are not 
included in the merchandise warehousing 
industry. 

5. Rail-water terminal piers, owned 
and operated by transportation com- 
panies, states, and municipalities, per- 
form some transit storage covered by 
their tariffs. In some cases, term stor- 
age of a public merchandise nature is 
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performed. Thus, some operations would 
be included under the merchandise ware- 
house industry, while others would not. 

6. Household goods or furniture ware- 
houses are used for storage of used 
household effects and valuables and 
closely allied to the moving van opera- 
tors. The buildings are usually of light 
floorload not suitable for heavy general 
merchandise storage. Insurance restric- 
tions militate against the storage of 
commercial freight in the same building 
with household effects. 

A general merchandise warehouse may 
and usually does handle some of the 
same commodities as the excluded classes 
mentioned above, but only as incidental 
to its general business. Some warehouses 
handling principally refrigerated or 
household goods store some general mer- 
chandise, and to that extent they fall in 
the merchandise warehousing category. 

In general, this series of articles is 
concerned with the groups performing 
general warehousing services for the 
public, storing products not requiring re- 
frigeration, and does not cover used 
household furniture storage or warehous- 
ing where the owner stores his own or 
his principal’s merchandise; nor does it 
cover, as a rule, single-crop or com- 
modity warehousing. On the other hand, 
some public merchandise warehouses 
specialize in storage of tea, coffee, or 
sugar, others liquor and others wool, 
and rightfully are members of the pub- 
lic merchandise warehousing industry. 


At the War’s Beginning 


When the war clouds began to gather 
in Europe, public merchandise ware- 
houses were operating at about normal 
average occupancy, fulfilling the peace- 
time functions of safe-keeping the food 
and other merchandise of the nation’s 
farmers, manufacturers, and dealers in 
the period ‘intervening between produc- 
tion or importation and ultimate end use. 

The warehouse plants were well sit- 
uated to care for foreign imports and 
domestic production. Their management 
was in the hands of experienced opera- 
tors who were recognized by bankers 
and merchants alike as men of integrity 
and sound business judgment, and ex- 
perienced in transportation and distribu- 
tion matters. As in the transportation 
field, there was only a small margin of 
unused capacity at the end of 1941 to 


take care of the needs of a great war. 

Warehousing has not been publicized 
and dramatized as have production and 
transportation. Its function in connection 
with transportation and distribution is 
taken for granted, and only a few of 
the best informed traffic managers fre- 
alize what an important part the ware- 
housing industry played in bringing to 
a conclusion the great struggle aimed to 
establish the Four Freedoms in our own 
and other lands. 

Logistics—the feeding and supply of 
armed forces—depends on four: great 
functional activities: Production, pro- 
curement, transportation, and storage. 
Storage may occur at many places along 
the transportation line—at the farm or 
mine; if of imported goods, at the port 
of entry; at the factory before or after 
fabrication; at intermediate transit 
points between factory and point of end 
use in the United States or port of ex- 
port, if destined for overseas shipment, 
or at the unloading port overseas and at 
depots back of the battle line. 

All the elements of logistics are in- 
terdependent. Without the goods; ob- 
viously there would be nothing to trans- 
port or store, and our forces and people 
would starve. Without rail, trucks, ships, 
and airplanes the same result would oc- 
cur. Without the storage warehouses, the 
factories and transportation facilities 
would clog at the slightest delay of over- 
seas shipping through lack of bottoms, 
sinkings, storms at sea, or delays in un- 
loading abroad, as well as because of 
failures of land transport due to storms, 
wrecks, or strikes. 


The Initial Problem 


All during the early part of the war, 
production was insufficient to meet the 
demands. Even so, the ships were far 
from sufficient to transport the goods 
produced. Later, production outran the 
unloading capacity abroad. Under both 
of these conditions, merchandise piled up 
and public warehouses and buildings es- 
pecially constructed by the Army, Navy, 
and Maritime Commission were filled to 
the bursting point with goods the value 
of which was in astronomical figures, and 
the protection of which was of para- 
mount consideration. 

Just any old building would not do to 
protect this strategic material—food, 
clothing, and the thousands of items re- 
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quired by modern armies and navies. 
Some of the goods were practically ir- 
replaceable. If destroyed by fire, sabo- 
tage or floods, some mission might not 
be made, some battle might be lost and 
lives might be sacrificed. Because of the 
use of well constructed, fireproofed or 
semi-fireproofed buildings, usually pro- 
tected by automatic sprinklers, with su- 
pervised watch systems and guards to 
prevent sabotage, coupled with the know- 
how of experienced warehouse person- 
nel, the losses of Government freight 
stored in public warehouses during the 
war were negligible. Some large losses 
occurred in private factory storage build- 
ings, government-owned and -operated 
depots, and at transit piers where active 
loading operations were being carried on. 


Given well constructed and well pro- 
tected buildings with ample access for 
rail and truck, the matter of a responsi- 
ble management with plenty of know- 
how and ingenuity is important in peace- 
time; but was doubly important during 
the stress of war. 


Fortunately, the type of management 
found in the merchandise warehousing 
industry had by processes of natural se- 
lection, become as responsible and effi- 
cient as the management of our banks. 
The warehouse receipts issued by pub- 
lic warehouses form some of the sound- 
est collateral to be found in the port- 
folios of the loan departments of our 
great financial institutions. 


Some government agencies have had 
unfortunate experiences with warehouses 
where damage to goods through fire, 
water, flood, and careless handling has 
occurred. In almost every instance, this 
has resulted from the use of garages, o'd 
factory buildings, sheds, and other build- 
ings unsuitable for safekeeping of valua- 
ble goods. Coupled with this type of ware- 
house was a management with little or 
no warehousing experience, more inter- 
ested in making a speculative profit than 
in performing a high type of service. The 
instances of difficulties with established 
merchandise warehousemen were very 
few—the exceptions that proved the rule. 


The next installment of this story of 
public merchandise warehousing will ap- 
pear in the May 4th issue of Traffic 
World and will tell what warehouses 
were doing for defense in the days prior 
to the fateful Pearl Harbor attack. 




















Chairman Barnard Discusses 
Administrative Agencies 


Administrative agencies had been indispensable in curing 
abuses and serving the people’s interests, Chairman Barnard, 
of the Commission, told the administrative division of the 
District of Columbia Bar Association at the Hotel Statler, 
Washington, D. C., April 2. 

The Commission, he observed, was the first independent 
permanent administrative agency not strictly part of the 
executive branch of the government, and that not until 1913 
did Congress establish another regulatory body, when it set 
up the Federal Reserve Board. 

“The administrative agency movement in the United 
States in its beginning was tied up with railroad supervision 
and control,” said Mr. Barnard. “The American people in de- 
veloping the country were of course very enthusiastic about 
railroad transportation and not only gave to its development 
every sort of encouragement, but granted and conceded to the 
railroads very valuable rights. It developed that the people 
instead of being rewarded for their most generous treatment 
of the railroads were to be disappointed in their treatment of 
the people. They were not only unresponsive to the reasonable 
demands of the people, but were haughty and guilty of all 
sorts of discriminations. The shipper with the large volume of 
traffic was the pet of the railroads and the man who was try- 
ing to establish a little business got no consideration and so 
it happened, and it happened first in the different states, that 
the state legislatures taking notice of the situation, being of 





course moved by the grievances of those affected, passed pro- 
tective legislation. In the body of this legislation they pre- 
scribed rates and so we had the first regulation by statutory 
enactment.” 

He continued by saying that the time intervals between 
the meeting of state bodies made it impossible to handle rates 
by legislation, and that the next step was regulation by judi- 
cial decision. That also, he said, proved unsatisfactory and 
that the choice of administrative machinery was a response 
to practical. needs, with the advantages of continuity of at- 
tention and clearly fixed responsibility. 

“T think it is beyond controversy that these administrative 
agencies have operated successfully, in the public interest, 
and with our ever enlarging activites, and the ever increasing 
complexity thereof, these agencies have been indispensable, 
and it is my view that we could not have carried on our 
affairs without them,” he said. “They have cured great abuses 
and have served as a great protectorate to the people and the 
people’s interests, and because in most instances they are 
permanent in character and the work that they do highly 
specialized, they occupy a field and perform a service which 
could not by any other form of regulation be accomplished.” 

He said the men composing the membership of the various 
administrative agencies had shown themselves fine public 
servants and had sought to keep before them that, under our 
system, the public interest was the paramount concern and 
must be zealously guarded. As long as those agencies con- 
tinued to function with that idea before them, he said, “this 
method of regulation will continue to render for all of the 
people a valuable and a distinguished service.” 














PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual op- 
erating revenues of more than $500,000—reported transporta- 
tion revenues totaling $284,203,100 in 1945, a decrease of 2.1 
per cent under 1944 when they reported revenues of $290,293,589, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of transportation revenue 
and traffic of the companies, statement Q-600. Oil originated 
in line and received from connections totaled 2,205,801,085 
barrels in 1945 as compared with 2,235,400,252 barrels in 1944. 


Rail Freight Loading 809,142 
Cars Last Week in March 


Loading of revenue freight the week ended March 30, to- 
taled 809,142 cars. the Association of American Railroads an- 
nounced April 4. This was a decrease below the corresponding 
week of 1945 of 26,858 cars, or 3.2 per cent, but an increase 
above the same week in 1944 of 23,036 cars or 2.9 per cent. 

Loading of revenue freight the week ended March 30, 
increased 4,536 cars or six tenths of one per cent above the 
preceding week. 

Miscellaneous freight loading totaled 373,260 cars, an in- 
crease of 8,463 cars above the preceding week, but a decrease 
of 37,948 cars below the corresponding week in 1945. 

Loading of merchandise less than carload lot freight to- 
taled 128,742 cars, an increase of 3,721 cars above the preceding 
week, and an increase of 16,320 cars above the corresponding 
week in 1945. 

Coal loading amounted, to 186,217 cars, a decrease of 3,841 
cars below the preceding week, but an increase of 14,542 cars 
above the corresponding week in 1945. 

Grain and grain products loading totaled 42,631 cars, a 
decrease of 826 cars below the preceding week and a decrease 
of 3,929 cars below the corresponding week in 1945. In the 
western districts alone, grain and grain products loading for 
the week of March 30 totaled 28,028 cars, a decrease of 1,569 
cars below the preceding week and a decrease of 2,096 cars 
below the corresponding week in 1945. 


Livestock loading amounted to 15,854 cars, an increase of 
3 cars above the preceding week and an increase of 1,333 cars 
above the corresponding week in 1945. In the western districts 
alone loading of livestock for the week of March 30 totaled 
12,179 cars, an increase of 56 cars above the preceding week, 


+ increase of 1,002 cars above the corresponding week in 
1945. 


Forest products loading totaled 39,508 cars, a decrease of 
2,149 cars below the preceding week and a decrease of 2,266 
cars below the corresponding week in 1945. 


Ore loading amounted to 9,748 cars, a decrease of 568 cars 
below the preceding week and a decrease of 12,453 cars below 
the corresponding week in 1945. 

Coke loading amounted to 13,182 cars, a decrease of 267 
cars below the preceding week, and a decrease of 2,457 cars 
below the corresponding week in 1945. 


All districts reported decreases compared with the corre- 
sponding week in 1945 except the Pocahontas and Southern, 


and all reported increases compared with 1944, except the 
Northwestern and Southwestern. 


1946 1945 1944 
TE ee rer 2,883,620 3,003,655 3,158.700 
ee ee ree 2,866,710 3,052,487 3,154,116 
og i ree Sear rar 782,397 785,736 786,893 
TU, I oss scabs eee cbc ee aadences 786,202 767,055 780,265 
NI IN II 5 aa 5 kc 8 5c 6 die ns wamiaiees ee 799,882 816,556 785,195 
Wt ID ais oie cis ka chs tweevadaaas 804,606 816,741 777,571 
I Do oa ss she baddies doin d eed nn 809,142 836,000 786,106 
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Advisory Boards Estimate 
Decreased Loadings 


Second quarter freight loadings expected to be 4.2 
per cent below 1945, with increased loadings for 15 
commodities and decreased loadings for 15 com- 
modities. Automobile and truck loading increase of 
81.8 per cent anticipated and chemicals and explo- 
sives to show greatest decrease 


Freight car loadings in the second quarter of 1946 are 
expected to be 4.2 per cent below those in the same period in 
1945, according to estimates compiled by the thirteen Shippers’ 
Advisory Boards. 

On the basis of those estimates, freight car loadings of 
the thirty principal commodities will be 7,425,689 cars in the 
second quarter of 1946, compared with 7,753,496 actual car 
loadings for the same commodities in the corresponding period 
in the preceding year. Five of the thirteen Shippers’ Advisory 
Boards estimate an increase in carloadings for the second 
quarter of 1946 compared with the same period in 1945 and 
eight estimate decreases. . 


Tabulation below shows actual carloadings for each dis- 
trict in the second quarter of 1945, the estimated loadings for 
the second quarter of 1946, and the percentage of increase or 
decrease. 


Shippers’ Advisory 
Boards 


Actual Loadings Est. Loadings Per Cent 
2nd Quarter 1945 2nd Quarter 1946 Increase 








Wew Engiand ...........s60% 107,705 121,378 12.7 
Aftantie States .... 2... 2.0: 663,016 678,594 2.3 
N55. 0 keacok Rew 1,087,387 1,056,039 2.9d 
OO 971,632 987,890 a 
NS od vie nis Cav titvia a ake 896,107 863,746 3.6d 
ee 500,112 507,333 1.4 
Central Western ............ 267,626 233,658 12.7d 
EIEN, oa. 5s depnts, oa i0'els-4 ie 940,888 914,630 2.8d 
Ne PT eee Tee 706,860 660,843 6.5d 
Trans-Missouri-Kansas ...... 386,344 387,044 0.2 
eee ee 651,887 449,731 27.0d 
ce eS rae 362,826 340,460 6.2d 
Pacific Northwest ........... 247,106 224,343 9.24 
I Ss sien Ores 7,753,496 7,425,689 4.24 


The 13 Shippers’ Advisory Boards expect an increase in 
the second quarter of 1946 compared with the same period 
one year ago, in the loading of 15 of the commodities listed, 
and a decrease in 15. Among those showing the greatest in- 
creases are the following: 


Automobiles and trucks, 81.8 per cent; cement, 25 per 
cent; brick and clay products, 16.1 per cent; lime and plaster, 
9.8 per cent; gravel, sand and stone, 9.6 per cent; agricultural 
implements and vehicles other than automobiles, 7.4 per cent; 
fresh vegetables other than potatoes, 5.4 per cent; sugar, 
syrup and molasses, 4.0 per cent; cotton, 3.9 per cent; live 
stock, 3.7 per cent; paper, paperboard and prepared roofing, 
2.5 per cent; and coal and coke, % of 1 per cent. 


Commodities for which decreases are estimated and the 
amount of the decreases include the following: chemicals and 
explosives, 34.8 per cent; petroleum and petroleum products, 
31.9 per cent; cotton seed and products except oil, 16.7 per 
cent; machinery and boilers, 14.2 per cent; ore, 13.6 per cent; 
flour, meal and other mill products, 8.7 per cent; hay, straw 
and alfalfa, 7.9 per cent; citrus fruits, 7 per cent; grain, 6.8 
per cent; iron and steel, 6.2 per cent; and lumber and forest 
products, 5.3 per cent. 


Actual loadings for the second quarter of 1945, estimated 


carloadings for the second quarter of 1946 and the percentage 
of increase or decrease for each of the 30 commodities in- 


Revenue Freight Car Loading—Week Ended Saturday, Mar. 23 


BERRA RRA SEE ess ciate aoe ee Bia 9,732,559 10,078,230 10,228,853 
Grain and Live 
grain-prod. stock Coal 
{ 1946 43,457 15,851 190,058 
We BN GONE Eo vio 6 icc 6s sikaee nee { 1945 45,841 15,668 167,142 
| 1944 43,261 14,491 168,018 
Preceding week March 16........ 1946 48,354 15,193 188,469 
Per cent increase Over............ 1945 1.2 13.7 
Per cent decrease under.......... 1945 5.2 
Per cent increase over............ 1944 & 9.4 13.1 
Per cent decrease under.......... 1944 
{ 1946 609,868 200,600 2,176,521 
Cumulative 12 wks. to March 23. { 1945 514,482 174,961 1,988,660 
| 1944 616,741 185,074 2,131,033 
Per cent increase oOver............ 1945 18.5 14.7 9.4 
Per cent decrease under.......... 1945 
Per cent increase over............ 1944 8.4 2.1 
Per cent decrease under.......... 1944 a4 


Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
13,449 41,657 10,316 125,021 364,797 804,606 
15,022 39,605 17,879 110,403 405,181 816,741 
14,266 43,588 14,492 106,716 372,746 777,578 
13,146 42,273 10,380 123,018 359,049 799,882 
Re 4 13.2. 
10.5 42.3 10.0 1.5 
17:2 3.5 
§.7 4.4 28.8 2.1 
128,323 442,064 98,767 1,410,816 3,856,458 8,923,417 
176,159 474,559 156,200 1,203,745 4,553,464 9,242,230 
181,550 513,490 167,554 1,229,244 4,418,061 9,442,747 
it.2 
27.2 6.8 36.8 15.3 3.4 
14.8 
29.3 13.9 41.1 12.7 5.5 
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cluded in the forecast of the 13 Shippers’ Advisory Boards 
follow: 


Carloadings 
Actual Estimated Increase Decrease 

Commodity 1945 1946 Per Cent Per Cent 
ee eee 380,443 354,512 6.8 
Flour, Meal & Other Mill 

| eee ene eee 257,981 235,515 8.7 
Hay, Straw and Alfalfa ..... 25,403 23,405 7.9 
CU in insta Si sHus lore Setavage-es.5 5 51,780 53,817 3.9 
Cotton Seed and Products, ‘ 

WN SINE asi oe cancun ds 12,501 10,408 16.7 
COR UID 5 cick ceed bis in coe 51,665 48,059 7.0 
Other Fresh Fruits .......... 51,495 52,449 1.9 
PE xo ai suideetosw in ose ee 68,010 68,065 Pe | 
Other Fresh Vegetables ...... 107,826 113,649 5.4 
RUN WENN oo 65 Scavereye ined tee oe ern 192,332 199,539 3.7 
Poultry and Dairy Products... 32,554 31,605 2.9 
Cogi Oma Coke ............52 2,425,492 2,438,100 5 
Ore (Iron and N. O.S.) ...... 872,048 753,681 13.6 
Gravel, Sand and Stone ...... 368,275 403,710 9.6 
EE Re eer eee ee eee 35,174 34,396 2.2 
Lumber and Forest Products. 609,893 577,932 5.3 
Petroleum and Petroleum 

Rae rere are are 640,549 436,310 31.9 
Sugar, Syrup and Molasses .. 47,485 49,370 4.0 
SPOR, OMG: BeOS ko kw ceee 593,386 556,602 6.2 
GOimer Metals on cnkiccescas 16,473 15,665 4.9 
Machinery and Boilers 74,957 64,354 14.2 
SEIN coi oa ase, Oana, siarcaate item ee 101,575 126,969 25.0 
Brick and Clay Products .... 54,958 63,830 16.1 
Lime and Plaster «<2... ..:.... 33,727 37,033 9.8 
Agricultural Implements and 

Vehicles other than Autos. . 32,027 34,404 7.4 
Automobiles and Trucks ..... 84,009 152,736 81.8 
Fertilizers, All Kinds ....... 166,670 167,885 Bs 
Paper, Paper Board and 

Prepared Roofing .......... 130,530 133,769 25 
Chemicals and Explosives ... 122,995 80,209 34.8 
Canned Goods—All Canned 

POOR ProGgucts 2.06 ccscsces 111,283 107,711 . 3.2 

WE Satire xt hokackess 7,753,496 7,425,689 4,2 


Rail Net for First Two 1946 
Months Shows Decrease 


For the 12 months ended with February, 1946, A. A. 
R. bureau says rate of return was 2.98 per cent, com- 
pared with 3.89 for comparable 12-month period 
ended a year ago. Says 40 Class I railroads failed to 
earn interest and rentals in January and February 


Class I railroads in February had an estimated net in- 
come, after interest and rentals of $26,000,000 compared with 
$37,378,247 in February, 1945, according to reports filed by the 
carriers with the bureau of railway economics of the Associa- 
tion of American Railroads. 

In the first two months of 1946, they had an estimated net 
income, after interest and rentals of $60,000,000 compared with 
$76,424,773 in the corresponding period of 1945. 

Class I railroads in February, 1946, had a net railway 
operating income, before interest and rentals of $57,816,966 
compared with a net railway operating income of $74,663,603 
in February, 1945. 

Class I railroads in the first two months of this year had 
a net railway operating income, before interest and rentals of 
— compared with $150,705,753 in the same period of 

In the twelve months ended February 28, 1946, the rate 
of return on property investment averaged 2.98 per cent com- 
pared with a rate of return of 3.89 per cent for the twelve 
months ended February 28, 1945. Continuing, the A. A. R. said: 


The earnings reported above as net railway operating income, rep- 
resent the amount left after the payment of operating expenses and 
taxes, but~before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the first two months of 1946 is 
based on reports from all Class I roads, representing a total of 227,- 
801 miles. 

Total operating revenues in the first two months of 1946 totaled 
$1,220,013,905 compared with $1,463,316,074 in the same period of 1945, 
or a decrease of 16.6 per cent. Operating expenses in the first two 
months of 1946, amounted to $940,280,172 compared with $1,029,503,729 
in the corresponding period of 1945, or a decrease of 8.7 per cent. 

Forty Class I railroads failed to earn interest and rentals in the 
first two months of 1946, of which nineteen were in the eastern district, 
six in the southern region, and fifteen in the western district. 


Eastern District 


Class I railroads in the eastern district in the first two months of 
1946 had an estimated net income, after interest and rentals of $15,000,- 
000 compared with a net income of $20,490,801 in the same period of 





1065 





1945. For the month of February alone, their estimated net income, 
after interest and rentals, was $5,000,000 compared with a net income 
of $12,166,204 in February, 1945. 


These same roads in the first two months of 1946 had net railway 
operating income, before interest and rentals of $42,698,239 compared 
with $54,831,244 in the same period of 1945. Their net railway operating 
income before interest and rentals, in February amounted to $18,569, 
495 compared with $28,425,828 in February, 1945. 

Operating revenues of the Class I railroads in the eastern district 
in the first two months of 1946 totaled $533,070,090, a decrease of 13.8 
per cent compared with the same period of 1945, while operating 
expenses totaled $433,164,716 or a decrease of 9.3 per cent below 1945. 

Southern Region 

Class I railroads in the southern region in the first two months of 
1946, had an estimated net income, after interest and rentals of $12,000,- 
000 compared with a net income of $17,556,916 in the same period of 
1945. For the month of February alone, they had an estimated net 


income, after interest and rentals of $6,000,000 compared with $7,983,845 
in February, 1945. 


Those same roads in the first two months of 1946 had a net railway 
operating income, before interest and rentals, of $23,584,005 compared 
with $27,559,511 in the same period of 1945. Their net railway operating 
income, before interest and rentals, in February amounted to $12,537,- 
366 compared with $13,635,199 in February, 1945. 

Operating revenues of the Class I railroads in the southern region 
in the first two months of 1946, totaled $177,819,222, a decrease of 19.6 
per cent compared with the same period of 1945, while operating 
expenses totaled $131,469,220 or a decrease of 6 per cent under 1945. 

Western District 

Class I railroads in the western district in the first two months of 
1946 had an estimated net income, after interest and rentals of’ $33,- 
000,000 compared with $38,377,056 in the same period of 1945. For the 
month of February alone they had an estimated net income, after inter- 


est and rentals, of $15,000,000 compared with a net income of $17,228,198 
in February, 1945. 


Those same roads in the first two months of 1946 had a net railway 
operating income, before interest and rentals, of $62,377,118 compared 
with $68,314,998 in the same period of 1945. Their net railway operating 


income, before interest and rentals, in February amounted to $26,710,105 
compared with $32,602,576 in February, 1945. 


: Operating revenues of the Class I railroads in the western district 
in the first two months of 1946 totaled $509,124,593, a decrease of 18.4 
per cent compared with tfie same period of 1945, while operating 
expenses totaled $375,646,236, a decrease of 8.8 per cent below 1945. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 15,184 
freight cars, and a daily average shortage of 3,361 freight cars, 
for the week ended March 23, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 628; auto 
box, 3,042; flat, 2,094; gondola, 5,424; hopper, 238; and miscel- 
laneous, 3,758. 

The shortage was made up as follows: Plain box, 1,692; 
auto box, 85; gondola, 234; hopper, 1,309, and miscellaneous, 41. 


FEBRUARY TRANSPORTATION TAXES 


Tax collections on amounts paid for transportation of prop- 
erty totaled $15,458,071.52 in February as against $15,100,739.68 
in February last year, according to the Bureau of Internal 
Revenue. 

Collections on amounts paid for the transportation of per- 
sons totaled $19,503,411.25 in February as against $17,472,429.68 
in February last year. 

Pipeline petroleum taxes yielded $979,122.36 in February 
as against $1,522,986.74 in February, 1945. 

The federal gasoline tax yielded $32,423,441.65 in February 
as against $31,607,689.30 in February last year. 

The use tax on motor vehicles brought in $133,866.73 in 
February as against $159,010.14 in February last year. 

Carrier employment taxes in February totaled $17,174,667.09 
as against $16,576,741.93 in February last year. 


Wide Use of Aluminum by Transport 
Equipment Industry Seen 


Use of aluminum, especially by the transportation equip- 
ment industry, is expected to increase greatly, according to an 
article in the April issue of Domestic Commerce, monthly pub- 
lication of the Department of Commerce. 

“Aluminum now has approximately 3,500 uses as compared 
with 1,500 before the war,” said the department. “Its adapta- 
bility for many products and industries indicates increasingly 
wide use. 

“The value of aluminum in motor and rail transport and 
ship construction is discussed in the article, prepared by Daisy 
L. Schooley, machinery and metals division, Department of 
Commerce. Its use in these fields will be accelerated by the 
trend toward light weight and speed. 

“The lower cost of operating a commercial motor vehicle 
having an aluminum body greatly offsets the higher cost of the 
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metal. Its use makes it possible to increase the payload ma- 
terially and still stay within highway weight regulations. Op- 
erating costs—including maintenance, fuel, oil, and tires and, 
in many instances, registration fees and taxes—are also lower 
for the lighter unit. 

“Aluminum will be used in increasing amounts for truck, 
motorbus, and trolley-coach bodies,” the article states. “A re- 
cently built aluminum trailer truck is reported to be about 40 
per cent lighter in weight than the conventional type body. 

“The trend toward greater use of aluminum on passenger 
cars will be somewhat slower. In addition to the aluminum al- 
loy pistons and rings used before the war, some of the 1946 
cars will have other aluminum features. A car with aluminum 
body, crankcase, and camshaft bearings has already been pro- 
duced by one manufacturer. 

“Railway-equipment manufacturers will probably use much 
aluminum for standard and de luxe coaches, diners, parlor ob- 
servation cars and Pullmans, baggage and mail cars, tank cars, 
and boxcars,” according to the article. 

“Many merchant and passenger ships will in the future 
contain aluminum in their superstructures, bulkheads, stacks, 
masts, hatch covers, air ports, windows, passenger stairways, 
ladders, railings, and furnishings. Outboard motors, lifeboats, 
small boats, canoes, and rafts will join the ranks of aluminum- 
constructed equipment. 

“In aircraft manufacture, on the other hand, where alumi- 
num has long been an essential component, no great increase 
in its use is expected. 

“While a considerable tonnage of aluminum will continue 
to go into plane construction—military, commercial, and private 
—the total annual consumption for many years to come is ex- 
pected to be but a mere shadow of the wartime use,” the author 
states. 

“The transportation equipment industry is only one of many 
fields in which aluminum will be employed. Among numerous 
other industries which can use the metal advantageously are 
construction, home appliances, paint, office equipment, food 
processing, dairy, and chemicals.” 


Shipping Container Changes Seen 
by Commerce Dept. Writer 


Use of adhesive strips to “unitize” loads, eliminating 
pallets, discussed; experiments with insulated con- 
tainers for transport of perishables by air reported 


A recent development in the use of strips of adhesive to 
“unitize” loads of fiber boxes or paper shipping sacks in the 
elimination of pallets and the “unitizing” of the entire load in 
a box car, says Morris Moses, of the general products unit, 
Department of Commerce, in an article on “Revolutionary 
Changes in the Container Field,” appearing in the April issue 
of Domestic Commerce, monthly publication of the Commerce 
Department. 


Mr. Moses said that “the glued pallet load’ was an in- 
genious offshoot of wartime palletizing experience, and that 
the “trick” was to apply two narrow strips of adhesive to 
each fiber box or paper shipping sack of a load unit, thus mini- 
mizing the need for strapping. 


With respect to elimination of pallets by use of the ad- 
hesive strips, he said that the low tensible but high shear 
strength of the adhesive prevented sidewise or lengthwise shift- 
ing of the stowed units, yet released each unit with “a single 
sharp upward blow of the hands.” 


“An experimental shipment of bottled goods in fiber boxes 
showed no breakage; subsequent shipments show no breakage 
or breakage so small as to be attributable to other causes,” 
he added. 

He reported that considerable experimentation was taking 
place in the shipment by air of highly perishable products in 
insulated or refrigerated containers and compartments, and 
that even fish had been precooled and successfully shipped 
without the use of refrigeration. 

“California fruits and vegetables have been picked and 
unit packed in the morning, precooled all afternoon, and flown 
by night to eastern markets, ready for sale 24 hours after 
picking,” he said. “Flowers are being unit-packaged and 
shipped by air in refrigerated compartments to arrive dewfresh 
at distant points.” 

Some of the wartime developments with postwar possibili- 
ties, he said, were the following: 


A removable head steel drum or pail with dunnage for the ship- 
ment of delicate instruments and parts. The package may be sealed 
and stowed for years without deterioration of the contents. Especially 


suited for humid climates, it is a reusable container offering extra- 
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ordinary protection against inexpert handling and poor storage condi- 
tions. 


Containers designed for airplane deliveries, either parachute type 
or free falling, which absorb the shock of impact so that breakage is 
negligible. Even delicate glass vials and ampoules have landed without 
damage. Possible uses are dropping supplies to forest fighting crews, 
dropping mail or express shipments, and delivering supplies to remote 
communities not equipped with landing fields. 

Perhaps the most significent change in packaging has taken place 
in the attitude of some large users of containers. In many instances it 
was found that a simple change in design of the product packed per- 
mitted safe, efficient and economical packaging. Large machines and 
parts which can be ‘‘knocked down’’ present simpler problems than 
the complete assembly; relatively small changes in design permit 
‘floating’ the load in a package. Realization that a product must be 


shipped is making packaging an integral part of production planning 
and design. 


In addition to developing new packages, much progress has been 
made in improving and extending the uses of the more familiar con- 
tainers. A new asphalt base weatherproof coating for tight barrels is 
said to protect them against any moisture of temperature influences, 
adding to their life and usefulness. Through the use of various cover- 
ings, linings, and laminants, fiber drums are made moisture-and 
grease-proof. Folding and set-up boxes, fiber cans, paper shipping 
sacks, etc., have found many new applications which will persist even 
when previously scarce containers become available once more.”’ 


Drop-Table Container Test 
Urged at A. M. A. Conference 


The inexpensive drop-table apparatus for testing containers 
and interior packing was recommended to those attending the 
packaging conference of the American Management Assecia- 
tion, April 2-4, at Atlantic City, N. J., by A. L. Green, of Chi- 
cago, special representative of the freight claim division, Asso- 
ciation of American Railroads. 


Because of initial cost, the need for technically trained 
personnel, and other considerations, relatively few shippers 
would consider purchasing testing equipment which is not sim- 
ple to operate and dependable, said Mr. Green. The answer 
seems to be the drop-table, which, when tripped, opens at the 
center to let the shipping case fall through, said the speaker, 


adding that commercial and government laboratories had used 
it for years. 


The drop table is not a substitute for compression, burst- 
ing, tear and other tests, but is a satisfactory substitute for the 
revolving drum test, stated Mr. Green. The test is adapted 
only to packages of moderate weight, up to 100 pounds, and is 
unsuitable for a case of eggs, an open-top beer box, or acid 
batteries, he said, adding: 


Where the average manufacturer of a damageable product wants 
to know whether there is a sufficient factor of safety in his packaging to 
withstand the unavoidable hazards of distribution, this test is thoroughly 
practicable. We know of no other method which can be followed by 
a person, not especially trained, that can be so exactly controlled, as 
simple and inexpensive. Initial cost and cost of operation are so low 
that even if used occasionally it is worthwhile. 


_The railroads have much at stake in a program of container 
testing, said Mr. Green. “For the year 1944, about 57 per cent 
of the total amount paid in claims was for damage to packaged 
freight and, for 1945, approximately $50,000,000 was paid for 
such damage. A large part of this damage was chargeable to 
inferior packages of all types and inadequate interior packing.” 


TRAVEL AND TRADE AT HONG KONG =. 


Financial, commercial and travel conditions in Hong Kong 
have steadily improved in recent months, according to reports 
received by the office of international trade, Department of 
Commerce. The O. I. T. says the colony is now open for 
normal trading except for commodities in short supply, which 
include rice, flour, canned meat, condensed milk, milk powder, 
pulses, salt, sugar, oil, seed fats, baking powder yeast, hides, 
leather and jute. Hong Kong government officials hope further 
to relax restrictions on trade and travel as soon as possible, 
O. I. T. said, adding that before the war the colony enjoyed 
almost complete free trade and was an important trading cen- 
ter og annual imports and exports amounting to about $300,- 
000,000. 


CANADIAN VESSELS IN ALASKA 


Acting Secretary O’Connell, of the Treasury Department, 
has issued an order (T. D. 51429) waiving compliance with 
provisions of the coastwise laws to the extent necessary to 
permit transportation of passengers on Canadian vessels be- 
tween Skagway and other points in Alaska in the period be- 
tween April 1, 1946, and June 30, 1946, inclusive. The order 
was published in the March 29 issue of the Federal Register. 
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Merchant Marine Has Enough Ships 
to Meet Relief Needs 





W. S. A. says available tonnage and ships will meet 
all current and anticipated requirements of military 
services, relief agencies, foreign national import pro- 
grams, and other demands. Administrator Conway 
asks nations having ship requirements to notify W. 
S. A. 60 days in advance 









The United States Merchant Marine has sufficient tonnage 
and ships to meet all current and anticipated requirements of 
the military services, relief agencies, foreign national import 
programs and other demands, according to the War Shipping 
Administration. 

Granville Conway, acting administrator, made the an- 
nouncement, March 29, following a meeting of interested agen- 
cies. He said W. S. A. must have sufficient time to schedule 
ship arrivals at distant ports and some assurance that cargo 
would be available for loading. Citing costs of about $2,000 a 
day for a ship delay, Mr. Conway said he had asked all associ- 
ated agencies to make their requirements known to W. S. A. 
at the earliest possible moment. 


“We have advised all nations having ship requirements to 
let us know 60 days in advance of future needs,” he said. 


As an example of ship scheduling Mr. Conway told the 
meeting that for the last three months approximately 25 ships 
a month were carrying all available relief supplies from Brazil 
and Argentina ports to liberated areas. The ships averaged 
8,000 tons, he said, adding that the major countries participat- 
ing in national import and relief programs were Italy, France, 
Belgium, Denmark, Switzerland, Russia and China. 


“However,” continued Mr. Conway, “we need enough time 
to schedule our ships economically. We can send a ship to 
South America, which takes two to three weeks, without a 
cargo but some one must pay for the trip and we just can’t 
have the ship at a dock there tomorrow. Given time, we can 
usually find a cargo which will help pay the way.” 

Mr. Conway said liberated countries of Europe, participat- 
ing in relief and national import programs, made known their 
tonnage requirements to the London office of the United Mari- 
time Authority. If London was short, the request was imme- 
diately relayed to Washington, he said, adding that thus far, 


all requests had been met when sufficient advance notice was 
given. 
















































































































Pacific Westbound Conference 
Report Proposed 


Recommendations that the Maritime Commission should ap- 
prove in part a new organic agreement of the Pacific Westbound 
Conference, have been made by Examiner Robert Furness in 
a proposed report in No. 645, Pacific Westbound Conference 
Agreement (Agreement No. 7790). The examiner recommended 
that port equalization proposals of the conference should be 
disapproved and that provisions for payment of brokerage 
should be held in abeyance pending general inquiry. 

In this proceeding, instituted by the commission on its own 
motion, to determine whether agreement No. 7790 should be 
approved or modified, the examiner proposed that the agree- 
ment’s membership and voting provisions should be approved. 
He recommended approval of provisions for discretionary with- 
drawal from membership, provided that the conference be re- 
quired to report to the commission instances where members 
failed to maintain sailings for 12 months. The examiner also 
recommended approval of proposed rules and regulations, a 
division of the conference into districts, and delegation of rate- 
making powers. 

Observing that the agreement reserved to each party the 
privilege of absorbing the cost of transporting freight from 
point of origin to ship’s tackle at loading port to an extent that 
would equalize transportation costs via other ports, the ex- 
aminer said the respondents’ position on port equalization pro- 
Visions was untenable. He added: 

“Since respondents’ unlimited equalization provisions are 
Clearly prejudicial to competing shippers and ports, the com- 
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mission should disapprove that part of the agreement and re- 
quire cancellation of the corresponding tariff item. This does 
not mean, however, that respondents should be restrained from 
establishing reasonable absorptions for application in port areas, 
such as Puget Sound and San Francisco Bay, for the purpose of 
preventing unnecessary shifting of vessels for small quantities 
of cargo, Such provisions should be available to all shippers as 
a matter of right.” 

The conference agreement, said the examiner, prohibited 
the payment of brokerage on some cargo and permitted the 
payment thereof on other cargo. He said the respondents took 
the position that freight forwarders or brokers and registered 
custom-house brokers were essentially agents of shippers, that 
they were not engaged by respondents, that they did not per- 
form any service for them, and that, therefore, it was proper 
for them to prohibit the payment of brokerage, unless com- 
pelled to do so for competitive reasons. He said carriers orici- 
nating traffic on the east coast paid brokerage, and consequently, 
that the respondents felt obliged for competitive reasons to pay 
brokerage on traffic originating in eastern territory. 


The examiner said that in order to arrive at a sound con- 
clusion on the question of whether the carrier or the shipper 
should pay the forwarder, the commission would necessarily 
require evidence reflecting the conditions and practices pre- 
vailing on the Atlantic, Gulf, and Pacific coasts involving the 
major off-shore trades. 

“The commission should, therefore, withhold judgment on 
the evidence in this proceeding until such time as a general in- 
quiry may be instituted to resolve not only the questions here 
but other regulatory steps that may be taken with respect to 
forwarders as other persons subject to the shipping acts,” said 
the examiner. ?, 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission, on March 29, announced its 
approval of agreements Nos. 7820. and 7830 relating, respec- 
tively, to establishment of the Great Lakes-London and Bor- 
deaux-Hamburg Range-Eastbound Conference Agreement, and 
the Great Lakes-London and Bordeaux-Hamburg Range-West- 
bound Conference Agreement. These agreements were recently 
filed with the commission, which was asked to approve them 
before April 1 (see Traffic World, March 30). 

The eastbound agreement related to trade from U. S. and 
Canadian Great Lakes ports, St. Lawrence River, Nova Scotia, 
New Brunswick, and Newfoundland, to continental European 
ports within the Bordeaux-Hamburg range and port of London. 
The westbound agreement covered trade from European ports 
within the Bordeaux-Hamburg range and port of London to 
U. S. and Canadian Great Lakes ports, St. Lawrence River, 
Nova Scotia, Newfoundland, and New Brunswick. 

The Maritime Commission has canceled agreement No. 
57-12 under which the North Negros Sugar Co. Inc., of Manila, 
# y was admitted to the Pacific Westbound Conference, in 
1939. 

The commission approved agreement No. 7690, the India, 
Ceylon, and Burma Freight Conference Agreement. It was said 
at the commission’s offices that approval followed withdrawal of 
protests by Kerr Steamship Co., Inc., and American Export 
Lines, Inc. Parties tou the agreement were Isthmian Steamship 
Co., and Ellerman & Bucknall Steamship Co., Ltd. 

The commission also approved agreement No. 7561, the 
American & Australian Steamship Line Joint Service agreement 
covering establishment and maintenance by Ellerman & Buck- 
nall Steamship Co., Ltd., and Federal Steam Navigation Co., 
Ltd., as one member or party only, of a joint cargo service in 
the trade from United States Atlantic and Gulf ports in the 
range from Portland, Me., to Brownsville, Tex., inclusive, to 
ports in the Commonwealth of Australia and the Dominion of 
New Zealand, under the trade name “American & Australian 
Steamship Line.” 

Approval of agreement No. 7554-1 was announced. It pro- 
vided for correction of the name of one of the parties to the 
Ivaran Lines—Far East Service Agreement to “Aktieselskapet 
Ivarans Rederi.” 


M. C. INVESTIGATION OF S. T. & S. Co. 


The Maritime Commission, on its own motion, has insti- 
tuted an investigation into certain operations of Southeastern 
Terminal & Steamship Co. and Eastern Shipping, Ltd., and has 
assigned the proceeding for hearing at such times and places as 
it may later direct. The proceeding was titled No. 650, Trans- 
portation by Southeastern Terminal & Steamship Co. and East- 
ern Shipping, Ltd., between Continental United States and 
Puerto Rico. 

For some time, said the commission, the two carriers had 
been engaged in the transportation of property between the con- 
tinental United States and Puerto Rico as common carriers by 
water without having filed their rates therefor with the com- 
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mission in compliance with section 2 of the intercoastal shipping 
act, 1933. 


M. C. SHIPS TO PHILIPPINES 


The Maritime Commission announced its approval of the 
transfer of three additional vessels to Philippine registry and 
flag to assist further in the restoration of commercial activities 
in the Philippine Islands. Ownership and direction of the op- 
eration of the vessels would remain with the War Shipping Ad- 
ministration as in the case of 16 coastwise vessels previously 
transferred, the commission said, adding that the three ships 
approved for transfer were of the Cl1-M-AV1 type and were 
built in 1945. 





MERCHANT SHIP PRODUCTION 

Delivery of 11 vessels with an aggregate of 102,631 dead- 
weight tons in March brought merchant ship production for the 
first quarter of 1946 to 34 vessels of 299,322 deadweight tons, 
the Maritime Commission has announced. It said four of the 
vessels delivered in the month were built for the Netherlands 
Government, and that the remainder were commission C-type 
vessels. Three keels were laid and 12 ships were launched in 
March, said the commission. 


PORT OF SAN FRANCISCO COMMISSIONERS 


A new set-up in the board of state harbor commissioners, 
which administers the affairs of the Port of San Francisco, has 
been announced. Thomas Coakley, San Francisco, attorney 
and a member of the harbor commission, was named president 
of the board, succeeding J. W. Mailliard, Jr., who resigned. 
Governor Warren appointed N. Loyall McLaren, a certified 
public accountant, to serve with Mr. Coakley and W. G. Welt. 





MAIL TO GERMANY 


“Effective at once,” said the State Department, April 1, a 
restricted mail service will be resumed between the Unsted 
States and all of Germany. This service is limited to non-illus- 
trated post cards and letters not exceeding one ounce in weight. 
The only types of communications permitted are those relating 
to personal or family matters. The Treasury Department has 
advised that such limited communications are authorized under 
the Trading with the Enemy Act. Communications of a busi- 
ness, commercial or financial character continue to be prohib- 
ited, and any enclosures of checks, drafts, securities, or cur- 
rency, are prohibited. 

“Parcel post service is not available at this time, due to the 
fact that the military authorities in Germany desire to see how 
well the German postal and transportation systems are able to 
handle the restricted service before permitting parcel post serv- 
ice - begin. Such service will be inaugurated as soon as prac- 
ticable.” 


SPECIAL EXPORT LICENSES DISCONTINUED 


Special export licensing procedure for shipment of goods 
to countries that require import permits has been discontinued 
for all commodities except cotton textiles, the office of inter- 
national trade, Department of Commerce, has announced. It 
said: 

The procedure formerly required applications for export licenses 
for goods to be shipped to most countries which use import permits 
to include the import permit number. This is no longer necessary 


except when applying for a license to ship cotton textiles, and this 
exception will be lifted as soon as conditions permit. 


The O. I. T. said that the relaxation did not alter the regu- 
lations that other countries might impose on imports, and fail- 
ure to comply with such regulations might subject shipments 
to the risk of confiscation on arrival in the country of destina- 
tion. It added: 


The removal of this requirement is in line with the policy of the 
office of international trade to simplify licensing procedures and to 
eliminate wartime export trade restrictions. 


MOTOR FLEET SUPERVISORS’ COURSE 


The second annual training course for motor fleet super- 
visors is scheduled to be held May 20-24 at Northwestern Uni- 
versity’s traffic institute. Authorities in the field of automotive 
transportation and accident prevention will serve as instructors 
for the course, which will stress such subjects as the selection, 
training and supervising of drivers, the administration of incen- 
tive plans for safe driving, and accident reporting and analysis. 
A number of local and national organizations are sponsoring 
the course. A. R. Forster, director of training at the traffic in- 
stitute, will serve as course director, and Paul H. Coburn, fleet 
— engineer, National Safety Council, will serve as associate 

irector, 
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One Million Trucks May Be 
Produced in 1946 


Estimate is conditioned on recent supply problems 
on parts and components being overcome. Truck 
production in 1945 totaled 668,806 units 


The Civilian Production Administration has announced that 
approximately 1,000,000 motor trucks will be produced in 1945 
“if recent supply problems on parts and components can be 
overcome, according to industry estimates” made to the C. P. A. 
The estimate was made by members of the Motor Truck In- 
dustry Advisory Committee representing more than 75 per cent 
of truck production and 40 per cent of the truck producing 
companies.” The 1945 truck production totaled 668,806 units, 
said the C. P. A. continuing: 


Only 85,000 trucks were manufactured in the first two months of 
1946. Despite this poor start, industry estimated a 75,000 unit rate 
from April through June and a 125,000 monthly rate for the balance 
of the year. This estimate is based on the expectation of a greater 
supply of parts and materials. 

Even this relatively large number of trucks must be parcelled out 
equitably to meet large trucking needs, C.P.A. and industry agreed. 

Citing the recent C.P.A. decision to put pulpwood on the critical 
list and the trend toward increased housing priorities, I.A.C. members 
declared that a continuation of this trend put a large number of priority 
ratings in the hands of special industries. Government officials pointed 
out, however, that ‘‘CC’’ ratings assigned for trucks so far this year 
amounted to less than one-third of one per cent of total estimated truck 
production. Accordingly, these ratings could not be much of a factor 
in truck distribution. 

Moreover, C.P.A.’s outomotive division assured the truck producers 
that there were no proposals under consideration under which ‘‘CC” 
ratings could be extended by truck dealers to producers and thus 
priority problems would be confined to the dealer level. 

In considering the availability of parts and materials to accelerate 
truck production, a representative of the War Assets Administration 
reported that the Army Ordnance Department was currently declaring 
as surplus large quantities of truck parts. Moreover, it disclosed that 
the War Assets Administration was in a position to make special studies 
at any time with a view to making available out of ordnance stocks. 
any parts or type of parts which were particularly needed by the truck 
producers. 

Ojcials of C.P.A.’s steel branch presented a somewhat pessimistic 
picture with regard to steel sheets, an important component of all 
trucks. They pointed out that steel sheet production during 1946 would 
fall somewhat below 1945 levels because many of the hand operated 
sheet mills had discontinued operations since VJ Day while much of 
the new sheet making facilities would not be installed and in operation 
until the year-end. 














































Motor Truck Makers Prepare to 
Celebrate Golden Jubilee 


Plans of motor truck makers for celebrating the golden 
jubilee of the industry include participation in the dinner cele- 
bration, May 31, at Detroit’s Masonic Temple, in honor of auto- 
motive pioneers, and presentation of a special motor truck 
section of the Detroit “motorcade of progress’’ parade, June 1. 
Historic trucks will be shown, and there will be a display of 
the many and varied commercial uses of motor vehicles, ac- 
cording to the Automobile Manufacturers’ Association. 

The first sale of a truck in the United States was in 1896 
to Shepard & Co., a department store in Providence, R. I. The 
order for the vehicle called for conversion of a horse van into 
a steam wagon for hauling furniture. The first gasoline motor 
trucks had single-cylinder horizontal engines, wheels of the 
wire spoke suspension type, and were steered by tillers. 

By 1898 such companies as Winton and Duryea were mak- 
ing gasoline or electric delivery wagons, and a company in 
San Leandro, Calif., built a crude oil burning tractor, designed 
to haul merchandise on two trailer wagons at four to eight 
miles an hour. 




























Trucks vs. Dray Horses 


Back in, those days, most people said that while the new 
invention eventually might replace a few carriage horses it 
never could compete with the dray horse. 

During the five-year period from 1935 to 1939, an average 
of 715,000 trucks valued at $445,000,000 were sold each year, 
or about one-fourth of the value of passenger car sales each 
year. From September 1, 1939, to the end of the war, the 
motor truck industry produced 2,600,000 trucks and other 
military vehicles. 

By 1910 there were only 10,000 trucks registered as com- 
pared with 458,500 passenger cars, or about one truck for every 
46 cars. 

In 1916, there were 215,000 trucks in use as compared with 
3,297,996 automobiles, or about one truck for every 15 cars. 
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The extraordinary transportation demands of World War I 
eo! increased the use of trucks, 1,006,080 being registered 
in 1920. 

The increase in the use of trucks has been made possible 
by the production of more efficient trucks and the development 
of a large number of models for special uses, according to the 
association. Between 1929 and 1937, manufacturers of 12 makes 
of trucks increased the number of their models from 71 to 274. 
The story of the increased use is told by the registration figures 


for trucks: 1924—2,134,724; 1929—3,379,854; 1940—4,590,386; 
and 1941—4,876,054. 


One Truck for Every Five Cars 


Today 4,650,000 trucks and 25,350,000 passenger cars are 
in use in this country, or nearly one truck for every five cars, 
a larger proportion than ever before. 

In 1896 there were about 20,000,000 horses in the United 
States. Now, despite an enormous increase in population and 
farm acreage, there are only about half as many. Trucks and 
tractors have taken over a big share of the chores formerly 
assigned to horses. 

Farmers use more than 1,630,000 trucks. More than 679,000 
trucks are used to deliver milk, groceries, and to make other 
retail deliveries; 350,000 in delivering products to stores and 
wholesalers; 100,000 in mining, quarrying and lumbering; 
431,000 in construction; and 187,000 in manufacturing. 








Rodgers Cites Role of Truck 
in Developing Louisiana Resources 


Motor transportation utilizing Louisiana’s 15,000 miles of 
highways will prove a major factor in speeding the state’s ag- 
ricultural and industrial developments during the post-war 
years, Ted V. Rodgers, president of American Trucking Asso- 
ciations, Inc., predicted April 3. 

Addressing 300 delegates, state officials and truck opera- 
tors from Alabama, Mississippi, Oklahoma, Arkansas, Texas 
and Tennessee attending the first post-war convention of the 
Louisiana Motor Transport Association, at Alexandria, La., 
Mr. Rodgers said truck service will accelerate the establish- 
ment of new industries and permit the expansion of older ones 
while various types of trucks will continue to tap the resources 
of the state and penetrate rich production areas that have 
never been or never will be reached by railroads. 

Paying tribute to the magnificent war-time hauling job of 
all forms of transportation—rail, highway, air and waterway— 
Mr. Rodgers pointed out that 3,000 communities of Louisiana 
are dependent entirely upon highway transportation and cited 
the petroleum, lumber and shrimp industries as examples of 
the motor truck’s importance in the state’s agricultural and 
industrial progress and welfare. 


Chicago Truckers Told of Need 
for Increasing Safety Work 


Agreement by federal and state officials and insurance 
companies on a uniform method of reporting accidents would 
make it easier for motor truck operators to meet regulations 
governing safety work, Frank Purse, district director of the 
Interstate Commerce Commission, told a combined meeting of 
the Central Motor Freight Association, Inc., and the American 
Trucking Association’s Chicago chapter, safety and operations 
section, April 3, at the Hamilton Hotel, Chicago. 

During the war, the Interstate Commerce Commission, 
truck operators and drivers permitted their interest in safety 
matters to drag, said Mr. Purse. To reverse the trend will be 
sper but it is now necessary to tighten safety regulations, 
e said. 

Within the last three weeks, the speaker said the Bureau 
of Motor Carriers had made a study of its local accident report 
files, and had concluded that some of the large carriers had 
failed to report accidents in 1945 and 1946. He said the bureau 
expected “reasonable compliance with all Commission safety 
regulations and requirements.” Mr. Purse attributed much of 
the public criticism of motor carriers to the latter’s laxness in 
safety matters. 

_ He said that the Commission had arranged with state of- 
ficials in Michigan and Indiana to receive copies of accident 
teports made by police in those states, and added that a similar 
agreement may be reached with Illinois officials, if some prac- 
ical method can be reached of handling the estimated 500,000 
accident reports prepared yearly in Illinois. 

_ The addition of safety inspectors and the intensified activi- 
les of supervisors should further the safety work of the Bureau 
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of Motor Carriers for the remainder of 1946, Mr. Purse con- 
cluded. 


J. C. Karstrom, manager, Associated Credential Service, 
spoke on the need for more careful selection of personnel in 
the trucking industry. Following the program, a panel discus- 
sion on safety problems was held. 


Truck Freight Loading 
Declined in February 


The volume of freight transported by reporting motor car- 
riers in February decresaed 7.4 per cent below January and 
decreased 10 per cent below February of last year, according 
to statistics compiled by the department of research of Amer- 
ican Trucking Association, Inc. ‘ ; 

Comparable reports received by A. T. A. from 208 carriers 
in 37 states showed these carriers transported an aggregate of 
1,542,484 tons in February, as against 1,666,535 tons in January 
and 1,714,661 tons in February, 1945, it said, and continued: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 151.9. 

Approximately 87 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The Volume in this category 
decreased 4.5 per cent below January and was 7 per cent below Febru- 
ary, 1945. 

Transportation of petroleum products, accounting for about 7 per 
cent of the total tonnage reported, showed a decrease of 15.8 per cent 
below January and a drop of 22.5 per cent below February, 1945. 

Carriers of iron and steel hauled about 2 per cent of the total 
tonnage. Their traffic volume was 51.4 per cent below January and 57.4 
per cent below February, 1945. 

About 4 per cent of the total tonnage reported consisted of miscel- 
laneous commodities, including machinery, household goods, textiles, 
groceries, chemicals, packing house products, building materials, to- 
tobacco, wood, general commodities, rayon products, rubber products and 
food. Tonnage in this class decreased 12.4 per cent below January 
and increased 4.5 per cent over February, 1945. 

The February tonnage of carriers reporting from the Eastern Dis- 
trict represented a decrease of 10.7 per cent below January and a 
decline of 11.9 per cent below February of 1945. 

Carriers in the Southern Region reported a decrease of 2 per cent 
below January and a decrease of 4.8 per cent below February, 1945. 

Tonnage reported from the Western District revealed a decrease 
of 1.4 per cent below January and decreased 7.8 per cent below 
February of last year. 





LIVE STOCK TRUCK RECEIPTS 


“Driven-In Receipts of Livestock,” compiled under the di- 
rection of Hilda D. Lantz, agricultural statistician, U. S. De- 
partment of Agriculture, shows that of the total receipts in 
1945, 1944 and 1943 at 68 public stockyards, the percentage 


that truck receipts (driven-ins) represented was as follows: 
1945 1944 1943 
PerCent PerCent Per Cent 
CE es os coh cau\iacandesiwanesaaoumesin as 58.1 59.2 58.3 
NNN Sau sha vs as a ese Oa mle red ate Bc aoe 65.0 66.6 64.8 
st Se Nie win oh tua ole i arse Mae ve nent 60.3 66.7 66.6 
IED GIN IIIS 5 2 isco 6-3 ,a's) oa ons oaS alee Wo:d 0c 34.3 32.3 32.8 
OTE IN Ie oo oiniss.ssiesaeuiedis ace biaccie 40.2 40.8 45.7 








TRUCKS FOR GRAIN MOVEMENT 


In view of existing shortages of box cars for movement of 
grain from elevators in the midwest and west, trucks that were 
available should be “impressed into hauling this grain to market 
and to seaboard,” said Representative Bradley, of Michigan, 
in the course of a discussion by House members of food supply 
problems. 

Mr. Bradley contended that railroads owning elevators 
would not permit the grain now stored in those elevators to 
be moved out by trucks. He said the Interstate Commerce Com- 
mission had not exercised the legal right he believed it had of 
permitting trucks to “go to those elevators” and transport the 
grain to the seaboard. Representative Savage, of Washington, 
joined in the view that the railroads were preventing the trucks 
from “doing the job.” Representative Robertson, of North Da- 
kota, said there had been an admission by the government that 
the chief bottleneck on shipments of food grains and flour to 
Europe was the box car shortage, and that this shortage would 
continue throughout the year 1946. He agreed with Mr. Brad- 
ley that use of trucks would relieve the situation. 


BAXTER HONORED BY F. B. I. 


Returning veterans planning on purchasing trucks to enter 
the motor transportation field were warned first to consult with 
the federal and state regulatory bodies concerning legal require- 
ments, in a talk by Major Alex Baxter, commander of trans- 
portation corps post No. 879 of the American Legion, Chicago, 
at a dinner tendered him recently by post directors. 

Major Baxter announced his return to the Bureau of Motor 
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Carriers, Interstate Commerce Commission, as district super- 
visor at Chicago. 

He said that several instances had come to his attention 
concerning discharged veterans who had taken their savings 
and purchased a truck without first ascertaining what legal 
requirements had to be met. He reminded veterans that at 
every reception center there is a book put out by the American 
Trucking Associations, Inc., which will guide them properly. 
Major Baxter was presented a special service certificate from 
the Federal Bureau of Investigation “in ‘grateful recognition of 


outstanding service to the F. B. I. by T. C. Post 879. during ° 


World War II.” 


FORD TRUCK AND BUS PRODUCTION 


All Ford Motor Co. truck and bus production in the De- 
troit area is being moved from the Rouge plant in Dearborn 
to the Highland Park plant, M. L. Bricker, vice-president in 
charge of manufacturing, has announced. Buses are expected 
to be rolling off the new:line by mid-summer and trucks by 
mid-October, he said. The company’s plans to double produc- 
tion of Ford and Mercury passénger cars, station wagons and 
Ford trucks in Detroit area plant prompted the decision to lo- 
cate truck production at Highland Park, Mr. Bricker said. 


Kansas City Southern to 
Experiment with Radio : 


The Federal Communications Commission has granted spe- 
cial temporary authority to the Aireon Manufacturing. Co. to 
operate 22 portable and 10 mobile low frequency transmitters 
along the right-of-way of the Kansas City Southern Railway, 
for communication with moving trains, principally by means of 
the induction of radio frequency currents to and from wayside 
telegraph landline conductors. 

The commission said the 22 portable transmitters would be 
located at various wayside stations, and the 10 mobile transmit- 
ters would be installed on 5 cabooses and 5 locomotives to be 
operated on the K.C.S. between Kansas City, Mo., and Shreve- 
port, La. It said the portable transmitters would have a maxi- 
mum power of 6 watts, and the mobile transmitters would 
operate with 50 watts maximum power. All equipment, it said, 
would be designed to provide “special emission for frequency 
modulation (telephony).” The frequency of 175 kilocycles was 
assigned on a temporary basis only, said the commission, and 
continued: 

The authorization provided that the grantee shall be responsible 
for the coordination of the operation of this..station with the owner 
and operator of any land line telephone or telegraph conductors located 
in the area adjacent to the right-of-way of the Kansas City Southern 
Railroad in which interference to such conductors can reasonably be 
expected to occur and, upon receipt of complaint of interference to’ 
any radio or wire communications service, the grantee shall immedi- 
ately cause the cessation of all operations. 


The authority for the experiment was granted for a period 
of not longer than three months from March 27. 


I. C. CONCLUDES RADIO TESTS 


The Illinois Central Railroad is concluding its second radio 
experiment at Markham Yard, south of Chicago, designed to 
facilitate freight yard work, including the speedy taking-apart 
of trains, car classification, and assembly of trains. The equip- 
ment used is the space type, as distinguished from the induction 
type following trackside wires, and is a very-high-frequency 
type, operating on 156.525 megacycles. The equipment was 
manufactured and installed by the Bendix Radio division of 
the Bendix Aviation Corporation. J. M. Trissal, superintendent 
communication and electrical engineer, and P. B. Burley, elec- 
tronics engineer, were in charge of the experiment. 


PACIFIC NORTHWEST ADVISORY BOARD 


The nation’s shippers and railroad operators must carry on 
their car efficiency program throughout 1946 if peacetime goods 
are to be distributed without delay during the months ahead. 
That warning was voiced throughout the two-day annual meet- 
ing of the Pacific Northwest Advisory Board, held at Portland, 
Ore., which concluded March 28. 

“Insofar as the supply of box cars is concerned, 1946 will 
be a very trying year for shippers,” C. R. Megee, of Washing- 
ton, D. C., vice-chairman, car service division, Association of 
American Railroads, told the assembly of more than 200 
Oregon, Washington and Idaho shippers. ‘Although there is a 
temporary comfortable supply of cars in the Pacific northwest, 
the supply is expected to remain tight throughout the year,” 
he said. 

The stepped-up production of automobiles, household ap- 
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pliances, building materials and other manufactured goods was 
expected to tax the carriers’ facilities because much rolling 
stock has been worn out during war years and insufficient new 
railroad cars will be available before the end of the year. 

Frank P. Borden, of Tacoma, traffic manager of Douglas 
Fir Plywood Association, was elected president to succeed 
Harry D. Smith, also of Tacoma, zone traffic manager of 
- Weyerhaeuser Timber Co. Ralph Benson, of Portland, traffic 

manager of C. D. Johnson Lumber Co., was elected vice- 
“ president, and Harold Stoddard, of Everett, traffic manager, 
Sound View Pulp Co., was elected executive secretary. 

The forecast of car loadings showed an anticipated de- 
crease of 9 per cent during the next three months, as compared 
to.a year ago. Shipments of fir lumber, accounting for more 
than a quarter of the 225,000 car loads to be shipped, will be 
up slightly. Pine lumber shipments were expected to be off 
about 20 per cent. 















Sen. Reed, Rep. Hinshaw Address 
Rail Transport Institute 


Senator Reed, of Kansas, a speaker at the last of a series 
of four supper meetings of the Rail Transportation Institute 
of The American University, concluded a discussion of “‘Trans- 
portation from the Legislative Standpoint” by remarking that 
the nation’s system of airlines, constituting what he described 
as a “dramatic, subsidized transportation agency,” would prob- 
ably be “the next thing” that Congress would have to deal 
with severely in enactment of legislation. 


He made that remark in the presence of several officials 
of the Air Transport Association of America who were guests 
at the meeting, including Robert Ramspeck, executive vice 
president of the association and former representative in Con- 
gress from Georgia. The supper meeting was held in the home 
of Dr. Paul F. Douglass, president of the university, in Wash- 
ington. Also a speaker at the meeting was Representative 
Hinshaw, of California, a member of the House committee on 
interstate and foreign commerce. R. V. Fletcher, vice pres- 
ident of the Association of American Railroads and chairman 
of the board of trustees of the university, introduced the speak- 
‘ers. He said that Senator Reed, member of the Senate inter- 
state commerce committee, was one of the best informed men 
in Congress on the subject of transportation. 


Senator Reed said there had been regulation of transpor- 
tation in the old English common law, as certain fixed fees 
were prescribed for the use of wharves owned by the king. 
He noted that state regulation of railroads and state railroad 
commissions antedated enactment of the federal act to regu- 
late commerce, of 1887, and said there had been opposition by 
states to federal regulation. He traced the growth of the Inter- 
state Commerce Commission’s regulatory powers, mentioning, 
among others, various provisions of the transportation act of 
1920 and the transportation act of 1940. Much of the work on 
the latter act had been assigned to him by Chairman Wheeler, 
of the Senate interstate commerce committee, he said. He 
declared that, next to production, nothing was as important 
economically as transportation. 


Representative Hinshaw outlined the duties and responsi- 
bilities of the House interstate commerce committee and ob- 
served that its chairman, Representative Lea, of California, had 
been a member of the House for 30 years. In the course of his 
talk he read excerpts from a booklet, published in Philadelphia 
in 1876, entitled, “Theory and Practice of American Through, 
Fast Transportation as Illustrated by the Empire Fast Freight 
Company.” That company, he said, was probably the predeces- 
sor of the Pennsylvania Railroad. The booklet set forth com- 
plaints that indifference to patrons possibly had grown out of 
the “exalted frame of mind” of some railroad owners, and that 
some connectifg lines ignored contracts on rates. It pointed 
to difficulties, also, in efforts to find the “offending” road on 
freight damage claims. 


Mr. Hinshaw recited data as to the extent and cost of 
present systems of transport by water, highway, rail, pipeline, 
and air, showing vast amounts of public funds invested in 
inland waterways, highways and airways. 


It was the last day of school for the 37 students composing 
the Rail Transportation Institute of the American University as 
these representatives of some 15 railroads gathered for a dinner 
in a Washington, D. C., hotel, March 29, to celebrate the clos- 
ing of a successful four-weeks course in transportation and re- 
ceive certificates of completion from the university. 


Paul F. Douglass, president of the university, presented the 
certificates “‘by authority of the Congress and the board of trus- 
tees of the University,” and was assisted by R. V. Fletcher, vice 
president of the Association of American Railroads and chall- 
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man of the university trustees’ board, who was also principal 


Would Maintain Business Incentive 


“American University believes in maintenance of business 
incentive, especially for the public services and utilities,” said 
President Douglass in presenting the certificates. He warned 
the young executives, however, that “pressure for the socializa- 
tion of the railroads would increase,” He told them they would 
have to be something more than railroad men; that they would 
need to rise above their technical effectiveness, and see the sig- 
nificance of their work in its relation to the whole realm of 
business. 

Mr. Fletcher, speaking on “Railroad Research,” said he 
hoped that, regardless of whether the students remembered all 
the facts presented in the course, they had received an in- 
spiration and would carry forward the good work begun in 
Washington when “you return to your properties.” He said 
the university planned future institutes on highway and airline 
transportation problems. 


“T sometimes think if we would stop fighting each other and 
fight the common enemy, we would be better off,” he said, ex- 
plaining that by “the common enemy” he meant the “boundless 
ignorance” that existed in many quarters with respect to trans- 
portation problems. Railroad people, he said, were modest 
about telling their own story. 


_ Mr. Fletcher outlined the research program of the A. A. R., 
which organization, he said, was doing its best to tell the rail- 
road’s highly significant story. Most railroad research, he said, 
was done not in a laboratory, but in the field, on the tracks, and 
in the offices. He asked his hearers to carry the spirit of pa- 
tient, intelligent investigation back to their work. “Have the 
research spirit!”” he emphasized. 


A recent study on railroad personnel by the A. A. R. had 
brought 2,000 requests for copies, said Mr. Fletcher, adding 
that other important studies were those on taxes, the motor- 


carrier industry, the air-transport industry, and general eco- 
nomic conditions. 


Thomas E. Burke, of the Rock Island railroad, St. Paul, 
Minn., president of the newly organized alumni association of 





Rail Transportation Institute Certificate Recipients 


the transportation institute, presiding, averred the course had 
given all the men a better understanding of railroad depart- 
ments as a whole and that the students, as pioneers of the in- 
stitute, were proud of their selection by their railroads to rep- 
resent them in the four-weeks course. He said the alumni mem- 
bers would try to be a force for cooperation among the rail- 
roads in the future. The alumni would publish a bi-monthly 
paper, he said. 


A Gift for Director Homberger 


On behalf of the students, Mr. Burke presented gifts to 
L. M. Homberger, the university’s professor of transportation 
and director of the institute, and to his secretary, Mrs. Mar- 
jorie Maiz. Dr. Homberger praised the spirit of cooperation and 
intelligence of the students which. he said, made the course a 
success, and recited that of the 37 students, 20 came from the 
east ‘or Offic‘al Territory,” 10 from the west, five from the 
south and two from Canada. Twelve were operational men, 
he said, the remainder having come from traffic and business 
denartments. He said there had been 23 lecturers, including 
practical railroad men and Government officials, and 11 addi- 
tional speakers, or a total of 25, and mentioned the instructive 
laboratory trips to the Baltimore harbor, the Baltimore & Ohio 
railroad’s Mount Clare shops, the Southern Railway’s diesel 
shops at Alexandria, Va., Potomac Yards. Washington’s Union 
Station, the Railway Express Agency, and the Washington Na- 
tional Airport. 

A feature of the steak dinner, besides the steak, was butter 
brought fresh from Minnesota by one of the railroad men’s 
Wives, who came by airplane. 


It was announced that Alexis Coquillard, Jr., of the Denver 
& Rio Grande Western railroad, had been made secretary of 
the alumni association, in place of A. M. Brinker, B. & O. gen- 
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eral freight agent, Washington, D. C., previously elected, who 
had withdrawn. 


Railroaders Get Certificates 
Students receiving certificates were: 


G. B. Aydelott, D. & R. G. W. railroad, Pueblo, Colo.; Daniel D. 
Baker, Jr., P. & L. E., Youngstown, O.; D. C. Barr, Reading railroad, 
Reading, Pa.; Keith W. Bird, Pere Marquette, Grand Rapids, Mich.; 
George C. Blackaller, D. & R. G. W.; Grand Junction, Colo.; A. M. 
Brinker, B. & O., Washington, D. C.; Thomas E. Burke, Rock Island, 
St. Paul, Minn.; William H. Chidley, N. Y. C., Cleveland, O.; Lynn B. 
Coleman, D. & R. G. W., Salt Lake City, Utah; Alex Coquillard, Jr., 
D. & R. G. W., Denver, Colo.; Carl E. Delano, Bangor & Aroostook, 
Bangor, Me.; Arthur W. Dunham, N. Y. C., Pelham Heights, N. Y. 

John Edward Egan, Jr., N. Y. C., Syracuse, N. Y.; John I. 
Finsness, Minneapolis & St. Louis Railway, St. Paul, Minn.; Walter A. 
Geraghty, B. & O., Baltimore, Md.; James I. Gillikin, G. M. & O. and 
Gulf Transport Co., Mobile, Ala.; Hugh C. Graham, New Haven railroad, 
West Haven, Conn.; Charles F. Groom, G. M. & O., Mobile, Ala.; Jack 
Hause, General Electric Co., Erie, Pa.; John E. Hickman and Clyde E. 
Hightower, D. & R. G. W., Denver, Colo.; John A. Hill, Toronto, Hamil- 
ton & Buffalo railway, Hamilton, Ont., Can.; Norvell M. Langhorne, 
A. C. L., Richmond, Va.; John A. Lewis, B. & O., Washington; Neil R. 
McCormick and Charles Miner, Jr., N. Y. C., New York, N. Y. 

Harold J. Palmer, N. Y. C., Croton-on-Hudson, N. Y.; Claude L. 
Porter, Pere Marquette, Traverse City, Mich.; Irvin E. Rackley, A. C. L., 
Willard, N. C.; Kenneth T. Reed, Pere Marquette, Grand Rapids, Mich.; 
C. Russell Riley, B. & O., Baltimore, Md.; Louis Robinson, Reading Phil- 
adelphia, Pa.; W. T. Ross, N. & W., Roanoke, Va.; J. E. Rowley, 
T., H. & B., Hamilton, Ont., Can.; J. T. Urban and Eugene K. West, 


D. & R. G. W., Denver, Colo.; and E. Hartley, Woollfall, N. Y. C., 
New York, N. Y. 





No. 29505, Pillsbury Mills, Inc., Minneapolis, Minn., vs. Erie et al. 

Alleges demurrage charges, in excess of normal storage charges, 
on shipments of flour from Buffalo, N. Y., to New York, N. Y., for 
export, after complainant asked prompt unloading of cars because 
of delay in arrival of vessels on which space for shipments was 
booked, in violation of section 1. Asks reparation of $874.65. 

MC C-518, First Supplemental Order, Central Territory, less truckload 
rates. 

Investigation instituted by the Commission, Division 2, on its 
own motion, concerning increased class rates on shipments weighing 
less than 5,000 pounds between Wis. and Mich. points and points in 
Central Territory, and the rules, regulations, and practices affecting 
such rates and charges, applicable to transportation of various com- 
modities. Assigned for hearing at a time and place to be later fixed. 

MC C-518, Second Supplemental Order, Central Territory, less truckload 
class rates. 

Investigation instituted by the Commission, Division 2, on its own 
motion, concerning revised class rates, classification ratings, and 
classification exceptions ratings; on less-than-truckload shipments 
between points in Ohio, and the rules, regulations, and practices 
affecting such rates and charges, applicable to transportation of 
various commodities. Assigned for hearing at a time and place to 
be later fixed. 

No. 29507, Acme Packing & Provision Co., Inc., Seattle, Wash., et al. 
vs. Santa Fe et al. 

Allege rates on hogs and cattle from named points in Idaho, Mon- 
tana, and in Colorado and Nebraska to Seattle and Tacoma, Wash., 
and from points in Colorado and Nebraska to Los Angeles, South 
San Francisco and Swanston, Calif., in numerous carloads in 
the two years prior to filing of complaint, in violation of section 1. 
Ask cease and desist order, rates, and reparation. (L. H. Stewart, 
354 S. Spring St., Los Angeles 13, Calif.) 

No. 29508, Western Pipe & Steel Co. of California, San Francisco, Calif., 
vs. Pennsylvania et al. 

Rate of one carload of mooring bits, shipped March 15, 1944, from 
Coatesville, Pa., to South San Francisco, Calif., in violation of 
section 1, in that less-carload rate was charged in the absence of 
a carload commodity rate at time shipment moved. Asks reparation. 

No, 29509, Marathon Battery Co., Wausau, Wis., vs. Ann Arbor et al. 

Rate on manganese ore maintained for two years prior to filing of 
complaint, from Philadelphia, Pa., and points grouped with it, to 
Wausau, Wis., alleged in violation of sections 1 and 3. Asks cease 
and desist order, rates, and reparation of $10,000. (J. W. Goodman, 
5038 Plankinton Bldg., Milwaukee 3, Wis.) 

No. 29510, Armour & Co., Chicago, Ill., vs. Ahnapee & Western et al. 

Alleges rates on lard, in straight carloads, from Denver, Kansas 
City, South Omaha, East St. Louis, and Mason City, Ia., to points 
in Pacific Coast territory; and rates on fresh meats, slightly salted 
meats and packing house products, in straight or mixed carloads, 
and on lard, in straight or mixed carloads, from Indianapolis, Chi- 
cago, Peoria, Milwaukee, Green Bay, South St. Paul, Huron, West 
Fargo, Grand Forks, Sioux City, South St. Joseph, Oklahoma City, 
Ft. Worth, and Memphis, to points in Pacific Coast territory, in 
violation of section 1. Asks cease and desist order, rates, and repa- 
ration of $200,000 on shipments in two year period preceding com- 
plaints, plus damages on shipments thereafter. (Paul E. Blanchard, 
4301 S. Racine Ave., Chicago 9, Ill.) 







































































































































































































































































Tariff Interpretation—Routing 


Georgia——Question: You have an- 
swered numerous questions relating to 
“illogical” and “unnatural” routes, and 
the application of intermediate rules in 
connection therewith, in tariffs contain- 
ing no routes or containing an item read- 
ing: 

The rates herein apply via all routes made 
by use of the lines of any of the carriers 
parties to this tariff, except as otherwise pro- 
vided in certain items, or as specifically pro- 


vided in individual rate items or in connection 
with individual rates. 


The quoted language was carefully 
cons dered by the Commission in Union 
Underwear Co., Inc., vs. F. & C. R. Co., 
214 I. C. C. 695. The carriers contended 
that the route under consideration was 
unnatural and unduly circuitous. How- 
ever, the Commission held: 


The tariff clearly and specifically makes the 
rate to New Albany applicable beyond Cin- 
cinnati over the lines of all carriers parties 
to the tariff. There is therefore no room for 
doubt. 


The carriers continue to inject the is- 
sue of “illogical” or “unnatural” routes 
in connection with many requests by 
shippers to apply rates at intermediate 
points on such routes. Has the Commis- 
sion handed down any decision that over- 
rules the principle of tariff construc- 
tion enunciated in the Union Underwear 
Company case, or an opinion defining 
‘fllogical” or “unnatural” routes in con- 
nection with tariffs containing no route 
restrictions? Also, please advise what 
bearing the decision of the Supreme 
Court in Southern Ry. Co. vs. United 
States, 322 U. S. 72, has in connection 
with the contention that routes claimed 
by shippers are unduly circuitous and 
cannot be observed by the carriers where 
the tariff is silent as to routing. 

Answer: The report in Union Under- 
wear Co., Inc.. vs. Frankfort & C. R. Co. 
214 I. C. C. 695. is cited with approval 
in Lustberg Nast & Co. vs. New York, 
N. H. @& HR. Co., 226 1. C. C. Bs; 
Great Atlantic & Pacific Tea Co. vs. Al- 
ton R. Co., 226 I. C. C. 398, 231 I. C. C. 
743: Wilbanks & Pierce, Inc., vs. At- 
lantic & W. P. R. Co., 235 I. C. C. 371, 
and Routing Soda Ash from Baton 
Rouge, La., 259 I. C. C. 309. 

The decision in Southern Ry. Co. vs. 
United States, 322 U. S. 72, in our opin- 
ion, has no bearing on commercial ship- 
ments. The decision relates to the in- 
terpretation of an agreement between 
non-land grant railroads and the United 
States government for the transporta- 
tion of government freight at land grant 
rates arrived at by the use of circuitous 
routes. 

The report in the Union Underwear 


Company case deals with the applica- 
tion of rates over circuitous routes of 
carriers parties to a given tariff in the 
absence of specific routing. 


Tariff Interpretation—Application of All 
Commodity Rate 


Illinois.—Question: On March 2, 1945, 
we shipped from Chicago, Illinois, to At- 
lanta, Georgia, a carload consisting of 
8,500 lbs. of tooth paste, 16,900 lbs. of 
tooth powder and 19,725 lbs. of antisep- 
tic mouth wash, making a total of 45,- 
125 Ibs. 

The carrier billed us on the basis of 
the fifth-class rate of 95c cwt., as au- 
thorized in Illinois Freight Association 
Tariff No. 15-E, Agent Raasch’s ICC 485. 
The freight bill was paid and we sub- 
sequently filed claim in the amount of 
$51.12, which the carrier paid. A rate 
of 84c ecwt. is authorized in Item 705 of 
Illinois Freight Association Tariff No. 
86-B, ICC 570, which is the all-freight 
rate from Chicago to Atlanta and the 
basis on which we filed claim. 

The carrier now contends that we can- 
not claim separate identity for the com- 
modities shipped and that the 84c rate 
is not applicable. 

It will be appreciated if you will ren- 
der us an interpretation on the basis 
of our claim of separate identity for the 
commodities shipped. 

Answer: Under the provisions of Item 
295-A of Sup. 6 to Tariff No. 86-B, 
Agent Raasch’s ICC No. 570, the all- 
freight rate of 84c per 100 lbs. from 
Chicago, IIl., to Atlanta, Ga., applies only 
on mixed carloads of the articles named 
in your inquiry. The above referred to 
item also provides that the rate is not 
subject to Rule 10 of the Southern 
Freight Classification. Therefore, the 
rate will only apply on the articles you 
ship as mixed carload of these articles. 
However, we see no reason for not ap- 
plying the 84c rate as against the 5th 
class rate of 95c, as the 84c rate is a 
commodity rate and is applicable to the 
articles you shipped when in a mixed car- 
load. 


Motor Carriers—Leases of Equipment 


Rhode Island.—Question: I represent 
a company which ships machinery to all 
points in the country. The machinery 
runs from 1,000 pounds to 7.000 pounds 
and we are never able to load more than 
15,000 nounds in a 28 ft. trailer and never 
more than 18,000 pounds in a 40 ft. box 
car. The reason for the slight difference 
between trailer and freight car is be- 
cause so much bracing is required when 
we load a freight car. There are a great 
many reasons why it is better for us 
to ship by truck than by rail, the prin- 
cipal reasons being—we do not have a 
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siding; truck service is superior; there 
is a minimum handling of less-than- 
truckload shipments and practically no 
bracing is necessary on truckload ship- 
ments, also not the least of the factors 
to be considered are speed and courtesy. 
We have reached a point where we are 
using | the motor carrier to every point 
possible and reports from our customers 
indicate that this mode of transportation 
is most desirable. 

Because it is difficult to obtain the 
equipment that we require from the mo- 
tor carriers—there being no through car- 
riers to the middle west and far west 
located in our city, and for many other 
reasons, we feel that it would be ad- 
vantageous to us and our customers if 
we made arrangements whereby we had 
the use of our own trailers which could 
— our material anywhere in the coun- 

ry. 

I would appreciate it if you would give 

us your opinion in the matter of leasing 
units from a local trucker who has a great 
deal of equipment and is anxious to pvt 
it on the road. We would want to do 
it on the basis of a one-way lease to 
the furthest point to which delivery must 
be made, making it necessary for the 
driver to wildcat back. We do not mean 
or intend to defeat regulations and are 
willing to do whatever is necessary so 
that we would be considered the trans- 
portation company and the man that is 
leasing us the equipment to be nothing 
more than a lessor. 
_ Please tell us what, in your opinion, 
is necessary for us to do to achieve the 
title of transporter in the eyes of the 
commission. 

Answer: Whether or not a lease of 
equipment is subject to the jurisdiction 
of the Interstate Commerce Commission 
depends upon the facts. Fields Exten- 
sion of Operations, Charlottesville, Va., 
24, ME OC. C. 7s. 

If the party to whom the equipment 
is leased has complete control of the 
truck and driver and makes all arrange- 
ments for the transportation of the goods, 
the arrangement is not subject to the 
jurisdiction of the Interstate Commerce 
Commission. Plummer Contract Carrier 
Application, 8 M. C. C. 533, 534: Pic- 
cininin Contract Carrier Application. 9 
M. C. C. 597; Columbia Terminals Co. 
Contract Carrier Application, 18 M. C. 
C. 662; Sunset Motor Lines, Inc., Con- 
tract Carrier Application, 11 M. C. C. 
115; Schreiber Common Carrier Appli- 
cation, 26 M. C. C. 723. 

If, however, the owner of the equip- 
ment retains direction and control over 
the use of the equipment by the party 
in whose service it is put there is no 
lease of the equipment but the per- 
formance of a contract or common car- 
rier service by the owner of the equ’‘p- 
ment for account of the party to who-e 
service the equipment is put. Granlich 
Contract Carrier Application, 4 M. C. C. 
617, 618; Gifford Extension of Opera- 
tions, 14 M. C. C. 67; Dixie Ohio Express 
Co. Common Carrier Application, 17 M. 
C. C. 735; Adolph’s Trucking Co., Inc., 
Common Carrier Application, 22 M. C. 
C. Ta, TS. 

If the owner of the equipment leases 
equipment to another party and furnishes 
a driver but has no control over the use 
of the equipment or the services of the 
driver, this is not an arrangement sub- 
ject to the Motor Carrier Act. If, how- 
ever, the owner of the equipment re- 
tains control over the equipment and 
the services of the driver, the owner of 
the equipment is engaging in a contract 
carrier service and for the performance 
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of such service he must obtain the proper 
authority, which is a permit. Unless this 
permit is obtained he is subject to prose- 
cution for maintaining such a service 
without the proper authority. 


Tariff Interpretation 


Illinois.—Question: We would appre- 
ciate your interpretation of Item No. 
2275 of the Trans-Continental Freight 
Tariff No. 2-N East Bound, Agent L. E. 
Kipp’s ICC 1505. : 

We are of the opinion that this item 
provides commodity rates on fish, fresh 
or frozen, oysters, shrimp, etc., as shown 
under the general heading of fish, fresh 
or frozen, in the classification. 

Answer: The portion of Item 2275 of 
the tariff to which you refer, which is 
pertinent to this question is as follows: 


Fish, fresh or fresh frozen, viz: 
Section 1 
Clams, oysters or scallops 
Section 2 
Fish, fresh or frozen 
Fish Roe, fresh or frozen 


In the report of the Commission in 
St. Louis Fruit & Vegetables Asso. vs. 
Louisville & N. R. R. Co., 98 I. C. C. 
553, the Commission said: 


For approximately eight years prior to 1916 
defendants maintained a specific commodity 
rate of 40 cents on tomatoes, in carloads, 
from St. Louis to New Orleans. In July of 
that year the rate was published in Agent 
Washburn’s tariff I. C. C. No. 187 opposite 
item 1337, which was carried under the head- 
ing ‘‘Vegetable and Fruits, viz:’’ Various 
other numbered items, embracing both vege- 
tables and fruits, with rates stated opposite 
each, were carried under the same heading, 
one of which was No. 1346, pears, peaches, 
and plums. Supplement 5 to that tariff, effec- 
tive July 15, 1916, canceled item 1337 and 


. provided that class rates would apply in lieu 


thereof. Subsequently other items under 
this heading were canceled until in the suc- 
ceeding issue Agent Speiden’s tariff I. C. C. 
No. 241, effective November 20, 1919, and in 
effect during 1920 and 1921, there remained 
only the following: 


“Item 1013 Vegetables and fruits, viz: Pears 
peaches and plums, straight car loads, min- 
mum weight 24,000 pounds,’’ with a rate 
named opposite for application from St. Louis 
to New Orleans of 44 cents, which became 
58.5 cents under the general increases of 1920. 
The tariff named no specific commodity rate 
on tomatoes, but item 503 thereof provided 
that: 

“The commodity rates on articles specified 
in this tariff . . . are subject to the descrip- 
tion . . . governing the Class rates from and 
to the same points, unless it is provided in 
connection with the individual items that such 
classification descriptions . . . will not gov- 
ern,’’ and item 505 stated that: 

‘“‘Whenever a carload .. . commodity rate is 
established it removes the application of the 
class rates to or from the same points on that 
commodity in carload quantities . . .’’ Con- 
temporaneously the governing southern classi- 
fication included tomatoes under the classifi- 
cation description of ‘‘Vegetables,’’ and, 
therefore, since the word ‘‘vegetables’’ ap- 
pears in the heading of item 1013, complain- 
ant contends that the tariff provided the com- 
modity rates named opposite that item on 
carload shipments of tomatoes. 

The interpretation contended for by com- 
plainant can not be sustained. Item 505 
merely states the rule long ago announced by 
us to govern such cases. Item 503 has no 
application unless it may be said that item 
1013 specifies a commodity rate on vegetables. 
We have consistently found that commodity 
rates must be applied ‘strictly, from which it 
follows that only the article or articles clearly 
comprehended within the descriptive terms of 
the commodity rate can be considered as hav- 
ing been removed from the classification. The 
abbreviation ‘‘viz’’ is generally read ‘‘namely’’ 
or ‘to wit,’’ and is commonly employed to 
make specific that which has theretofore been 
stated in general terms. Under the obvious 
Meaning of the descriptive terms employed, 





item 1013 names rates only on pears, peaches, 
and plums. The third-class rates charged 
during 1920 and 1921 were applicable. As the 
complaint against such rates under sections 
1 and 3 of the act is barred by the statute of 
limitations, there remains for consideration 
the alleged unreasonable and _ preferential 
character of the T77-cent commodity rate 
charged during 1922 and 1923. 


See, also, Dolese Bros. Co. vs. Chicago, 
RR... 2: Ry. Co,,/ 109-1. C, .C.. 561. 

In our opinion the rates apply only on 
the articles specifically listed in Sections 
1 and 2 of Item 2275. 


Tariff Interpretation—Use of Commodity 
Considered in Determination of What 
Commodity Is 


Canada.—Question: During the first 
worid war a large number of Canadian 
factories converted to the manufacture 
of shells. As you know, each shell has 
a small copper band placed around it 
which, on firing, caused the projectile to 
spin, resulting in greater accuracy in 
flight. At that time these projectile 
bands were made from sheet copper, and 
it was necessary to form or shape the 
band. These bands were then “sweated” 
on to the shell, and, when cooled, made 
a tight fit. As such, a definite process 
was required to produce the necessary 
form, and the application of heat was all 
that was required to place the band on 
the shell. In 1917 projectile bands were 
added to the Canadian Freight Classi- 
fication at second class. 


Between the wars improvement and 
advancement in methods and equipment 
have resulted in the use of copper tub- 
ing cut to size, and the fact remains that 
it is tube that is now being shipped. 
This tubing is slightly larger than the 
outs.de diameter of the shell and slips 
over very easily. The copper tubing is 
then pressed on to the shell and turned 
on a lathe. This entails considerable ad- 
ditional expense on the receiver’s part in 
manpower and machinery. Whereas dur- 
ing the last war manufacturing process 
was undertaken before shipment, now, 
aside from cutting to the proper length, 
no work is done to the tube until re- 
ceived by the consignee. 


Item 14, page 10, supplement 4, of 
Canadian Freight Classification No. 19, 
provides a second class rating for pro- 
jectile bands in LCL quantities. ltem 
480, Canadian Freight Association Tar- 
iff 5H, provides a third class rating on 
tubes from Toronto to Western Can- 
adian destinations for LCL movement. 
The railways have refused to allow the 
third class rate to apply on these cop- 
per tubes cut to short lengths, claim- 
ing that, despite the fact that they are 
copper tubes cut to % inch lengths, they 
are used solely as projectile bands, and 
should be rated as such. 

I note on page 71 of January 12, 1946, 
issue of the Traffic World wherein it is 
stated by Examiner Lawton “It is well 
settled that the application of rates 
should not be determined by the use to 
which an article is put.” 

Will you please give me your opinion 
on this matter, and, if possible, quote 
any authorities whereby this principle 
can be applied in Canada? 

Answer: Our answer to your problem 
in the light of reports of the Interstate 
Commerce Commission is as follows: 

The Commission has ruled that the use 
to which a commodity is put does not 
determine the applicable rate; that the 
applicable rate is determined by what is 
actually presented for’ transportation. 
However, it has been held that it is nec- 
essarily the predominant use or value 
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which should determine the character 
of the shipment, and not the isolated 
and sporadic use to which it may some- 
times be put after it has been shipped 
to its intended destination. Sonn vs. 
Magone, 159 U. S. 417, 16 S. Ct. 67. The 
above case is referred to in Sonken-Gal- 
amba Corp. vs. Union Pac. R. Co., 145 
Fed. 2nd 808, 812. 

In White & Miller vs. Pacific Electric 
Ry. Co., 235 I. C. C. 35 it is stated that 
it is well settled that the use to whch 
a commodity is put is not alone deter- 
minative of the applicable rate; however, 
it is proper to consider the use to assist 
in the determination of what is the ac- 
tual commodity, following which the ap- 
plicable existing rate may be found. 

See, also, Bundy Tubing Co. vs. Mich- 
igan Central R. Co., 169 I. C. C. 569, in 
which the Commission said: 


As its tubing is used not only for automo- 
bile feed lines but for other purposes, com- 
plainant contends that these shipments could 
not be accurately identified as automobile 
parts, and that a less-than-carload rating of 
third class in the official classification on 
copper, brass, or bronze pipe or tubing, n. o. 
i. b. n., was applicable on the shipments 
of brass and copper tubing made prior and 
subsequent to June 30, 1928. While it is 
true that complainant’s product may be 
adopted to a variety of uses, it definitely ap- 
pears that the tubing in these shipments had 
been bent and cut to size and shape for use 
as automobile feed lines! It follows that the 
shipments consisted of automobile parts on 


which the double first class rates were ap- 
plicable. 


This case was cited in General Motors 
Comporation vs. Michigan Central R. 
Co., 248 I. C. C. 122, wherein the ques- 
tion: was whether complainant’s articles 
were ratable as pipe or tubing, iron or 
steel, solder coated, or iron or steel auto- 
mobile parts. 

Another case in point is Owensboro 
Forging Co. vs. Louisville & N. R. Co., 
194 I. C. C. 545. The complainant therein 
contended that rates may not be deter- 
mined upon the use to which an art:cle 
is put. In this case the Commission said: 

The principle, that differences in rates 
should not be predicated solely on the use 
of a commodity, presupposes a like com- 
modity. The record shows that the consid- 
ered article is clearly distinguishable from 
what is known commercially as a bolt. It was 
designed and manufactured solely for the 
use indicated above, and this is an important 
factor in determining what the article is. 


In view of the above decisions, it is 
our opinion that the three quarter inch 
copper tubes, which are in effect projec- 
tile bands, are properly rated in accord- 
ance with Item 14, page 10, Supplement 


4 of the Canadian Freight Classification 
No. 19. 


Overcharge—Refund by Carrier After 
Expiration of Limitation Period Under 
Section 6 of Act 


New York.—Question: In your answer 
to Montana, pages 789-90, Traffic World, 
March 16, 1946, you referred to the de- 
cision of the Supreme Court in Kan- 
sas City Southern Railway vs. Wolf, 261 
U. S. 133, and stated the court held that 
a carrier is precluded from paying. sub- 
sequent to three years, a claim for over- 
charge filed within or subsequent to the 
exceptions of the three year period. 


Is it correct that under the principle 
set forth by the court in the decision just 
cited that a carrier is precluded from 
paying an overcharge claim filed within 
the statutory period (now two years) al- 
though its investigation is not completed 
until after the expiration of the statutory 
period ? 
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Did not the particular decision re- 
ferred to have to do with claims filed on 
transactions arising during the neriod of 
Federal Control? 

Answer: Our answer to which you re- 
fer, stated that the Commission has con- 
strued the decision in Kansas City South- 
ern Ry. vs. Wolf, 261 U. S. 133, 43 S. ct. 
269, as holding that a carrier is pre- 
cluded from paying subsequent to three 
years (now two years) a claim for over- 
charge filed either within or subsequent 
to the expiration of this period. 

The ruling of the Commission reads 
as follows: 

Upon inquiries as to the effect of the de- 
cision rendered on February 19, 1923, by the 
Supreme Court of the United States, in 
Kansas City Southern Railway vs. Wolf, 261 
U. S. 133, the Commission construes that de- 
cision and paragraph (3) of Section 16 of 
the Interstate Commerce Act as prohibiting 
common carriers subject to the act from 
paying, subsequent to the two-year period of 
limitation contained in that paragraph, claims 
for overcharges presented to the carriers by 
shippers or consignees either within or sub- 
sequent to said two-year period of limitation, 
unless within said two-year period the claims 
have been presented to the Commission or 
to a court of competent jurisdiction in ac- 
cordance with the applicable provisions of 
said act. 


The decision of the Supreme Court re- 
ferred to above did not relate to claims 
covering shipments moving during the 
period of federal control. 


Damages—Measure of—Delay 


illinois—Question: A carload of let- 
tuce from the state of California is 
shipped to Chicago; under normal sched- 
ule or reasonable dispatch handling, said 
shipment is due to arrive for the Chi- 
cago market on Monday. As a result of 
negligent delay, bad order car or other 
causes for which carrier usually accepts 
liability, the shipment cannot possibly 
arrive in Chicago until market Thurs- 
day. As the market is declining and the 
possibility of deterioration loss getting 
worse each day, the owner in order to 
minimize loss, sells the shipment on 
Wednesday, or the day before the car 
would arrive. The tracing and passing 
records indicate to the owner the ap- 
proximate location of the car from time 
to time, so that the owner usually 
knows the approximate date the ship- 
ment will arrive. 

The market value is shown below on 
the days in question to indicate the 
amount of loss sustained by making the 
sale on Wednesday and what the loss 
would have been had the owner allowed 
the sale to be made after arrival on 
Thursday: 


Per 
Crate 
Market value Chicago Monday ........ $5.00 
Market value Chicago Tuesday ........ 4.75 
Market value Chicago Wednesday ..... 4.50 
Market value Chicago Thursday ....... 4.25 


By making the sale and disposing of 
the shipment prior to arrival Wednes- 
day, it is obvious the owner sustained 
a loss of 50c per crate, whereas if the 
owner had waited until arrival date 
Thursday the loss would have been 75c 
per crate. Our position is that the car- 
rier is liable for the loss of 50c per 
crate, whereas the carrier denies the 
claim entirely simply because the owner 
made a sale of this shipment prior to 
arrival at billed destination, even though 
it was two days after the shipment was 
due to arrive. The carriers statement 
sets forth their position as follows: 


The Supreme Court has stated very definite- 
ly the loss or damage must be measured on 





the value of a shipment the date it should be 
available at destination if moved with reason- 
able dispatch, less the value of the shipment 
the date it is available at destination. 


In other words, using the example 
given, the carriers attempt to avoid lia- 
bility simply because the owner took 
possession Wednesday while the car was 
in transit and sold the car on that date. 
When the car did arrive on Thursday it 
was the property of the new owner, title 
having been transferred in transit on 
Wednesday. 


We do not know what legal decision 
they (the carriers) have in mind in the 
above quotation, but presume it is the 
McCaull Dinsmore case, covering the 
basis of market value on the date due 
as compared with market value on the 
date the shipment is tendered for de- 
livery. 

Our thought is that this decision should 
not prevent the carrier from accepting 
liability, regardless of the fact that the 
sale was made one day prior to the day 
the shipment would have been available. 

Answer: We are not aware of any 
decision in which this question has been 
considered. 





Robert Morrow has been appointed 


assistant traffic manager, Fruehauf 
Trailer Co., at Detroit, following his 
resignation as assistant chief, trans- 
portation office, second air corps, Color- 
ado Springs, Colo., with the rank of 
major. He succeeds Mr. Williams, who 
resigned. 
* * * 

James Riley has been appointed staff 
assistant, general traffic section, Fisher 
body division, General Motors Corpora- 
tion, at Detroit, and Harvey A. Reckling 
has been appointed traffic manager, 
Fisher body—ternstedt division, Colum- 
bus, O 

* * * 

Major Porter E. Perry, formerly as- 
sistant general traffic manager, Kraft 
Cheese Co., Chicago, has been awarded 
the army commendation ribbon, for 
services in connection with his duties 
as director of transportation, Jefferson- 
ville Quartermaster Depot, Jefferson- 
ville, Ind., from January 1, 1945 to De- 
cember 31, 1945. 


* * * 


F. T. Clark has been appointed assist- 
ant general traffic manager, Diamond 
Alkali Co., with headquarters at Pitts- 
burgh, Pa. E. L. Santner has been ap- 
pointed district traffic manager for the 
company, at Painesville, O. 

ak * * 


Frank H. Moore, vice-president, legal 
department, Kansas City Southern Rail- 
way, has retired, after more than thirty- 
six years service with the line. He had 
been vice-president and general counsel 
since 1944. He will be succeeded by 
Joseph R. Brown. Lester G. Muller has 
been appointed city ticket agent for the 
line, at New Orleans, La. — 

* a * 


Harold R. Austin, president, M. W. 
Kellogg Co., Jersey City; Forney Johns- 
ton, senior partner, Cabaniss & Johns- 
ton, attorneys, Birmingham, Ala.; and 
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It is the general rule, that for unrea- 
sonable delay in the transportation of 
nearly all classes of goods the shipper is 
entitled to recover the difference be- 
tween the market value of the goods at 
the time and place at which delivery 
should have been made, and their mar- 
ket value when delivery was actually 
made. In the nature of things, such 
damage, it is said, is deemed to he 
within the contemplation of the parties 
at the time the contract was made, as 
a probable consequence of an unreason- 
able delay. 

While the general rule of damages for 
delay is as stated in the preceding para- 
graph, the Supreme Court of the United 
States in the Crail Case, 281 U. S. 57, 50 
S. Ct. 180, with respect to loss from a 
shipment, in effect stated that no ad- 
vantage was to be gained from an ad- 
herence to a rigid uniformity, which 
would justify sacrificing the reason of 
a rule, to its letter. 

As damages based on the Wednesday 
market are in mitigation of damages 
based on the Thursday market, we are 
of opinion that the claim should be set- 
tled on the basis of the Wednesday mar- 
ket value. 






































Gen. Frank R. Denton, president of 
Mellon Securities Corporation, Pitts- 
burgh, have been elected directors of 
Pullman, Incorporated. 

* * * 








Champ Carry, executive vice-president 
of the Pullman Company, since 1941, has 
been elected president of the Pullman- 
Standard Car Manufacturing Co., suc- 
ceeding C. A. Liddle. Mr. Liddle has 
been elected chairman of the board of 
directors of Pullman-Standard. Mr. 
Carry resigned his positions as director 
and vice-president of the Pullman Co., 
sleeping car operating subsidiary, to ac- 
cept the presidency and a directorship 
of the car manvufacturing subsidiary. 
Frank B. Baker has been elected vice- 
president. 











Mc 
Coop 


ping / 
McCo: 
Pacif: 
(Quak 
om a ¢ 
sched 
ports ¢ 
Coast. 







* * * 


John D. Roberts, Central Texas Iron 
Works, Waco, Tex., and Madison 
Clement, Clement Grain Co., Waco, 
Tex., have been named members of the 
board of directors of the Texas Central 
Railroad Co. 









* * * 


The Rock Island Lines announce the 
following appointments and promotions: 
C. C. Gardner, appointed assistant to the 
passenger traffic manager, with head- 
quarters at Des Moines, Ia.; W. H. Weik, 
promoted to assistant geieral passenger 
agent, at Des Moines, succeeding Mr. 
Gardner; W. G. Young, manager of 
travel and tour service, Chicago; and 
K. K. Oglesby, manager of reservation 
and information bureau, Chicago, suc- 
ceeding Mr. Young; C. H. Rohrer, 4 
district freight and passenger agent, At- 
lanta, Ga.; C. O. Huff, Ray J. White, 
and D. L. Chambers, appointed general ever 
agents at Los Angeles, El Paso, Tex ' 8! 
and Phoenix, Ariz., respectively; Thomas§jg jn |] 
L. Readdy, appointed district passenger : 
agent, at Peoria, Ill., succeeding Mr.§carrier 
Weik, and H. W. Clutter, appointed hinn; 
district passenger agent, at Amarillog‘"ppin 

attentio 
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More Frequent & Complete Service 


Cooperating with the War Ship- 
ping Administration, Pope & Talbot- 
McCormick Steamship Division and 
Pacific Atlantic Steamship Co. 
(Quaker Line) are now operating 
on a coordinated 10-day frequency 
schedule between Atlantic Coast 


ports of call and ports on the Pacific 
Coast. 


This new schedule, embracing a 
leet of fast, modern ships, is de- 
signed to give regular service to our 
ever growing list of shippers... and 
is in line with modern day water 
tarrier transportation policies. Your 


shipping needs will have our careful 
attention. 


Current departure dates “west- 
bound” from Baltimore April 15, 
Chester April 16, Philadelphia 
April 19, Norfolk April 21, and 
every 10 days thereafter. Write to 
have your name placed on our “‘Sail- 
ing Schedule List,” which gives de- 
partures and arrivals of ships at our 
various ports of call. 


PUERTO RICO 


Offices and Terminals 


SEATTLE NEW YORE 
TACOMA PITTSBURGH 
PORTLAND DETROIT 
STOCKTON PHILADELPHIA 
OAKLAND BALTIMORE 
SAN FRANCISCO NORFOLK 

LOS ANGELES SAN JUAN. P. R. 


INTERCOASTAL SERVICE BETWEEN 
ATLANTIC AND PACIFIC PORTS 


PACIFIC COASTWISE SERVICE 
PUERTO RICO SERVICE FROM 
PACIFIC COAST PORTS 


POPE:TALBOT INC. ¥¢ 


M'CORMICK STEAMSHIP DIVISION 
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A. J. Smith succeeds Mr. Enderle as 
superintendent of the Albuquerque divi- 
sion. 

ok * * 

Arthur E. Stoddard has been ap- 
pointed assistant general manager, east- 
ern district, Union Pacific Railroad. He 
will maintain headquarters at Omaha. 
Joel E. Mulick has been promoted to 
superintendent, Kansas division, with 
headquarters at Kansas City, Mo., suc- 
ceeding Mr. Stoddard. 


* * * 


J. A. McRoberts has been appointed 
general agent, Chicago Great Western 
Railway Co., with headquarters at Dal- 
las, Tex. He succeeds G. W. Sanberg, 
who has resigned. Herbert Davis has 
been appointed traffic agent, succeeding 
Mr. McRoberts, at Dallas. 


* * * 


James B. Fleming has been appointed 
auditor and general freight agent, Cam- 
bria & Indiana Railroad Co., with head- 
quarters at Philadelphia. He succeeds 
Clarence R. Smith, deceased. Raymond 
W. Seiling has been appointed assistant 
auditor and {assistant general freight 
agent, succeeding Mr. Fleming. 

* ok * 


F. W. Stetekluh has been elected 
general auditor, Northern Pacific Rail- 
way, succeeding the late L. A. Behler. 
Mr. Stetekluh entered railroad service 
in 1906, and has been connected with 
the Northern Pacific since 1918. G. E. 
Lees has been appointed assistant gen- 
eral auditor, succeeding Mr. Stetekluh, 
and P. G. Ramswick succeeds Mr. Lee 
as auditor of disbursements. 

* * kK 


C. W. Rankin has been appointed gen- 
eral freight agent, Charleston & West- 
ern Carolina Railway Co., and A. W. 
Jones has been appointed general agent, 
with offices at Augusta, Ga. H. Gower 
and W. E. Carroll, have been appointed 
general agents, at Greenville, S. C., and 
Atlanta, Ga., respectively; while A. L. 
Bone and Wm. Van Nortwick, have been 
appointed commercial agents at, Jack- 
sonville, Fla., and Cincinnati, O., re- 
spectively. 

* * * 

C. T. Hill has been appointed Florida 
freight agent, of the Chicago, Indian- 
apolis & Louisville Railway, with head- 
quarters at Tampa, Florida. He succeeds 
H. G. Broome. G. L. Harris has been ap- 
pointed traveling freight agent, at In- 
dianapolis, succeeding Mr. Hill. A. L. 
Holman and Chas. Cohan have been ap- 
pointed district freight agents, with 
headquarters at, New York and Chicago, 
respectively. Roy J. Becker has been ap- 
pointed freight traffic agent, at Chicago. 

* * * 


Claude D. Merrill has been appointed 
assistant to the general manager, at St. 
Louis, for the Pennsylvania Railroad. 
Morton S. Smith has been promoted to 
superintendent of the Philadelphia divi- 
sion of the line. Allen J. Greenough has 
been promoted to superintendent of 
freight transportation, succeeding Mr. 
Smith. E. P. Adams has been promoted 
to superintendent of the Wilkes-Barre 
division, succeeding Mr. Greenough. 
Windsor F. Cousins has been promoted 
to general attorney of the line, succeed- 
ing George R. Allen, who has retired. 
William F. Zearfaus succeeds Mr. Cou- 
sins as assistant general counsel. 

* * * 


Lloyd B. Hughes, former captain, 
United States Naval Reserve, has joined 
the Port of Oakland, as an assistant to 


with headquarters at Indianapolis, suc- 
ceeding T. P. Axton, resigned. 
* * * 


Bernard E. Geeslin has been appointed 
commercial agent, at New Orleans, La., 
for the Central of Georgia Railway Co. 

* * * 


C. A. White has been promoted to 
general superintendent, Tonopah & Gold- 
field Railroad Co. He will maintain 
headquarters at Tonopah, Nevada. 

* * * 


D. R. Ostrander has been appointed 
general agent, freight department, at 
San Francisco, for the Great Northern 
Railway Co. Richard F. Byron has been 
appointed chemurgic development agent. 
Mr. Byron will maintain headquarters 
in St. Paul, Minn. 


* * * 


Charles E. Sawyer has been appointed 
assistant general passenger agent, at 
Cincinnati, for the Southern Railway 
System. He succeeds T. J. Connell, who 
is retiring, at his own request, following 
nearly 49 years service with the rail- 
way. Nicholas A. Hocker has been ap- 
pointed district freight agent, at Palatka, 
Fla. John H. Bell has been appointed 
division freight agent, with headquarters 
at Charlotte, N. C. Harold M. Sandiford 
has been promoted to the position of 
commercial agent for the line. He will 
maintain headquarters at Augusta, Ga. 

* * * 

A. O. Plunkett has been appointed 
general agent, at Grand Rapids, Mich., 
for the Minneapolis, St. Paul & Sault 
Ste. Marie Railroad Co. 


* * * 


Charles K. Bothwell, assistant pas- 
senger traffic manager, Missouri Pacific 
Lines, has retired. Mr. Bothwell began 
his railroad career in March, 1894, for 
this company. D. H. Haynie has been 
appointed acting general agent, at Cape 
Girardeau, Mo. He succeeds J. C. Tins- 
ley, who has been temporarily assigned 
to other duties. 

* * 

R. E. Herrington has been appointed 
Florida general agent, with headquar- 
ters at Jacksonville, for the Nashville, 
Chattanooga & St. Louis Ry. He suc- 
ceeds T. P. Grady, who is retiring after 
45 years service. 

* * * 


Leon P. Smith, general agent, at Chat- 
tanooga, since 1931, for the St. Louis 
Southwestern Railway Lines, has re- 
tired. He has been with the Cotton Belt 
Route since 1904. Thomas R. Lynch will 
suceed Mr. Smith. 

* * k 


G. H. Gaiennie, recently discharged 
from the Navy with the rank of lieuten- 
ant, has been appointed general agent, 
passenger department of the St. Louis- 
San Francisco Railway, at Chicago. He 
has been associated with the Frisco 
Lines for the past twelve years. 

* * 


Clarence R. Tucker has been ap- 
pointed assistant vice-president, Atchi- 
son, Topeka & Santa Fe Railway Co., 
with headquarters in Chicago. Earle E. 
McCarthy, who has been on leave of 
absence, while serving as director of the 
railway transport department, Office of 
Defense Transportation, in Washington, 
D. C., has returned as general manager 
of the coast lines. A. B. Enderle has 
been appointed superintendent, Los 
Angeles division, at San Bernardino, 
Calif., succeeding James W. Murphy, 
who has been promoted to superintend- 
ent, Arizona division, at Needles, Calif. 
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and George C. Johnson, promoted to 
traveling freight passenger agents, at 
Boston, Pittsburgh, and Milwaukee, re- 
spectively. M. F. Parks, E. S. Trotter, 
George A. Martin, and K. E. Bradley, 
have been promoted to traveling pas- 
senger agents, at Minneapolis, Oklahoma 
City, San Francisco, and Kansas City, 
Mo., respectively. Edward Eggleston; 
B. G. Wright, Clifford J. Wilson, and 
E. R. Handley, have been appointed city 
passenger agents, at Los. Angeles, 
Omaha, Lincoln, Nebr., and Philadelphia, 
respectively: 
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* * * 


John Q. Beckwith, vice-president off % 
the ‘Virginia & Carolina Southern Rail- 
road Co., subsidiary of the Atlantic) 7 
Coast Line Railroad Co., has retired,§; 
following forty-six years with these 
companies. Now 71, Mr. Beckwith en- 
tered the service of the Atlantic Coast 
Line Railroad Co., in 1900, as auditor,§ 7 
freight receipts. In 1911 he was trans-§} 
ferred to the Virginia & Carolina South- 
ern Railroad Co, which had begun op, 
erations in 1908. He had been vice-}} 
president in charge of the traffic, oper- 
ating, and accounting departments, since 
1924. 


* * * 


R. J. Morfa has been elected chair- 
man of the board of the Beaver Meade: 
& Englewood Railroad Co., a subsidiary} 
of the Missouri-Kansas-Texas  Lines.§: 
Others elected to the board of directors} % 
at the recent meeting are: Bryan Cole, ft 
executive vice-president, Griffin Grocery}# 
Co., Muskogee, Okla; H. A. Gray, vice-§% 
president, Eagle-Picher Mining & Smelt-}: 
ing Co., Joplin, Mo.; N. R. Patterson,§‘ 
president, Patterson Steel Co., Tulsa;}gs 
L. King Dickason, president Goodman tes 
Lumber Co., Tulsa; and W. H. Leverett,fi 
general manager, National Zinc Co.4¥ 
Bartlesville, Okla: Elmer Hale, presi- 
dent, Hale-Halsell Co., McAlester, Okla., 
was re-elected to the board. 

‘* * s 


Carter McGregor, vice-president, First 
National Bank of Wichita Falls, Tex.; 
John H. Wilson, president, Wichita Falls¥¥ 
Foundry & Machine Company, and the 
Wilson Manufacturing Co., Wichita 
Falls; Linton H. Estes, president, Em- 
pire Paper Co., Wichita Falls; and E. 
Paul Waggoner, Waggoner Estates, 
Vernon, Tex., have been elected mem-f% 
bers of the board of directors of thei 
Wichita Falls & Northwestern Rail{4 
way Co. te 


* * * 


George W. Armstrong, Jr., president ¥ 
Texas Steel Co., Fort Worth; Eugeneees; 
Berry, general manager, General Mills; 
Inc.; Wichita Falls, Tex.; and Frankg% 
Callier, president, Trinity Cotton Oigé 
Co., Dallas; have been elected member 
of the board of directors of the Wichitas: 
Falls & Wellington Railway Co. Bs 

* * * ie 

J. H. Allison, vice-president, Wichité 
Daily Times; and Jerry Vinson, Induspey 
trial Supply Co.; have been elected digge: 
rectors of the Wichita Falls Railway Come 

* Z 

Donald B. Powell has been appointed 
commercial agent, Illinois Terminal Rail 
road Co., at Tulsa, Okla. 


* * * 


James B. McKeon has been appointe 
district freight agent, at New York, fe 
the Baltimore & Ohio Railroad Co. Hi 
succeeds Charles A. Schultz, who is 
tiring, at his own request, after fo 
eight years of service. Russell L. Co 
has been appointed agricultural age 
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the port manager. Prior to his call to 
duty, he was assistant general traffic 
manager, Montgomery Ward & Co., at 
Oakland. While serving with the Navy, 
Captain Hughes was assistant director, 
transportation and shipping section, staff 
of the western sea frontier. 
* 


Melrose W. Holmgreen, secretary and 
treasurer, Alamo Iron Works, San An- 
tonio, Tex., has been elected a director 
of the San Antonio Belt & Terminal Co. 


Ketchel F. Morlan has been appointed 
Chicago district manager of United 
States Rubber Co., following his return 
from service with the Navy, where he 
attained the rank of lieutenant. 

* * 


Wesley A. Rogers, general freight 
agent, American Barge Line Co., Pitts- 
burgh, is confined to St. Joseph’s Hos- 
pital, with an attack of pneumonia. 


William J. Gilfillan hos been appointed 
district representative, American Export 
Lines, at Philadelphia. He has been ac- 
tively connected with the lines’ affairs 
since 1926. 

* * a 

Norman Raithel has been appointed 
manager of the newly combined offices 
of the Alcoa Steamship Co., Inc., and 
Mississippi Shipping Co., Inc., (Delta 
Line), at St. Louis, Mo. 

* 


Carter Lane Burgess has been ap- 
pointed assistant to Jack Frye, president 
of TWA. He formerly served as execu- 


tive and special assistant to Donald Rus- 
sell, assistant secretary of State for ad- 
ministration and the foreign service, and 
also as deputy executive secretary, of 
the United Nations conference on in- 
ternational organization, at San Fran- 
cisco. 
* * * 

James P. Farrell has been appointed 
district manager for Eastern Airlines, 
S. A., in Mexico City. He replaces 
James W. Paige. i 

C. A. Hunt, superintendent of stations 
and transfers, central region, Pennsyl- 
vania Railroad, will speak at the April 
8 meeting, of the Pittsburgh chapter, 
Delta Nu Alpha, transportation fratern- 
ity. The meeting will be held in the 
Fort Pitt Hotel. Mr. Hunt will discuss 
“Perfect Shipping—Our Mutual Prob- 
lem.” 

* * * 

The Oakland Foreign Trade and Har- 
bor Club held its April 4 meeting, at the 
Athens Athletic Club. John B. Condliffe, 
professor of foreign trade, University of 
California, spoke- on “The Proposed 
British Loan.” 

* * * 

John P. Zuurmond, freight traffic man- 
ager, Holland-American Line, was the 
guest at a dinner given in his honor, 
March 27, at the Netherland Club. He 
is retiring after 53 years services with 
the company, which is the record for the 
longest period of service with one steam- 
ship line. He is being succeeded by 
John van Ryn. 


eats gt 





Harry J. Phillips, general freight 
agent, Chicago, North Shore & Milwau- 
kee Railroad, was installed as the twen- 
ty-third president of the Junior Traffic 
Club of Chicago, at the annual dinner, 
held April 3, in the Palmer House. An 
overflow crowd of 1400 heard Com- 
mander William McGovern, of the fac- 
ulty of Northwestern University, speak 
on “Nations and Nationalism After the 
War.” Sixteen past presidents of the 
club were in attendance. Joseph R. 
Lyons, member of the firm of Gallagher 
& Ascher Co., retiring president of the 
club, presided. 





The Women’s Traffic Club of Milwau- 
kee will hold its monthly dinner meet- 
ing, April 8, at the Schroeder Hotel. 
Erv. Manske, traffic manager, Allis- 
Chalmers Mfg. Co., will be the guest 
speaker. 





Ross C. Shannon, sales manager, 
Socony Vacuum Oil Co., St. Louis, was 
the principal speaker at the April 1 
meeting of the Traffic Club of St. Louis. 
Mr. Shannon spoke on “Grooved Think- 
ing.” 





The Traffic Club of Baltimore, in 
collaboration with the University of 
Baltimore, will hold a meeting on April 
17, at the Lord Baltimore Hotel. J. Mon- 
roe Johnson, director, Office of Defense 
Transportation, will speak on “Coordina- 
tion of Air, Rail, Water and Highway 
Carriers.” G. Murray Campbell, general 
freight traffic manager, Baltimore & 


Ohio Railroad, was the principal speaker 
at the April 2 meeting of the club. Mr. 
Campbell spoke on “Perfect Shipping 
Month.” On April 17, the Forum on 
“Planning the Future of Transportation” 
will be opened. Among the speakers 
will be: Douglas C. Turnbull, executive 
assistant to the president, Baltimore & 
Ohio Railroad; Almon Roth, president, 
National Federation of American Ship 
Operators; John Lawrence, chairman, 
post war planning committee, American 
Truck Association; Robert Ramspeck, 
vice-president, Air Transport Associa- 
tion; and O. B. Higgins, assistant mer- 
chandise vice-president, Montgomery 
Ward & Co. C. C. James, director, Uni- 
pcan of Baltimore, will conduct the 
orum. 





The Transportation Club of Rochester, 
N. Y., and the Atlantic States Shippers 
Advisory Board will sponsor a_ joint 
luncheon, April 11,‘at the Hotel Seneca. 
Basil Harris, chairman of the board, 
United States Lines Co., will be the 
guest speaker. Albert J. Monro is in 
charge of the special arrangements for 
the luncheon. 





The Camden Traffic Club will hold its 
regular monthly meeting, April 15, at 
the Hotel Walt Whitman. 





The Los Angeles Transportation Club 
held a perfect shipping month luncheon, 
April 1, at the Biltmore Hotel. R. A. 
Fasold, special representative, freight 
claim division, Association of American 
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Railroads, Chicago, was the principal 
speaker. His subject was ‘The Preven- 
tion of Unnecessary Loss and Damage 
to Freight.” 





Beatrice E. Lockhart, Pyramid Motor 
Freight Corp., was elected president of 
the Women’s Traffic & Transportation 
Club of Wilmington, Del., at the March 
20 meeting, held at the Hotel Du Pont. 
Other officers elected are: First vice- 
president, Evelyn Kelleher, Joseph Ban- 
croft & Sons Co.; second vice-president, 
Anne W. Davis, Hercules Powder Co.; 
recording secretary, Mary Ella Martin, 
McCormick Transportation Co.; corres- 
ponding secretary, Nancy E. Chandler, 
Hercules Powder Co.; and _ treasurer, 
Virginia Kaehn, Ralston Purina Co. 
Governors elected are: May T. McCor- 
mick, McCormick Transportation Co.; 
Sally Bush, Pennsylvania Railroad Co.; 
and Catherine Gray, DuPont de Ne- 
Mours & Co. 





H. R. VanMaren, president of the 
newly organized Chippewa Valley Traf- 
fic Club, is act- 
ing traffic man- 
ager at the Gil- 
lette Tire Plant 
of the United 
States Rubber 
Company, Eau 
Claire, Wis. He 
* began work in 
transportation 
as station helper 
for the Rock Is- 
land Lines at 
Pella, Iowa, in 
1909. He served 
that railroad for 
ten years, rising 
to become rate 
clerk for the di- 
vision freight agent in the traffic depart- 
ment at Des Moines, Iowa. In 1919, he 
entered industrial traffic work with the 
Armand Company, Des Moines, where 
he remained for seventeen years. In 
1932 he became affiliated with the Mc- 
Coy Truck Lines, and in 1942 was ap- 


H. R. VanMaren 


. pointed traffic manager at the Des Moines 


ordnance plant of the United States 
Rubber Company, at Des Moines, where 
he remained until the ordnance work 
ended, when he was transferred to his 
present position. The club recently held 
a dinner meeting at the Hotel Eau 
Claire, with seventy in attendance, 4t 
which a color sound film, “The Empire 
Builder,” was shown. Byron Healy, a 
member of the club, furnished enter- 
tainment. Clarence Prince, club vice- 
president, was in charge of the program. 





The Transportation Club of Spring: 
field, Il., will hold a Saint Louis night 
meeting, April 10, at the Leland Hotel. 
Paul M. Bunting, director of public rela- 
tions, St. Louis Southwestern Railway, 
will be the speaker of the evening. A. K: 
Swann, general agent, Southern Pacific 
Lines, St. Louis, Mo., and C. J. Dinkel- 
kamp, general agent, Cotton Belt Route, 
St. Louis, Mo., will conduct the meeting. 





The Traffic Club of Topeka held a per 
fect shipping meeting, March 28, at thé 
Union Pacific Cabin Room. Major C. A: 
Marks, assistant transportation officer, 
Voorhesville Holding and Reconsign 
ment Points, Voorhesville, New York, 
spoke on “Organization of the Trans 
portation corps, U. S. Army.” H. B 
Lautz, general manager, Atchison, T0 
veka & Santa Fe Railway, and Lt. Co 
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S. T. Henson, district traffic manager, 
Sears, Roebuck & Co., Kansas City, Mo., 
also spoke. 

The Traffic Club of Minneapolis held 
a sports preview program at its April 4 
meeting, at the Hotel ‘Nicollet. 





The Women’s Traffic Club of Phi- 
ladelphia will hold its annual mothers’ 
night meeting, April 9, at Kugler’s res- 
taurant. Margaret Cameron is in charge 
of the entertainment. 





The Birmingham Traffic and Trans- 
portation Club held a membership meet- 
ing, March 29, at the Tutwiler Hotel. 
Ervin Jackson, president of the Birm- 
ingham Chamber of Commerce spoke 
on “Your Chamber of Commerce—It’s 
Operation.” 





The Women’s Traffic Club of Oakland 
will. hold a bosses night meeting, April 
9, at the Claremont Hotel. Kinsey N. 
Merritt, general manager, public rela- 
ions, Railway Express Agency, will be 
the speaker. The program is being han- 
dled by Myra Kahn, Carol Machol, Mar- 
jorie Meredith, Claire Summeril, and 
Hilma Thomsen. 





The Chippewa Valley Traffic Club will 
hold its next meeting, April 10, at North- 
ern Hotel, Chippewa Falls, Wisc. Henry 
Kolka, member of the faculty of State 
Teachers College will speak on ‘“Wiscon- 
sin—Past and Future.” 





The Raritan Traffic Club, of Manville, 
N. J., will hold a perfect shipping month 


meeting, April 9. H. H. Young, freight 
cla'm agent, Pennsylvania Railroad, will 
speak on ‘Perfect Shipping—1946.” 


The New Haven Traffic Club will hold 
its regular monthly meeting, April 8, 
at the Hotel Taft. During the afternoon, 
the members will inspect the Cedar Hills 
freight yard of the New York, New 
Haven & Hartford Railroad. 








The Traffic Club of Wilmington, Del., 
held a spring oyster roast and member- 
ship night meeting, April 4, at the Shrine 
Club. The next regular meeting will be 
held May 1, at which time David R. 
Perry, special deputy attorney general, 
unemployment compensation bureau, 
State of Pennsylvania, Harrisburg, Pa., 
will be the principal speaker. 





The Transportation Club of Decatur 
will hold its regular monthly meeting 
April 9, at the Hotel Orlando. E. E. 
Kester, passenger traffic manager, IIli- 
nois Terminal Railroad, Springfield, IIl., 
will be the guest speaker. Mr. Kester 
will speak on “Postwar Passenger Out- 
look, Vacation Traffic, and New Equip- 
ment.” 





The Pacific Traffic Association will 
hold a railroad night meeting, April 10, 
at the Palace Hotel, San Francisco. 
J. M. Johnson, director, Office of De- 
fense Transportation, will be the speaker. 





The Berkshire County Traffic Associa- 
tion of Pittsfield, Mass., will hold its 
next meeting April 10, at the Yellow 
Aster restaurant. The annual dinner 
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meeting has been scheduled for May 8, 
at the Wendell-Sheraton Hotel, Pitts- 
field. 

The Traffic Club of New York will 
hold its annual kiddies’ Easter party, 
April 20, in the Hotel Biltmore. This 
program is under the direction of V. G. 
Berdolt. 





The Women’s Traffic Club of Louis- 
ville will hold its regular monthly din- 
ner meeting April 11, at the Seelbach 
Hotel. Colonel Harry Thomas of Cole 
Brothers Circus, will be the guest 
speaker. 





The New Bedford, Mass., Traffic Club 
will hold its quarterly meeting, April 
24, at the Fairhaven Legion Hall. 


H. E. Weinberger, traffic manager, 
Altorfer Bros. Co., was elected presi- 
dent of the Transportation Club of 
Peoria, Ill., at the recent annual elec- 
tion. Other officers elected are: First 
vice-president, E. T. Willson, division 
freight agent, Chicago, Rock Island & 
Pacific Railroad; second vice-president, 
E. J. Davis, traffic manager, Caterpillar 
Tractor Co.; secretary-treasurer, L. R. 
Barnewolt, assistant agent, Peoria Joint 
Freight Agency. The following directors 
were elected for a term of two years: 
R. A. Barnett, division freight agent, 
New York Central System; W. E. Gold- 
sm.th, general traffic manager, R. G. 
LeTourneau, Inc.; W. J. Riordan, as- 
sistant general freight and passenger 
agent, [Illinois Terminal Railroad; \E. 
Solomon, superintendent, Kroger Gro- 





















se ee ee ee 


The Principal Gu 


/ 


MISSOURI) 
PACIFIC | 
Thi 
Mig | ge 

















if Ports 


RICHMON2 


Eulld a Plant 
Down Where the 
South BEGINS. 





oA ee & fot 2 ot 2a Ar 


FREDERICKSBURG 
AND POTOMAC KAILROAD 





Today British Railways, with their un- 
rivaled dock facilities and their network 
of rail connections, can look back upon 
the immense task of speeding the flow 
of munitions and supplies of every kind 
to the-allied armies overseas. It was the 
greatest cooperative transportation job 
in history, and the Railways are proud 
of their share in it. Wise, long-term 
planning prepared them for the great 
task. 


Tomorrow this same foresight, and the 
lessons taught by war, will put at the 
disposal of shippers an even higher 


sureness of efficiency in the fast and 
skillful handling of the goods the post- 


war world will need. 


Representation of British and Irish Railways 
in North America is maintained through 


T. D. Slattery, General Traffic Manager, 
9 Rockefeller Plaza, New York 20, N. Y 
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Here's How You Profit 
hy Subscribing for 
TRAFFIC BULLETIN 


1. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and motor carriers use 
its columns to give public notice of all -proposals 
received from shippers and carriers to establish and 
to change commodity rates. This information is 
available from no other source in a form so com- 
plete and convenient for checking. Hearings and 
disposition notices of a number of the committees 
are printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


¢. Advance Information of 


Classification Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge all the regular and special 
dockets of the Consolidated Classification Commit- 
tee, listing the changes currently proposed. 


3. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (rail- 
roads, motor carriers, water carriers, freight for- 
warders, express companies and pipe lines) the 
Maritime Commission (ocean shipping) and Civil 
Aeronautics Board (air lines) in the current week, 
enabling you to get copies of those that will change 
your rates, well in advance of the effective dates. 


4. Rate Changes on Short Notice 


A number of rate changes are made by the car- 
riers on less than 30 days’ notice. Before making 
them effective the carriers must file short notice 
applications. These are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the “Permissions’ (short notice changes which 
are allowed by the two regulatory bodies). Infor- 
mation of this kind, received in advance of a change 
in one single instance, may save you more than the 
cost of a full year’s subscription. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 

The use of THE TRAFFIC BULLETIN will re- 
turn your investment with interest in actual time 
and money saved. Let the weekly issues add to the 
efficiency and increase the effectiveness of the work 
in your department. Send $6.25 for a trial three 
months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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cery & Baking Co.; and H. F. Willis, 
commercial agent, Chicago, Baltimore 
& Quincy Railroad. 





The nominating committee of the 
Clearing-Cicero Traffic Conference, Cic- 
ero, Ill., has reported the following 
nominations for offices to be filled at 
the annual meeting, April 11, at 6455 
S. Central Ave. For president, Ray 
Hurd, Belt Railway Co., of Chicago; 
vice-president, Hugh Crawford, Johnson 
& Johnson; secretary, Walter Ehlert, 
Johnson & Johnson; treasurer, Harold 
Ward, Merchant Shippers Association; 
for directors: Robert L. Seeley, Foster 
Freight Lines; Frank N. Heles, Athey 
Products Co.; and Erling Westgaard, 
Minneapolis & St. Louis Railroad. 
George H. Weiss, Chicago manager, Port 
of New York Authority, will be the 
speaker of the evening. Mr. Weiss will 
speak on “The Port of New York and 
its Port Authority.” Dean Jaynes, traf- 
fic manager, H. C. Knoke & Co., is the 
retiring president. 





The Junior Traffic Club of Metropoli- 
tan St. Louis will hold a dinner dance, 
May 4, at the De Soto Hotel. 





The South Bend, Ind., Transportation 
Club will hold a father and sons night 
meeting, April 8, at the Hotel La Salle. 
At this meeting the following officers 
will be installed: President, Marion C. 
Crofts; first vice-president, Milton 
Schulz; second vice-president, George H. 
Frank; third vice-president, Lee A. Day; 
and secretary- treasurer, Fred B. Inger- 
soll. Directors to be installed are: For 





one year, Walter A. Strange, for two 
years, Claude L. Jones; and for three 
years, Charles W. Hopkins. 





The Traffic Club of Denver held its 
regular monthly meeting April 4, at 
Daniels & Fisher Stores Co. John L. 
Davis, New Britain, Conn., represented 
the National Association of Manufactur- 
ers; and Joe Marshall, Chicago, special 
representative, freight claim division, 
Association of American Railroads, were 
the speakers of the evening. 


The best way to prevent damage 
claims in the post-war period will be to 
keep container performance up to the 
standards that have been established 


LET US REPRESENT 
YOU IN WASHINGTON 


For a very small cost we will 
place at your command the serv- 


ices of a group of traffic experts 
with years of experience in gather- 
ing traffic information, who are 
backed by a highly specialized 
organization of 38 years’ standing. 


The Traffic Service Corp. 
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for war-time overseas shipments. — 
Lewis W. Britton. 


The definition of distribution — it’s 
worth pondering. It grows on you. It 
doesv’t single out certain people anil 
put the responsibility on them. It calis 
upon everybody to put something into 
it. It calls for teamwork.—Perfect Ship- 
ping leaflet. 





The War Department, which must 
make every ton of cargo count, insists 
on preserving and protecting the utility 
of its goods. It looks to shippers for 
their unfailing support.—Major General 
C. P. Gross, chief of transportation, U.S. 
Army. 


The cost varies according to the 
amount of service required. Why 
not drop us a line telling us of 
your needs? We will be glad to 
explain our service in more detail 
and, without any obligation on 
your part, will give you an esti- 
mate of the cost of rendering a 
service that will meet your re- 
quirements. 


vo22 eante supine Washington 4, D.C. 
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Faster Railway Mail Service to Be 
Planned at Chicago Meeting 


Representatives of the Post Office Department, top ranking 
officials of the railroads and spokesman from groups represent- 
ing 25,000 employes will meet at the Congress Hotel, in Chicago, 
April 22-25, “to bring the Railway Mail Service up to the minyte 
and ahead of schedule in the modern transportation world,” 
Second Assistant Postmaster General Gael Sullivan has an- 
nounced. 

For the first time in history all of the 120 chief clerks of 
the Railway Mail Service would be assembled, to “go over the 
problems of railway mail” with Mr. Sullivan, General Super- 
intendent John D. Hardy, and the 15 division superintendents of 
the service, according to the announcement. 

President John J. Pelley, of the Association of American 
Railroads, and railroad executives will attend the sessions. 
President C. M. Harvey and the full membership of the execu- 
tive committee of the Railway Mail Association will represent 
the railway postal personnel. 

“We are going to go as far as we can in these four days of 
discussion,” Mr. Sullivan declared, “to plan a speedier handling 
and dispatch of mails by all surface means. Our discussions 
will embrace not only the meeting of new conditions in rail 
transport but expansion of the highway post office service and 
better coordination and improvement of the star route service. 

“In the very near future, for example, fast trains will cut 
by eight hours the rail time between Chicago and San Francisco. 
We must revise our railway mail schedules and operations to 
insure that the mails gain the full advantage from these im- 
provements. 


“Of great importance will be the discussion with repre- 
sentatives of railway mail. personnel of procedures for better 
labor-management relations. 

“We want to develop further a system of solid carloadings 
of mail to destination points where such loadings will be prac- 
ticable. Continuing to utilize high speed trains for preferential 
mails—first class and daily papers— we want also to have the 
maximum use of them for through solid-car mail shipments. 

“I regard the conference as an ideal forum where all con- 
cerned—the Post Office Department management, the rail car- 
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riers, and railway mail personnel—may discuss all matters re- 
lating to surface transportation of mail.” 

A joint carrier-post office committee appointed by Mr. 
Sullivan had been conferring in Washington to draw up pre- 
liminary recommendations for submission at the conference, it 
was stated. 


McCORMICK STEAMSHIP DIVISION CHANGES NAME 

Pope & Talbot—McCormick Steamship Division has changed 
its name to Pope & Talbot Lines, according to Charles L. 
Wheeler, executive vice-president of Pope & Talbot, Inc., the 
parent company. The ship markings will be designated with 
P T in red letters on a white circle, within a blue star, on the 
funnel. The house flag will bear the same insignia. A 96-year- 
old firm, Pope & Talbot, Inc., is the oldest lumber and shipping 
concern on the West coast. The company operates vessels in 
intercoastal and coastwise service and between Pacific coast 
ports and Puerto Rico. In 1935, the firm acquired the McCor- 
mick Steamship Co. 


F.W.D. TRUCK DELIVERED VIA ALCAN HIGHWAY 

A Four-Wheel-Drive truck was delivered to the Sourdough 
Express Co. of Fairbanks, Alaska, a distance of 5,600 miles from 
the factory where it was manufactured, over the Alcan Highway. 
Delivered to Eugene Rogge, manager of the Sourdough Express, 
at the factory of the Four Wheel Drive Auto Co., in Clintonville, 
Wisc., it was driven to Seattle, where it was equipped with a 
platform type body, and loaded with six tons of machinery from 
Glenn Carrington & Co. The 2,995-mile trip from Seattle to 
Fairbanks was completed in five days and 18 hours, with 21 
hours lost on stops to eat, obtain gas, and for regular military 
and customs inspections. 

MILWAUKEE ROAD SAFETY AWARD 

For having the best employe safety record last year in com- 
petition with the other 17 divisions of the Milwaukee Road, of- 
ficers and employes of the Milwaukee division will be honored 
at a safety award luncheon in Milwaukee, April 8. J. H. Valen- 
tine, division superintendent, will receive a silver trophy on 
behalf of all of the division employes. H. A. Scandrett, of Chi- 
cago, president of the road, will make the presentation. Nearly 
700 persons will attend the iuncheon. 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 


postponements announced too late to show the chance in this docket will be noted else 
where. 


April 8—Altoona, Pa.—Civil Service Rooms— 
Jt. Bd. 74: 


MC 46614, Sub. 4—Blue & White Lines, Inc., 
Altoona, Pa., common carrier application. 
April 8—Bridgeport, Conn.—Fed. Bldg.—Ex- 
aminer Bennett: 
MC 105734, Sub. 18—W. B. Meyer, Bridge- 
port, Conn.. common carrier application. 
April 8—Des Moines, la.—U. S. Ct. Rms.— 
Examiner Cave: 
MC 106445—W. E. Long, Promise City, Ia., 
common carrier application. 
MC 71170, Sub. 2—J. A. Maynes, Greenfield, 
Ia., common carrier application. 
April 8—Ft. Worth, Tex.—Hotel Texas—Ex- 
aminer Borroughs: 
MC 41610, Sub. 7—J. E. Cox, Breckenridge, 
Tex., common carrier application. 
April 8—Harrisburg, Pa.—State Comm.—Ex- 
aminer Kobernusz: 
MC 73390, Sub. 1—H. A. Hartman & Son. 
Steelton, Pa., common carrier application. 
April 8—Kansas City, Mo.—Hotel Pickwick— 
Examiner Croft: 
MC 89913, Sub. 1—Frisco Transportation 
Co., extension, Joplin-Miami. 
MC 89913, Sub. 2—Frisco Transportation 
Co., extension, Hugo-Paris. 
MC 89913, Sub. 3—Frisco Transportation 
Co., extension, Joplin-Carthage. 
MC 89913, Sub. 5—Frisco Trans ortation 
Co., extension, Memphis-Blytheville. 
MC 89913, Sub. 6—Frisco Transportation 
Co., extension, Memphis-Walnut Ridge. 
MC 89913, Sub. 10—Frisco Transportation 
Co., extension, Blytheville-Lake City. 
MC-F 578—Frisco Transportation Co., pur- 
chase, J. D. Cooper. 
MC-F 618—Frisco Transportation Co., pur- 
chase, J. Hamm. 
MC-F 619—Frisco Transportation Co., pur- 
chase, J. A. Rose. 
MC-F 678—Frisco Transportation Co., pur- 
chase, J. W. Parker. 
MC-F 679—Frisco Transportation Co., pur- 
chase, L. Tolson. 
April 8—Milwaukee, Wis.—Hotel Schroeder— 
Examiner Dunn: 
MC 17500, Sub. 3—Merchants Delivery, Ra- 
cine, Wis., common carrier application. 


April 8—Newark, N. J.—State Comm.—Jt. Bd. 
119: 

MC 265, Sub. 11—Quaker City Bus Co., 

ew N. J., common carrier applica- 
tion. 


April 8—Newark, N. J.—State Comm.—Ex- 
aminer Hurley 
MC 58915, Sub. “44—Lincoln Transit Ca., 
Inc., Clifton, N. J., common carrier appli- 
cation. 
April 8—Parkersburg, W. Va.—U. S. Ct. Rms. 
—Jt. Bd. 61. 
MC 44499, Sub. 1—J. H. Shuman, Glenville, 
W. Va., common carrier application. 
MC 106439—Parkersburg Transit Co., Park- 
ersburg, W. Va., common carrier appli- 
cation. 


April 8—Philadelphia, Pa.—U. S. Ct. Rooms— 
Examiner Flood: 

MC 67430, Sub. 3—States Trucking, Croy- 

don, Pa., common carrier application. 
April 8—Washington, D. C.—Jt. Bd. 12: 

MC 78859, Sub. 4—Emery’s Motor Coach 
Lines, Martinsburg, W. Va., common car- 
rier application. 

April —_— -Salem, N. C.—Federal Bldg. 

MC 104282, Sub. 2—J. R. Yarbrough, Win- 
ston-Salem, N. C., common carrier appli- 
cation 


April ———— Ala.—U. S. Ct. Rooms 


MC 106412—Aberdeen and Amory Bus Lines, 
Aberdeen, Miss., common carrier applica- 
tion. 


April 9—Cincinnati, 
37: 
MC 11922, Sub. 9—Blue Ribbon Lines, Ash- 
land, Ky., common carrier application. 
MC 60320, Sub. 1—King Brothers Co., Cin- 
cinnati, O., common carrier application. 


O.—Gibson Hotel—Jt. Bd. 





April 9—Des Moines, la.—U. S. Ct. Rms.— 
Jt. Bd. 138: 
MC 106405—A. Rusk, Greenfield, Ia., com- 
mon carrier application. 
April $—Des Moines, la.—U. S. Ct. Rooms— 
Jt. Bd. 138: 
MC 106413—W. Mulhern, Greenfield, Ia., 
common carrier application. 
April 9—Des Moines, la.—U. S. Ct. Rms.— 
Jt. Bd. 136: 
MC 106431—Fenner Truck Line, Boone, Ia., 
common carrier eereg 
April eee, Os . C.—U. S. Ct.—Jt. Bd. 


mc 106202, Sub. 2—Holland Transfer Co., 
Statesville, N. C., common carrier appli- 
cation. 
April 9—Harrisburg, Pa.—State Comm.—Ex- 
aminer Kobernusz: 
MC 94785, Sub. 5—P. L. Lawton, Muncy, 
Pa., common carrier application. 
MC 94785, Sub. 6—P. L. Lawton, Muncy, 
Pa., common carrier application. 
April 9—Hartford , yConn.—U. S. Ct.—Jt. Bd. 


MC 56541, Sub. 27—‘‘New England,’’ Boston, 
Mass., common carrier application. 

April 9—Milwaukee, Wis.—Hotel Schroeder— 
Examiner Dunn: 

MC 30837, Sub. 36—Kenosha Auto Transport 
Co., Kenosha, Wis., common carrier ap- 
plication. 

April 9—Newark, N. J.—State Comm.—2Jt. 
Bd. 119: 

MC 3700, Subs. 22 and 23—Manhattan Trans- 

it Co., Clifton, N. J., common carrier 


application. 
MC 58915, Sub. 13—Lincoln Transit Co., 
Inc., Clifton, N. J., common carrier ap- 
plication. 
April 9—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 
MC 2132, Sub. 14—Newburgh Transfer, Inc., 
Boston, Mass., extension. 
April 9—Philadelphia, Pa.—U. S. Ct. Rooms 
—Examiner Flood: 
MC 58775, Sub. 2—Scullin’s Express, Phila- 
delphia, Pa., common carrier application. 
April 9—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Parker: 
MC 106138—Martin Zimmerman common car- 
rier application. 
April 9—Washington, D. C.—Jt. Bd. 
MC 86594, Sub. 8—J. J. Taylor, pe 
Va., contract carrier application. 
April 10—Charlotte, N. C.—Charlotte Hotel— 
Examiner Brady: 
MC 73673, Sub. 13—G. & M. Motor Transfer 
Co., Inc., Statesville, N. C., common car- 
rier application. 


‘April 10—Cincinnati, O.—Gibson Hotel—3Jt. 


Ba. 117: 

MC 66562,' Sub. 731—Railway Express 
Agency, Inc., New York, N. Y., common 
carrier application. 

April 10—Cincinnati, 
Bd. 208: 

MC 106438—Vatter & Son Truck Service, 
Cincinnati, O., common carrier applica- 
tion. 

April 10—Cumberland, Md.—U. S. Ct. Rms. 
—Jt. Bd. 74: 

MC 105791, Sub. 1—B. E. Anderson, Cum- 

berland, Md., common carrier application 
April 10—Cumberland, Md.—U. S. Ct. Rms. 
—Jt. Bd. 113: 

MC 106263, Sub. 1—B. J. Sunderlin, Cum- 

berland, Md., common carrier application. 
April 10—Des Maines, !a.—U. S. Ct. Rms.— 
Examiner Cave: 

MC 105041, Sub. 3—N. Couchman, Seymour, 

Ia., common carrier application. 
hore. jor. Worth, Tex.—Hotel Texas—Jt. 


O.—Gibson Hotel—Jt. 


MC 41432, Sub. 41—East Texas Motor Freight 
Lines, Dallas, Tex., common carrier ap- 
plication. 

MC 41432, Sub. 43—East Texas Motor Freight 
— Dallas, Tex., common carrier appli- 
cation. 
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April 10—Ft. Worth, Tex.—Hotel Texas—Ex- 
aminer Borroughs: 

MC 41432, Sub. 42—East Texas Motor Freight 
Lines, Dallas, Tex., common carrier appli- 
cation. 

April 10—Harrisburg, 
aminer Kobernusz: 

MC 45079, Sub. 3—G. S. Morelock. Harris- 
burg. Pa., contract carrier application. 

MC 67097, Sub. 1—Camp Curtin Transfer. 
Harrisburg, Pa., common carrier applica- 
tion. 

April 10—Milwaukee, Wis.—Hotel Schroede: 
—Examiner Dunn: 

MC 39717, Sub. 16—Hillside Garage & Tans- 
it Co., Milwaukee, Wis.; contract carrier 
application. 


April 10—Newark, N. J.—State Comm.—ZJt. 
Bd. 42: 


MC 3647, Sub. 59—Public Service Inter- 
state Transportation Co., Newark, N. J., 
common carrier application. 

April 10—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 106044—C. Rothchild, Brooklyn, nN. F. 

April 10—Philadelphia, Pa.—U. S. Ct. Rms. 
—Examiner Flood: 

MC 106436—H. J. Anthony, Millington, Md., 
contract carrier application. 

April 10—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Parker: 

MC 65748, Sub. 2—East End Trucking Co.. 
Pittsburgh, Pa., extension, Alabama and 
other states. 

MC 79320, Sub. 1—R. J. Fox, New Kensing- 
ton, Pa., extension Pa. and other states. 

April 10—Phoenix, Ariz. — Arizona Corp. 
Comm.—Jt. Bd. 24 

MC 30126, Sub. 5—L. Villalante, Morenci, 
Ariz., contract ee application. 

April 'o_ Sheridan, Wyo.—Federal Bldg.—ZJt. 
Bd 

MC 94303, Sub. 3—Birney Freight Line, 
Sheridan, Wyo., common carrier applica- 
tion. 

April <a Mass.—Fed. Bldg.—Jt. 
189: 


Bd. 
MC 106382—O. J. St. John, Jr., Ashburn- 
ham, Mass., common carrier application. 


April 10—Springfield, Mass.—Fed. Bldg.—Jt. 
Bd. 22: 


MC 15375, Sub. 3—City Truck Co., Inc.. 
Worcester, Mass., common carrier appli- 
cation. ar 

April 10—Washington, D. —Argumen 

——e Lakes Steel Corp. vs. B. & O. 


al. 
= S. 5371—Commutation Fares, New York 
' City and New Jersey points. 
April 10—Washington, D. C.—Examiner Naf- 
talin: 
MC-C-409—Glenn L. Martin Co. vs. W. T. 
Cowan, Inc. 
April 11—Allentown, Pa.—Hotel Traylor— 
Examiner Flood: 
MC 106447—C. H. Zern, Gilbertsville, Pa., 
common carrier application. 
sort 11—Allentown, Pa.—Hotel Traylor—Jt. 
42: 


me $1304, Sub. 7—M. A. Pursell, Bethlehem, 
Pa., common carrier application. 
April 11—Atlanta, Ga.—State Comm.—Jt. Bd. 
101: 
MC 95540, Sub. 111—Watkins Motor Lines. 
Thomasville, Ga., common carrier appli- 
cation. 


April 11—Charlotte, N. C.—Charlotte Hotel— 
Jt. Bd. 103: 

MC 7315, Sub. 5—Lipe Motor Line, Hickory, 
N. C., common carrier application. 

April 11—Chicago, !!1.—Sherman Hotel—Ex- 
aminer Way: 

Ex Parte 104, Part 2—Practices of carriers 
affecting operating revenues and_  ex- 
penses, terminal services, John Morrell 
& Co., terminal allowance. 

April 11—Des Moines, la.—U. S. Ct. Rms.— 
—Jt. Bd. 46: 

MC 21170, Sub. 18—Bos Freight Lines, Inc.. 
Marshalltown, Ia., common carrier ap- 
plication. 

April 11—Hagerstown, Md.—Federal Bldg.— 
at: “Ba. i538: 

MC 52475, Sub. 5—Potomac Motor Lines. 
Inc., Hagerstown, Md., common carrier 
application. 

April 11—Hagerstown, Md.—Fed. Bldg.—Ex- 
aminer Seaman: 

* MC 103735, Sub. 1—J. A. Wishard, Waynes- 
boro, Pa., common carrier application. 
April 11—Harrisburg, Pa.—State Comm.—Ex- 

aminer Kobernusz: 

MC 77580, Sub. 5—Gluck’s Motor Service. 
Pottsville, Pa. 

ek” a med Falls, |lda.—Federal Bldg.—Jt. 


MC 29912, Sub. 8—M. & N., Truck Line, 
Afton, Wyo., common carrier application. 


Pa.—State Comm.—Ex- 


















| 





. Bd. 


uines. 
appli- 


itel— 
kory, 
——fXK- 


|  @Xx- 
orrell 
ms.— 


, ane, 
r ap- 


ldg.— 


Lines. 
arrier 


,—Ex- 







April 6, 1946 


EVERYWHERE 
ALONG THE WAY 


PHILADELPHIA 


2 
WASHINGTON 






Call your local 


70 the tffe 7 We TWA Airfreight 
aoa Gmeuca me 
BY 






















The Weekly TRAFFIC BULLETIN 


gives you prompt, complete, and accurate information on 
both freight rate and classification changes. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their hearing bulletins and dispo- 
sition notices; it keeps you advised of short-notice 
changes, on both railroad and truck rates; on Fourth 
Section matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market St. CHICAGO 























DALLAS: - 


Central Distribution Point of the Southwest 


Storage and distribution of all commodities. 
Pool car service a specialty. 


Bonded warehouse . . . Personal service. 









When you ship to— 


ee Freight 
CHICAGO and NORTH WESTERN SYSTEM LAN E cei 


setued them FLA f 1500 S. Preston St. Dallas, Tex. 


Do You Mean It? 


If you are really ambitious to be a more capable Traffic 
man and to climb to the top in this opportunity field, we 
can help you. In a few months of interesting spare-time 
study—at a moderate cost—we can give you more knowl- 
edge of the principles and procedures of Traffic Manage- 
ment and more skill in using them than you will ordinarily 
get in years of learning on the job. 

At least, investigate. Ask for our free 48-page booklet 
telling about this training, what it covers, how you take 
it, and how it has helped others. Then you can decide. 
Write today. 


LASALLE Extension — 


A Correspondence Institution 
417 South Dearborn Street Dept. 495-T Chicago 5, Illinois 

































LYON COVERS 
THE WEST COAST 





















If the consignment is to any 
point in California, Oregon 
or Washington, specify Lyon. 
Offices in San Diego, Los 
Angeles, Fresno, Sacramen- 
to, San Francisco, Portland, 
Tacoma, Seattle. Member of 
AWA, NFWA, Allied Vans. 


MAIN OFFICES: LOS ANGELES, CALIFORNIA 
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April 11—Madison, Wis.—State Comm.—Jt. amen 11—Washington Cc —Argument: 
Bd. 96: 1. & §: oe8—Switching. at Atlanta, Ga. 
MC 802, Sub. 2—Badger Bus Lines, Inc., —Globe-Wernicke Co. vs a 
Madison, Wis., common carrier applica- ie Sacer Ga.—State Comm.—Exam 
tion. Mc 49368, Sub. 66—Complete Auto Transit, 
April 11—Madison, Wis.—State Comm.—Ex- Inc., Detroit, Mich., contract carrier ap- 
aminer Dunn: plication. 
MC 3343, Sub. 12—South Park Transfer April 12—Atlanta, Ga.—State Comm.—Jt. Bd. 
Co., Rockford, Ill., contract carrier ap- 101: 
plication. MC 8983, Sub. 2—White Transfer Co., Rock- 
April 11—New York, N. Y.—641 Washington mart, Ga., contract carrier application. 
St.—Examiner Harrison: April 12—Des Moines, ta.—U. S. Ct.—Jt. Bd. 
MC ~ s o Mountain penewe ee 201: 
yn , common carrier application MC 102027, Sub. 3—G. I. Corneilson, Cres- 
Apell 1—Pitteburgh, Pa. -—Roosevelt Hotel— ton, Ia.. common carrier application. 
i) 12—Ft. — 1 = 
MC 43654, Sub. 6—Dixie Ohio Express Co. “Pil, ,!2@—Ft. Worth, Tex.—Hotel Texas—J 
extension, intermediate and _  off-route MC 59771, Sub. 11—J. H. Marks Trucking 
points. Co., Odessa, Tex., common carrier appli- 
i —Spri — 3 cation. 
April a tpePrinafield, Mass.—Fed. Bldg.—Jt. = ap, ij 12—Fort Wayre, Ind.—U. S. Ct.—Jt. Bd. 
MC 62817, Sub. 2—R. L. Goodwin, Hunting- 58: 7 
ton, Mass., common carrier application. MC 33747, Sub. 9—V/arsaw Trucking Co., 
MC 106421—C. KE, Broughton, Westnena, Warsaw, Ind., ccntract carrier applica- 
Mass., common carrier application. tion. 









































SEEING IS BELIEVING 


The old saying about “seeing is believ- 
ing” is a most apt maxim in the case of the 
interchange service performed daily by the 
P. & P. U. Ry. at Peoria, Ill. For instance, it is hard to | 
believe that, in a single span of 24 hours, several thou- 
sand freight cars are interchanged—nevertheless, this is 
what has been transpiring in the yards of the P. & P. U. 
for a long time. 

The P. & P. U. Ry. serves 13 major trunk line rail- 
roads. Located near the population center of the United 
States, the P. & P. U. yards are very strategically located 
in open country—free from congestion. All of our 
efforts are directed at saving time and money for the 
shipper by utilizing the advantages of our strategic loca- 
tion to speed freight cars to destination. Our experi- 
enced and efficient personnel are especially well quali- 
fied to perform this task. 

All that is required is the routing via P. & P. U. Ry. 
and Peoria, Illinois. 

For more detailed information write 

















































































































Peoria and Pekin Union Railway Co. 
E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 























SWITCHING SERVICE BETWEEN 



































Alton Railroad Atchison, Topeka & Santa Fe Ry. 
Chicago & Illinois Midland Ry. Chicago, Burlington & Quincy RR. 
Chicago & Northwestern Ry. Chicago, Rock Island and Pacific Ry. 
Illinois Central Raliroad IMinols Terminal RR. 

New York Central System Inland Waterways Corp. 

New York, Chicago & St. Louis Railroad Minneapolis & St. Louis RR. 
Pennsylvania Railroad Peorla Terminal Railroad 

Peoria and Pekin Union Ry. Toledo, Peoria & Western RR. 


























“One of America's Railroads — All Looking Ahead and Going Ahead.” 
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April 12—Fort Wayne, Ind.—U. S. Ct.—Jt. Bi. 
72: 
MC 35628, Sub. 82—Interstate Motor Freig)t 
System, Grand Rapids, Mich., common cer 
rier application. 


April 12—Fort Wayne, Ind.—U. S. Ct.—Jt. 
Bd. 23: 


MC 2989, Sub. 7—Days Transfer, Inc., Elk- 
hart, Ind., common carrier application. 
April 12—Green Bay, Wis.—U. S. Ct. Rms.— 

Jt. Bd. 95: 

MC 55236, Sub. 12—Olson Transportation 
Co., Green Bay, Wis., common carrier 
application. 

April 12—Hagerstown, Md.—Fed. Bldg.—Ex- 
aminer Seaman: 

* MC 106487—E. D. Zody, Waynesboro, Pui., 
common carrier application. 

— a Pa.—State Comm.—\J‘. 

MC 60396, Sub. 8—Cumberland Motor Ex- 
press Corp., Cumberland, Md., common 
carrier application. 

April 12—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 2255, Sub. 3—H. W. Brown & Co.: 
Long Branch, N. J., common carrier ap- 
plication. 

April 12—Pittsburgh, Pa.—Roosevelt Hote!— 
Examiner Parker: 

MC 82336, Sub. 6—United Parcel Delivery 
Inc., Youngstown, O., contract carrier ap- 
plication. 

April 12—Springfield, Mass.—Fed. Bldg.—Jt. 
Bd. 22: 


MC 61016, Sub 4—Peter Pan Bus Lines, 
Springfield, Mass., common carrier appli- 
cation. 


April 12—Springfield, Mass.—Fed. Bldg.—1Jt. 
Bd. 231 


MC 61016, Sub. 5—Peter Pan Bus Line, 
Springfield, Mass., common carrier appli- 
cation. 

April 15—Boston, Mass.—P. O. Bldg.—Exam- 
iner Bennett: 

1. & S. M-2602—Sugar, N. Y., N. J.—New 
England. 

1. & S. M-2591—Sugar ratings in New Eng- 
land territory. 

April 15—Charlotte, N. C.—Charlotte Hotel— 
Jt. Bd. 103: 

MC 66562, Sub. 718—Railway Express Agen 
cy, Inc., New York, N. Y., common car- 
rier application. 

— — a N. C.—Charlotte Hotel— 
t 

MC 66562, Sub. 721—Railway Express Agen- 
cy, Inc., New York, N. Y., common car- 
rier application. 

April 15—Chicago, Ill.—Hotel Sherman—Ex- 
aminer Way: 

Fourth Section Appl. 21458—Export rates 
on fresh meats and packing house prod- 
ucts to Gulf Ports. 

April 15—Des Moines, la.—U. S. Ct.—Jt. Bd. 
92: 

MC 104466, Sub. 3—Des Moines and North- 
west Iowa Bus Line, Sedalia, Mo., com- 
mon carrier application. 

April 15—Grand Rapids, Mich.—U. S. Ct. Rms. 
—Examiner Gaffney: 

MC 64310, Sub. 8—Hensel Transfer & Ware- 
house Co., Sheboygan, Wis., extension— 
new furniture. 

April 15—Lexington, Ky.—Fed. Bldg.—Jt. Bd. 
37: 

MC 106469—J. A. Foree, Williamstown, Ky., 

common carrier application. 
oF N. J.—State Comm.—Jt 

MC 668, Sub. 37—Inter-City Transportation 
Co., Inc., Paterson, N. J., common car- 
rier application. . 

April 15—Newark, N. J.—State Comm.—Jt. 
Bd. 119: 

MC 3647, Subs. 61, 62, 63, 65, and 67—Pub- 
lie Service Interstate Transportation Co., 
— N. J., common carrier applica- 

on. 
April 15—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 106215—Ala Taxi, Stapleton, Staten Is 

land, N. Y., common carrier application. 
April 15—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 71573, Sub. 9—Continental Van Service., 
Ine., New York, N. Y., common carrier 
application. 

MC 2198, Sub. 3—Killian Transfer Co., 
berty, N. Y., common carrier tiie. 

April 15—Pittsburgh, Pa.—Roosevelt Hotel— 
Jt. Bd. 6: 

MC 19000, Sub. 2—Waynesburg-Pittsburgh 
Local Express, Waynesburg, Pa., common 
carrier application. 

April 15—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Parker: ; 
MC 87103, Sub. 1—F. W. Miller, Clar‘on, 
Pa., extension of operations. 
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April 15—St. Paul, Minn.—Fed. Bldg.—Ex- 
aminer Stiles: 

29419—Wertheimer Cattle Co., Inc., F. Case 
vs. Abilene & Southern et al. 

April 15—Washington, D. C.—Examiner Law- 
ton: 

MC-C 517—Household goods over Aero May- 
flower Transit Co. 

1. & S. M-2627—Household goods in U. S. 

* 1. & S. M-2640—Independent Movers, rates 
on household goods. 

April 15—Washington, D. C —Argument: 

MC-F 2413—St. Louis-San Francisco Ry., 
control; Frisco Transportation Co., pur- 
chase, Righter Trucking Co., Inc. 

MC-F 2436—Greyhound Corp., control, Flori- 
da Motor Lines Corp. 

MC-F 2437—Greyhound Corp., issuance of 
securities. 

April 15—Washington, D. C.—Examiners How- 
ard and Molster: 

* Finance 14500—Application of S. A. L. for 
authority to issue securities and to as- 
sume obligation and liability in respect 
of certain securities. 

* Finance 14501—Application of S. A. L. for 
authority to acquire or lease properties of 
certain railroads, to acquire trackage 
rights, and to acquire control of certain 
carriers. 

April 15—Wausau, Wis.—Hotel Wausau—Jt. 
Bd. 142: 

* MC 103786, Sub. 4— Rapid Transit Inc., 
Marshfield, Wis., common carrier appli- 
cation. 

April 15—Williamsport, Pa.—U. S. Ct.—Exam- 
iner Kobernusz: 

MC 103886, Sub. 31—Eck Brothers, Mon- 
— Pa., common carrier applica- 
ion. 

April 16—Charlotte; N. C.—Charlotte Hotel— 
Jt. Bd. 130: 

MC 106258, Sub. 1—Palmetto Motor Express 
Lines, Inc., Hartsville, S. C., common car- 
rier application. 

April 16—Chicago, I1l—Sherman Hotel—Com- 
missioner Rogers and Examiner Fuller: 

1. & S. 5380 and first suppl—Alternative 
rates in East and South. 

Fourth Section Appl. 21658—Various com- 
modities from, to, and between points in 
South. 

1. & S. 5380 2nd Supplemental—Alternative 
rates in East and South. 

April 16—Ft. Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 106514—American Refrigerated Express 
po Dallas, Tex., common carrier appli- 
cation. 


a nee, Ky.—Fed. Bldg.—Jt. Bd. 


MC 23985, Sub. 1—Black Bus Lines, London, 
Ky., common carrier application. 

April 16—Little Rock, Ark.—State Comm.— 
dt. Ba. 215: 

MC 41432, Sub. 44—East Texas Motor 
Freight Lines, Dallas, Tex., common car- 
rier application. 

April 16—Monte Vista, Colo.—Federal Bldg. 
—Jt. Bd. 125: 
MC 104742, Sub. 3—J. F. Gallegos, Fort 
— Colo., common carrier applica- 
on. 
April 16—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 29250, Sub. 5—‘‘New England,’’ Bos- 

ton, Mass., common carrier application. 
April 16—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 70547, Sub. 1—Weissberger Moving & 
Storage Co., Inc., New York, N. Y., com- 
mon carrier application. 

April 16—Pittsburgh, Pa.—Roosevelt Hotel— 


Jt. Bd. 65: 
MC 34604, Sub. 2—H. J. Apel, Ebensburg, 
Pa. 
April 16—Reno, Nev.—Chamber of Commerce 
—Jt. Bd. 128: 


MC 4373, Sub. 1—Lovelock Transfer Co., 
Lovelock, Nev., common c2rrier applica- 
tion. 


April 16—Salisbury, Md.—County Court House 
—Examiner Seaman: 


MC 14666, Sub. 3—Pennington Oil Co., 
Sharptown, Md., certificate to extend op- 
erations. 

April 16—Sioux City, la.—Warrior Hotel—Jt. 


Bd. 185: 
MC 106430—V. Doty, Jamison, Neb., com- 
mon carrier application. 
April 16—Washington, D. C.—Argument: 
Finance 14677—Chicago, Burlington & Quin- 
cy R. R. Co., abandonment. etc. 
Finance 14957—Hampton & Branchville R. 
R. Co., construction. 
April 16—Washington, D. C.—Examiner Dunn: 
MC 18405—Chernock Transfer Co., Inc., Bal- 
timore, Md., certificate or permit. 
April 16—Williamsport, Pa.—U. S. Ct. Rms. 
—Jt. Bd. 42: 
MC 59382, Sub. 11—Harman & Myers Ex- 
press, Williamsport, Pa., common car- 
rier application. 


April 16—Williamsport, Pa.—U. S. Ct.—Ex- 
aminer Kobernusz: 
MC 92899, Sub. 1—R. B. Zimmerman, Clear- 
field, Pa. 
April 17—Boston, Mass.—P. O. Bldg.—Exam- 
iner Bennett: 
1. & S. M-2633—Boots, shoes, Massachusetts 
points to Baltimore, Md. 


at” inate Mass.—P. O. Bldg.—Jt. Bd. 
1: 


MC 12331—Arnold Toms, 
broker application. 
April 17—Bristol, Va.—Hotel General Shelby 

—Jt. Bd. 108: 
MC 6328, Sub. 5—Tri-State Corp., Big Stone 
Gap, Va., common carrier application. 


Boston, Mass., 


April 17—Chicago, I11.—Morrison Hotel—Com- 
missioner Patterson and Examiner Mat- 
tingly: 


1. & S. 5387—Cancellation terminal charges 
at Decatur, Il. 

1. & S. 5396—Switching Elevator C, Staley 
Plant at Decatur, Il. 
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April 17—Chicago, 

aminer Way: 
29460—Armour and Co. vs. Railway Express 
Agency, Inc. 

April 17—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Gaffney: 

MC 10761, Sub. 14—Transamerican Freight 
Lines, Inc., Detroit, Mich. 

* MC 10761, Sub 18—Transamerican Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

April 17—Duluth, Minn.—U. S. Ct. Rooms— 
Examiner Dunn: : 

1. & S. M-2606—Petroleum Products, Su- 
perior, Wis., to Minnesota points. 

April 17—Indianapolis, Ind.—State Comm.— 
Examiner Brooks: 

* MC 103746, Sub. 4—Marion Trucking Co., 
Inc., Marion, Ind., common carrier ap- 
plication. 

* MC 103746, Sub. 7—Marion Trucking Co., 
Ine., Marion, Ind., common carrier ap- 
plication. 

April 17—Indianapolis, Ind —State Comm.— 
Jt. Ba: : 

* MC 103746, Subs. 6, 8, 9, 10, 11—Marion 


lii.—Sherman Hotel—Ex- 














. 
ispatch ee e Over 3,000,000 tons of cargo 


were handled with dispatch over this modern ship ter- 


minal in 1945, by the Federal Government and by numerous 


commercial shippers. 


Quick switching of cars; careful handling of freight; con- 


crete and steel warehouses; concrete platforms and de- 


pressed tracks; shipside tracks; tractors, trailers and lift 


trucks; locomotive cranes, 75-ton electric derrick. Storage 


on terminal for import and export cargo. 


Good, dependable steamship service and railroads: brok- 


ers and banks with foreign departments. 


ALABAMA STATE DOCKS & TERMINALS 


{A Department of the State of Alabama) 
MOBILE 4, ALABAMA 
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Trucking Co., Inc., Marion, 
mon carrier application. 

April 17—Indianapolis, tnd.—State Comm.— 
Jt. Bd. 58: 


* MC 103746, Sub. 5—Marion Trucking Co., 
Inc., Marion, Ind., common carrier ap- 
plication. 

April 17—Indianapolis, 
Jt. Bd. 73: 

* MC 103746, Sub. 12—Marion Trucking Co., 
Inc., Marion, Ind., common carrier ap- 
plication. 

April 17—Louisville, Ky.—Kentucky Hotel— 
Examiner Angle: 

1. & S. M-2617—Minimum rate restrictions, 
Thurston Motor Lines. 

April 17—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 12326—Freight Brokers, Inc., 
N. J., broker application. 
April 17—New York, N. Y.—641 Washington 

St.—Examiner Flood: 
MC 86216, Sub. 3—Try-Boro Distributors, 
Brooklyn, N. Y., common carrier applica- 
on 

April 17—Omaha, Neb.—Hotel Fontenelle— 

Examiner Stiles: 
29461—Omaha Grain Exchange of Omaha, 
Neb. vs. Mo. Pac. et al. 

April 17—Salisbury, Md.—County Ct. House 
—Examiner Seaman: 

* MC 11157, Sub. 5—M. L. Speck, Dillsburg, 
Pa., common carrier application. 


Ind., com- 


Ind —State Comm.— 


Passaic, 








SERVICE-WISE SHIPPERS 


GREY VAN 







LONG-DISTANCE 


MOVI NG 


SERVIC 


See your classified directory for 
local branch or agent - 


UNITED’S 
AIR FREIGHT 


SERVICE 


Fast - Pickup & Delivery 
Low Cost 
Intercity and Coast to Coast 


UNITED AIR LINES 





April 17—Salt Lake City, Utah—State Comm. 
—Jt. Bd. 207: 
MC 23960, Sub. 4—Barton Truck Line, 
a: Tooele, Utah, common carrier appli- 
cation. 


MC 29481, Sub. 31—Salt Lake Transfer Co., 
Salt Lake City, Utah, common carrier ap- 
plication. 


April 17—Sioux City, la.—Warrior Hotel—ZJt. 
Bd. 93: 


MC 105395, Sub. 3—Norfolk Express, Sioux 
City, Ta., common carrier application. 
a City, la.—Warrior Hotel—Jt. 

MC 106422—L. Fadness, Rushton, 
common carrier application. 
April 17—Wheeling, W. Va.—P. O. Bldg.—%It. 
Bd. 236: 


MC 18416, Sub. 4—Clawges Transfer, Mor- 
gantown, W. Va., common carrier appli- 
cation. 

April 18—Atlanta, Ga.—State Comm.—Exam- 
iner Yardley 

MC_ 88300, Sub. 7—Dixie Transport Co., 
Jacksonville, Fla., common carrier appli- 


Minn., 


cation. 

April 18—Binghamton, N. Y.—U. S. Ct. Rooms 
—Jt. Bd. 42: 
MC 106410—Chandler Bros. Moving, Endi- 
cot, N. ¥.,; 


common carrier application. 
April 18—Boston, Mass.—P. O. Bidg.—Jt. Bd. 


MC 105046, Sub. 2—Manchester-Fitchburg 
Coach Lines, Ine., Manchester, N. H., 
common carrier application. 


April 18—Bristol, Va.—Hotel General Shelby 

—Jt. Bd. 279: 

MC 105028, Sub. 3—Valley Creek Bus Line, 

— City, Va., common carrier applica- 

on 

April 18—Cleveland, O.—Hotel Cleveland—Ex- 
aminer Parker: 

MC 19575, Sub. 8—R. Lengle Trucking Co., 
Cleveland, O., contract carrier application. 

April 18—Duluth, Minn.—U. S. Ct. Rooms— 
Jt. Bd. 142: 

MC 106549—J. B. Bertasso, Hurley, Wis., 
contract carrier application. 

April 18—Duluth, Minn.—U. S. Ct.—Examiner 
Dunn: 

MC-C 513—Saratoga Liquor Co. vs. Moland 
Brothers bergen, | Co. et al. 

April 18—Ely, Nev.—Fed. Bldg. —Jt. Bd. 128: 

MC 106395—A. T. Reck, Ely, Nev., common 
carrier application. 

April 18—Louisville, Ky.—Kentucky Hotel— 
Examiner Angle: 

* MC 73449, Sub. 19—Central Truckaway Sys- 
tem, Inc., Indianapolis, Ind. 

April 18—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 94275, Sub. 1—Irving Edelson Mountain 
Line, Brooklyn, N. Y., common carrier 
application. 

April 18—New York, N. Y.—641 Washington 
St.—Examiner Harrison: : 
MC 20607, Sub. 7—Stuart Trucking Co., Jer- 
rd City, N. J., contract carrier applica- 
on. 
April 18—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Way: 
ts ay Aa Horse Nail Corp. vs. A., 
. & S. F. et al. 
gets "18—Salt Lake City, Utah—State Comm. 
—Jt. Bd. 258: 

MC 42487, Sub. 139—Consolidated Freight- 
ways, Inc.. Portland, Ore., common car- 

, ‘rier application. 

MC 105956, Sub. 2—M. H. Seamons, Logan, 
Utah, common carrier application. 

April 18—Sioux City, la.—Warrior Hotel—ZJt. 
Board 230: 

MC 106470—M. Osnes, Burke, S. D., 
mon carrier application. 

April 19—Boston, Mass.—New P. O. Blidg.— 
Jt. Bd. 190: 

MC 51086, Sub. 4—Rapid Transportation Co., 
—- Mass., common carrier applica- 
tion 

act,” ieee Mass.—P. O. Bldg.—Jt. Bd. 


com- 


* MC 8356, Sub. 13—E. T. Gault, Wareham, 
Mass., common carrier application. 
April 19—Chattanooga, Tenn.—U. S. Ct.—Jt. 
MC 65697, Sub. 5—Theatres Service Co., At- 
lanta, Ga., common carrier application. 
April 19—Cleveland, 0O.—Hotel Cleveland—Jt. 
Bd. 244: 
MC 106427—L. Marchionte, Niles, O., con- 
tract carrier application. 
ech ay acerca O.—Hotel Cleveland—Jt. 


MC 106426—Andrews Transfer Co., Cleve- 
land, O., common carrier application. 
* MC 106426, Sub. 1—Andrews Transfer Co., 
een, O., common carrier applica- 
on. 
April 19—Denver, Colo.—State Comm.—Ex- 
aminer Stiles: 
29466—-Floersheim Mercantile Co. vs. So. 
Pac. et al. 
1. & S. 5398—Interchange, C. & S. and C. 
R. I. & P. at Colorado Springs. 


TRAFFIC WORLD 


April 19—Jamestown, N. Y.—Samuel’s Hotel 
—Examiner Kobernusz: 

* MC 106394—Jamestown Pittsburg Motor Ex- 
press, Jamestown, N. Y., common carrier 
application. 


April 19—Lincoln, 
138: 


ba. Neb.—State Comm.—Jt. 

MC 409, Sub. 5—O. E. Poulson, Elm Creek, 
Neb., common carrier application. 

April 19—Louisville, Ky.—Kentucky Hotel— 
Examiner Angle: 

* MC 73449, Sub. 33—Central Truckaway Sys- 
tem, Inc., Indianapolis, Ind., common car- 
rier application. 

April 19—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 106408—Bayside Moving & Storage Co., 
Bayside, Long Island, N. Y., common ¢ar- 
rier application. 

April 19—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 31820, Sub. 19—Automotive Conveying 
Co. of N. J., Cliffside Park, N. J., com- 
mon carrier ‘application. 

—" a Iida.—U. S. Ct. Rooms— 

t 

MC 106425—Haderlie Bus, Afton, Wyo., com- 
mon carrier application. 

MC 88857, Sub. 28—O. M. Collett, Salt Lake 
City, Utah, common carrier application. 

April “3 Paul, Minn.—State Comm.—2Jt. 
Bd. 


* MC 106046, Sub. 2—Petroleum Carriers Co., 
Minneapolis, Minn., common carrier ap- 
plication. 

April 22—Atianta, Ga.—State Comm.—Jt. Bd. 
239: 

MC 105632—Central of Georgia Motor Trans- 
port Co., Savannah, Ga., common car- 
rier application. 

April 22—Boise, Ida.—U. S. Post Office—Ex- 
aminer Stiles: 

1. & S. 5388—Groceries, Ogden and Salt 
Lake City, Utah to Idaho. 

April 22—Boston, Mass.—P. O. Bldg.—Exam- 
iner Bennett: 

* MC 20917, Sub. 1—Curran’s Express, Inc., 
Milford, Mass., common carrier applica- 
tion. 

April 22—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Kobernusz: 

* MC 26280, Sub. 3—J. Scolaro, Brooklyn, N. 
Y., common carrier application. 

April es O.—Chamber of Comm.—ZJt. 
Bd. 61: 

* MC 106409—Ohio Valley Transit, Inc., Wells- 
burg, W. Va., common carrier application. 

April 23-—Detroit, Mich .—Hotel Ft. Shelby— 
Examiner Gaffney 

* MC 29886, Sub. 16_—Dallas & Mavis. For- 
warding Co., Inc., South Bend, Ind. 

i 22—Idaho Falls, ida.—Fed. Bldg.—Jt. 


* MC 61591, Sub, 2—Ida-Wyo. Truck Lines, 
Jackson, Wyo., common carrier applica- 
tion. 

April — Tenn.—vU. S. Ct.—Jt. Bd. 


MC 78632, Sub. 54—Hoover Motor Express 
Co.,; Inc., Nashville, Tenn., common car- 
rier application. 

* MC 68078, Sub. 4—Central Motor Express, 
Inc., Chattanooga, Tenn., common car- 
rier application. 

* MC 104004, Sub. 104—Associated Transport, 
Inc., New York, N. Y., common carrier 


application. 
April 22—Lincoln, Neb.—State Comm.—1Jt. 
Bd. 93: 

MC 2180, Sub. 39—Burlington Transporta- 
tion Co., Chicago, Ill., common carrier 
application. 

* MC 104907, Sub. 1—Midwest Stages, Kear- 
ney, Neb., common carrier application. 


April 22—Louisville, Ky.—Kentucky Hotel— 
Examiner Angle: 
* MC 71067, Sub. 2—N. D. Thompson, New 
Orleans, La., common carrier application. 
MC 105106, Sub. 1—Hall Trucking Co., Or- 
leans, Ind., contract carrier application. 


April 22—Nashville, Tenn.—State Comm.—ZJt. 
Bd. 107: 


* MC 8500, Sub. 2—Tennessee Coach Co., 
Knoxville, Tenn., certificate to extend op- 
erations. 

* MC 32783, Subs. 42, 43 and 49—Southeastern 
Greyhound Lines, Lexington, Ky., com- 
mon carrier application. 

* MC 55312, Sub. 1—Central Bus Lines, Inc., 
Cookeville, Tenn., common carrier "appli- 
cation. 


April 22—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

* MC 35536, Sub. 35—Scott Bros., Inc., Phil- 
adelphia, Pa., common carrier application. 

April 22—New York, N. Y.—641 Washington 
St.—Examiner Harrison: : 

* MC 66659, Sub. 4—Shephard Warehouses, 
Ine., New York, N. Y. 

* MC 105934—Monticello-Bronx Express, Mon- 
ticello, N. Y. 

April 22—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Way 

29470— Alloy Metal Abrasives Co. et al. vs. 

A. & B. B. et al. 


% 














